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This fish helps flyers 


see in the dark 


Ea RLY in the war RAF night fighters proved that 
Vitamin A sharpens the night vision of flyers deficient in 
this vitamin. 


Up to this time, imported cod and halibut oils had 
supplied most of this country’s Vitamin A, but soon after 
we discovered shark livers a far richer source. Result: 
Shark livers jumped from 35c a pound to $9.20 and the 
fish oil industry on the Pacific Coast boomed. 
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Today, billions of units of Vitamin A are going to 
British and U.S. flyers—thanks in part to the Northern 
Pacific Railway. Each month this railway delivers to East- 
ern pharmaceutical houses vital shipments of 50-gallon 
drums of shark liver oil, each drum valued up to $5,000. 

Doing jobs like this—jobs that bring Victory daily 
nearer—has earned this railway the nationwide reputa- 
tion—““Main Street of the Northwest”’! 
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WHAT HE WANTED 


WHEN HE 


WANTED IT 


\\V 


1 The phone rang in 
an Illinois Central 
office. It was a shipper calling. 


He had a car in transit from the 
Pacific Coast that he was delivering 
to our railroad at East St. Louis. He 
wanted to know how it could be 
routed so as to stop it at Carbon- 
dale, Ill. and deliver it promptly on 
team track at the final destination 
at a point in the Southeast. 


Our man knew the answers. 
With his intimate knowledge of 
transportation matters, he was able, 
immediately, to outline a route 
that met every requirement of the 


shipper, including the desired 
delivery. 


Requests of this nature are a 
daily occurrence at our traffic 
service offices. With our entire 
Traffic Department working as a 
service organization for the dura- 
tion, we are looking for the oppor- 
tunity to serve you — to prove to 
you that Illinois Central teamwork 


TRAFFIC WORLD 


MINNEAPOUS 


2S 60 ST. PAUL > ff j f/ 
> S 
re L usent LEA F / 
saitine, Ro 9 S 0 
& Oi) 
SIOUX CITY r 
*< IX = —, ox Y 


tCoaHa W KANKAKEE 


Wy & 
YZ e 
~P 
ss re 
— at 
PR \ ¥ 
a . CINCINNATI 
Po 
ST. Lous : 
. “e 


nit \ 
CARBONDAL 


0 Gm PADUCAH 
CARO 
Ay? Broxinsvite 
P f aARtIN 


Memrnis J ace SON 
HOT SPRINGS | 
ARK, 


Rls 


5 ABERDEEN pS RN 
#4 AUGUSTA 


Sy 
‘J | Ea covumsusy Ls) 


The Illinois Central operates over these routes, 
connects with more than 150 other American 
railroads. Maintains offices all over America. 
Is manned by more than 40,000 trained and 
experienced warkers, equipped to serve ship- 
per or traveler anywhere. 
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Shippers’ Boards and the Trucks 


The shippers’ advisory boards were organized in 

® the day when trucks were unimportant factors in 
road-haul transportation. They were organized by the 
railroads to do a single job, which was to wipe out the 
car shortages that had hampered transportation for 
many years. So well have they performed that task 
that there has been no car shortage since, even in these 
war days when the railroads are carrying a record 
traffic with less equipment than they had in the early 
days of the boards. So well did they do the job that, 
in the middle thirties, there was serious consideration 
of their voluntary dissolution because some thought 
there was nothing more for them to do. Others argued 
that there was much more they could do. They became 
the driving force behind the annual Perfect Shipping 
Month campaigns. They are primarily responsible for 
the present necessary efficient use of railroad equip- 
ment, because of the fine job in eliminating delay in 
loading and unloading of freight cars their vigilance 
committees have done. It is, perhaps, not going too far 
to say that, in these days, when a great part of the 
traffic is in war materials about which no reports may 
be made public, the carloading estimates of the boards 
—principal factors in the erasing of car shortages— 


have become almost incidental to their more important 
work. 

Unquestionably, it is the work of the car vigilance 
committees that is most important today. Because it is, 
the logical plea that the advisory boards ought to en- 
compass in their activities other types of transportation 
than railroads takes on more weight. The idea is not 
new. It was discussed in 1937 when the National Asso- 
ciation of Shippers’ Advisory Boards adopted its con- 
stitution and by-laws. The decision then was to con- 
tinue to confine the activities of the boards to railroad 
matters. That decision was based on the fact that the 
railroads were furnishing the money for the upkeep of 
the boards and the idea that it would be hardly fair to 
spread the benefits of their efforts to other and non- 
contributing transportation agencies. 

Twice, in succeeding years, Joseph B. Eastman 
made a plea for the broadening of the boards’ activities, 
the last time in the fall of 1941, when he urged the 
“happy family” of the advisory boards to “adopt the 
other children,” trucks and barges. At that time, the 
national association made a half-hearted attempt to 
accede to the request of Mr. Eastman, who was then 
chairman of the Commission. It adopted a motion for 


OUR PLATFORM™ 
(THE LONG HAUL) 


A revised system of transportation regulation based on 
modern competitive conditions, instead of patehwork amend- 
ment of the old law to make it apply te new transport 
agencies; less, instead of more, gevernment control. 

Private ownership and operation of all transport. Take 
the government out of the ocean and inland waterway trans- 
portation business. 

Keep politics out of rate-making. 

An authoritative determination by competent and un- 
biased investigation as to whether commercial motor vehicles 
tre paying their fair share of the cost of highways used by 
them in their business, and a uniform application of the 
principles thus arrived at. 

Proper payment by inland waterway transport for the 
use of the waterways as a place of doing business. 

Realization by railroads that they must do eating by 
way of group operating economies to help themselves and ce- 
operation by shippers in such economies. 


Coordination of rail and truck facilities and joint rates 
where practicable and advantageous. 

An Interstate Commerce Commission composed of men, 
not only of good character and general ability, but with seme 
special training in and knowledge of the matters with which 
they have te 

Simplification of Commission procedure. 

Non-discriminatory and reasonable rates for shippers 
but a rate level high enough to give the yore agencies 
the adequate revenue prescribed by sound public policy. 

Revision of railroad working rules and agreements to 
prevent pay for work not done. 

Kill the St. Lawrence waterway proposal. 

A traffic department, in charge of a capable traffic man, 
for every business concern doing any considerable amount of 
shipping, and a realization by industrial traffic men that = 
must equip themselves to give the sort of service that } 
justify employing them. 


(THE SHORT HAUL) 


Every effort by railroads not only te expand their car 
and motive power supply to meet the present emergency 
demands, but to make their present supply go as far as pos- 
sible. Cooperation by shippers in these efforts. 

A scientific and fair treatment of the transportation 
problem by the board created by Congress te make recom- 
mendations fer legislation. 


Move the Commission to Chicago. 

Repeal the land grant rate law. 

Abolish circuitous routing of freight. 

Curtail free passenger transportation. 

No Pullman reservations without cash for tickets. 
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the appointment of a committee to study ways and 
means of “establishing cooperative arrangements” with 
other forms of transportation than the railroads. Ap- 
parently, the matter ended there, however. There was 
never any announcement of the personnel of that com- 
mittee if, indeed, it was ever appointed. At any rate, it 
has never reported. 

We have commented several times on the wisdom 
of taking the common carrier motor trucks under the 
wings of the boards in connection with the freight loss 
and damage prevention activities of Perfect Shipping 
Month. What we have said we believe still to be true. 
But, more important now, we think it not only wise but 
necessary for the boards to splice the trucks into their 
activities because the need for efficient use of equip- 
ment is at least as important to the trucks as it is to the 
railroads, and because the responsibility for such effi- 
cient use lies, in great part, on the shippers. 

At meetings in Chicago last week a good deal was 
said about delays in the unloading of trucks by shippers. 
These delays, it was said, were often as long as several 
days. Elsewhere in this issue we print an account of 
the difficulties the truck operators think stand in their 
way in curing these troubles themselves. It would be 
practically impossible for the trucker himself to com- 
plain about the bad practices of one of his shippers 
without risking the loss of that shipper’s business. 
There is justification for that apprehension. The rail- 
roads, too, would be having much difficulty in obtaining 
the prompt loading and unloading of cars if the shippers 
themselves, through their advisory boards’ vigilance 
committees, were not doing the job. They ought to be 
doing it for the trucks also. 

We realize the force in the argument of those who 
say it would be unfair for the shippers’ boards to ex- 
tend their benefits to the trucks while the railroads 
were footing the bill. If the boards are to do for the 
trucks what they have for years been doing for the 
railroads, it will only be just for the trucks to pay their 
fair share of the cost. Those truckers and those high 
in truck organizations with whom we have spoken, say 
they would be only too glad to enter into such an ar- 
rangement. There would be complications, of course, 
but none that could not be overcome. The Association 
of American Railroads says, using 1942 as an example, 
that it paid something over $15,000 for the expenses of 
conducting the affairs of the shippers’ boards. That, 
however, tells only part of the story. In addition, em- 
ployes of the A. A. R.’s car service division do much of 
the boards’ clerical work. The freight claim division 
performs most of the work connected with Perfect Ship- 
ping Month, and there is an additional and substantial 
allocation of A. A. R. funds for those campaigns. 

Assuming, however, that all these things add up to 
about $50,000 a year, that sum is still one of the best 
investments the railroads make. The freight tonnage 
carried in common carrier trucks amounts only to a 
comparatively small per cent of the tonnage carried by 
the railroads. We are not suggesting that, in order to 
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participate, the trucks share in the expenses of the 
boards only in proportion to that percentage. There 
are many other things to be taken into consideration— 
the fact that, proportionately, more units of equipment 
are used to haul freight by truck than by rail; that 
total freight revenue of the trucks is a greater propor. 
tion of railroad freight revenue than the tonnage ratio 
indicates; that crippling delays to trucks and trailers 
are measured in hours where those to freight cars are 
measured in days; that the addition of trucks to the 
boards’ set-up would increase the work of the boards. 

We are not attempting to suggest a formula for 
the allocation of the expense of the boards between rail- 
roads and trucks. We do say, however, that such a 
formula could be set up and that the truck interests 
would probably not haggle over a few dollars. They 
want the same kind of help from shippers that the rail- 
roads are getting through the shippers’ boards, and they 
know that it would be wasteful, if not impossible, to set 
up paralleling organizations to give them that help. 

Up to the present, the matter has been one of in- 
terest to and settlement by the parties concernd. Now, 
however, we think such a move to be a public and pa- 
triotic necessity. There aren’t going to be any new 
trucks and, apparently, it will be some time before there 
are new tires. The trucks are needed as part of our 
national transportation system. Even the railroads ad- 
mit that, as the trucks pass out of the picture, they 
will be faced with an added freight burden, perhaps im- 
possible to carry. Aside from all other considerations, 
the overall help of the shippers’ boards is needed 
throughout the transportation system as a war meas- 
ure. Maybe, if the Director of the Office of Defense 
Transportation issued a strong plea, the desired effect 
could be reached. But the matter is one of such clear 
logic and necessity that we think the boards, the rail- 
roads, and the trucks ought to get together of their own 
volition. 


For What Are We Fighting ? 

We hear and read much grandiose language as to 

the objects for which the Allied nations are fight- 
ing the Axis powers and the kind of peace that must 
be made, bringing democratic government—or at least 
its possibility—to all the peoples of the earth. In much 
of this our intelligence is insulted, not only with respect 
to the practicability of bringing about the sort of world 
dreamed of, but with respect to the facts that are con- 
trolling in the present conflict. 

As a matter of fact, the United States and the Axis 
powers are the only parties to this war that may be 
considered to be motivated by ideals. Germany, Italy, 
and Japan are in it out of desire for conquest—if that 
may be called an ideal—and Germany also because of 
the Nazi ideology. On the other side, Great Britain, 
China, and Russia are fighting for self preservation, as 
are, or were, and will be again, when they get the 
chance, the little countries of Europe that have been 

(Continued on page 332) 
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Decisions of Interstate Commerce Commission 
Railroad, Water, and Motor Transport 





Consolidated Trucking Rights 


The Commission, division 5, by a report in MC 40326, Con- 
solidated Trucking, Inc., Common Carrier Application, has 
granted “grandfather” rights to Consolidated as to the trans- 
portation of general commodities, with certain exceptions, be- 
tween points in the area embracing Harrison, Ind., Hamilton 
county, O., and Boone, Campbell, and Kenton counties, Ky.; 
also as to iron and steel products, between points in Cincinnati, 
0., and from Cincinnati to Harrison, Ind., and points in the 
aforesaid Kentucky counties. At the same time the Commission 
found that dual operation by Consolidated as a common and a 
contract carrier of iron and steel products in the aforementioned 
territories would not be consistent with the public interest, and 
required that Consolidated elect to divest itself, by withdrawal 
or sale, of either the common carrier or contract carrier opera- 
tions. 

However, the Commission also found that holding by appli- 
cant of a permit as a contract carrier covering the transporta- 
tion of iron and steel articles between points in Cincinnati, O., 
and from Cincinnati to Harrison, Ind., and points in Boone, 
Campbell, and Kenton counties, Ky., and return, and of a com- 
mon carrier certificate covering transportation of general com- 
modities, except iron and steel articles, articles of unusual value, 
dangerous explosives, and such bulk commodities as are trans- 
ported in dump trucks, and household goods, between Harri- 
son, Ind., and points in the aforementioned Kentucky counties, 
would be consistent with the public interest. 

Commissioner Patterson dissented, saying that majority 
had found that dual operations existed, and that their continu- 
ance would not be consistent with the public interest. To that 
he agreed, he said, but added that he found no justification for 
authorizing the two operations by means of eliminating com- 
modities from the certificate or by permitting applicant to dis- 
pose of one of the operations. At most, he said, applicant was 


entitled to a choice between common and contract carrier 
rights. 


Commission Water Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob- 
tained by prompt application to the Commission.) 


W-584, Hubble Towing Co., Hoquiam, Wash., Applica- 
tions. By division 4. On finding applicant’s operations to be 
those of a common carrier, certificate granted, effective April 
17, as to continuance of operations as such a carrier by towing 
vessels in the performance of general towage between ports 
and points along the Pacific coast and tributary waterways, in- 
cluding the Columbia and Willamette Rivers from Portland, 
Ore, to the mouth of the Columbia River, from Washington 
to California, inclusive. Application for exemption under sec- 


tion 303 (e) of the act dismissed. Commissioner Miller dis- 
sented in part. 


_W-630, A. L. Mechling Barge Line, common carrier appli- 
cation. By division 4. On further consideration, public con- 
venience and necessity found to require operations by appli- 
tant between all ports and points on the Illinois waterway and 
that portion of the Mississippi River between Burlington, Ia.. 
and New Madrid, Mo., in extension of the operation authorized 
y the prior report in 250 I. C. C. 77. Amended certificate is- 


wie effective April 21, and prior certificate vacated and set 
side, 


Commission Reports 


(An asterisk before the docket number means that the repon 
wil not be printed in full in the permanent series of Commission 
reports. Mimeographed copies of such reports in full may be ob 

by prompt application to the Commission.) 


Glass 


No. 28726, United Lens Co., Inc., vs. Pennsylvania et al. 
By division 2. Second class rate of $1.18 charged, less-carload 
‘tipments of clear rough-rolled crown glass, cut into small 
ear not bent, in boxes, from Ford City, Pa., to Southbridge, 
"ass., in applicable to the extent it exceeded rule 26 rate (55 


per cent of first class) of 76 cents. Reparation awarded. The 


issue was as to the commodity description. Chairman All- 
dredge dissented. 


Coal 


No. 28744, Associated Bristol, Tennessee, Retail Coal Deal- 
ers vs. Southern Railway Co. et al. By division 3. On recon- 
sideration, finding in prior report that rate of $1.34 charged 
on shipments of coal, in carloads, from southwestern Virginia 
mines to Bristol, Tenn., was applicable, and unduly prejudicial 
to the extent it exceeded rate of $1.24 concurrently in effect 
from the same mines to Bristol, Va., affirmed, and finding that 
complainants were not shown to have been damaged by the 
undue prejudice to which they were subjected, reversed. Repa- 


ration awarded. Waiver of collection of undercharges au- 
thorized. 


Demurrage Charges 


No. 28779, Mid-Continent Petroleum Corporation vs. L. 
& A. By the Commission. Report written by Chairman All- 
dredge. Dismissed. Demurrage charges collected of 17 tank 
cars of petroleum products at New Orleans, La., in October, 


November and December, 1939, and January, 1940, not un- 
reasonable. 


Commission Motor Reports 


(An asterisk before the docket number means that the report 
will not be printed in full in the permanent series of motor carrier 
reports of the Commission. Mimeographed copies of such reports in 
fult may be obtained by yrompt: application to the Commission.) 


*MC 51160, Standard Motor Freight Co., Bayonne, N. J., 
common carrier. Certificate denied under the “grandfather” 
clause. General commodities, with exceptions, between points 
in N. J., N. Y., Pa., Conn. and Mass. 

*MC 45057, Sub. 1, Dale McLeod, Reno, Nev., extension. 
Certificate granted. Lumber, veneer, and forest products from 
and to points in Nev. and Calif. 

*MC 17566, Sub. 1 Ex, T. F. Burns, Yuba City, Calif., ex- 
emption application. Certificate of exemption granted on find- 
ing applicant’s operations in interstate or foreign commerce 
solely within Calif., to be of such nature, character and quan- 
tity, that exemption thereof from regulation under part II of 
the act would not substantially effect or impair uniform regula- 
tion by the Commission of transportation by motor carriers 
in interstate or foreign commerce. 

*MC 16947, Lincoln Express & Freight Lines, Inc., Chi- 
cago, IIl., common carrier. Certificate granted to Clinner Citv 
Transit Co., successor in interest to applicant, as to continuance 
of operations, general commodities, with exceptions, between 
Green Bay and Manitowoc, Wis. 


*MC 49487, Sloan L. Noel, Pittsburgh, Pa., contract car- 
rier, embracing MC 49487, Sub. 1, Same, extension; MC 45938, 
Clarence W. Enkoff, contract carrier; and MC 45938, Sub. 1, 
Clarence W. Enkoff. extension. On finding applicants’ opera- 
tions to be those of a contract carrier, permits granted as to 
individual operations as such carriers of canned, preserved, and 
processed food products, dairy products, eggs and poultry, and 
materials, equipment and supplies used in, or incidental to, the 
production. sale and distribution thereof, between specified 
points in Ind., O. and Pa. Applicants were authorized to per- 
form such operations under the “grandfather” clause, in MC 
49487 and MC 45938, and by public convenience and necessity, 
in MC 49487, Sub. 1, and MC 45938, Sub. 1. 

*MC 17006, Cardinale Trucking Corporation, Whippany. 
N. J., common carrier. Certificate granted as to continuance of 
operation, general commodities, except paper and paper prod- 
vets and specified commodities, between points in a described 
base territory in N. Y. and N. J., and between points in such 
hase territory, on the one hand. and Baltimore, Md., and points 
in Mass., R. I., Conn., N. Y., N. J., Pa. and Del., on the other; 
and permit granted as to continuance of operation, paper and 
raner products between points in a described base territory in 
N. Y. and N. J., between points in such base territory, on the 
one hand. and Whippany, N. J.. on the other, and between 
points in such base territory and Whippany, on the one hand, and 
Baltimore, Md.. and points in Mass., R. I., Conn. and described 
territories in N. Y., N. J., Pa. and Del., on the other. The re- 
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port found applicant’s operations in the transportation of paper 
and paper products to be those of a contract carrier and its 
operations in the transportation of general commodities, ex- 
cept paper and paper products and other commodities to be 
those of a common carrier. Dual operations authorized. Trans- 
portation performed by applicant for a commonly owned and 
controlled corporation was found to be transportation for hire. 
Commissioner Patterson dissented in part. 

*MC 39723, Fred Heisler, Centerton, O., common carrier. 
Certificate granted. Continuance of operation, wool, over irreg- 
ular routes, from points in O., and Mich., to Wilton, N. H., and 
points in Mass., and burlap bags on return. 

*MC 58960, Roy E. Miller, Lancaster, Pa., contract carrier. 
On reconsideration, findings in prior report, decided June 24, 
1942, amended so as to authorize, in addition to that granted 
therein, operation as a contract carrier of paper cartons, over 
irregular routes, from Lancaster, O., and Winchester, Ind., and 
points within 5 miles thereof, to points in described areas of 
Ky., and Pa.; from Winchester and vicinity to designated points 
in O., and to Lawrenceburg, Ind., through O.; and from Lan- 
caster to points in Ind. 

*MC 55319, Sub. 1, James F. Cheetham, Newburgh, N. Y., 
extension. Permit granted. Textile fabrics, Hohokus, N. J., to 
Newburgh, N. Y. 

*MC 102064, Sub. 1 Ex, Joseph A. Bisceglia, Hollister, 
Calif., exemption application. Application for exemption denied 
on finding applicant’s operations in interstate or foreign com- 
merce solely within Calif., not of such nature, character, or 
quantity that exemption thereof from regulation under part II 
of the act would not substantially affect or impair uniform 
regualtion of transportation by motor carriers engaged in inter- 
state or foreign commerce. Exemption was sought in connection 
with the transportation of farm products, fresh or processed, 
fertilizer, canned goods and cannery supplies between Hollister 
and San Jose, Oakland, San Francisco, San Francisco Bay area, 
and Mare Island, Calif. The report said there were a number 
of carriers now engaged in the transportation of those com- 
modities between the same points and that those carriers were 
all regulated and a grant to applicant of the exemption could 
not but impair uniform regulation. 

*MC 84404, Sub. 12, P. A. Kelly, Jr., and B. D. Kelly, Sum- 
ter, S. C., extension. Certificate granted. Paprika, Dillon, S. C., 
to Philadelphia, Pa., and New York, N. Y. 

*MC 103192, S. & S. Truck Line, Myers, S. C., extension. 
Application for a certificate to transport petroleum products 
from and to specified points in S. C., Ga., and N. C., denied 
on finding that dual operations which would result from grant 
of the authority would not be consistent with the public inter- 
est and the national transportation policy. Applicant holds a 
permit to transport petroleum products within the aforemen- 
tioned Ga., N. C., and S. C., according to the report. 

*MC 77596, Jack Gorum, Bentonville, Ark., common car- 
rier, embracing Sub. 1, Same, extension, and Sub. 3, Same, ex- 
tension. On further hearing in MC 77596, findings in prior 
report, 18 M. C. C. 651, modified with respect to the scope of 
the operations authorized, and applicant authorized to operate 
as a common carrier of specified commodities from and to 
specified points in Mo., Kan., Ark., Tenn., Miss., and La. In 
MC 77596, Sub. Nos. 1 and 3, public convenience and necessity 
found to require operation by applicant as a common carrier 
of specified commodities from and to specified points in Mo., 
Kan., Ark., Okla., Miss., and La. 


*MC 9888, Sub. 2, Williams Transportation Co., Inc., East 
Providence, R. |., common carrier extension. On reconsidera- 
tion, findings in prior report modified, and certificate granted 
as to extension of operation as a common carrier of petroleum 
products in bulk, in tank trucks, in the season extending from 
May 1 to September 30, inclusive, from Fall River, Mass., to 


the U. S. naval base at Quonset Point, R. I., and points within 
5 miles thereof. 


*MC 53489, Sub. 1, W. C. Lucas, Pearlie M. Lucas and A. 
B. Cox, Piedmont Trucking Co., Asheboro, N. C., extension. 
Certificate granted. New Furniture, uncrated, from Asheboro, 
Liberty and Trov. N. C., and Society Hill, S. C., to points in 
N. C., S. C, N. Y¥., Pa., Ma. Ky., Tenn., Fla., Ala., Miss., La., 
O., Ind., N. J., Ill., Del. and W. Va., and from points in La. 
and Miss. to Asheboro and Society Hill; and materials and 
supplies used in the manufacture of new furniture, and dam- 
aged or returned furniture from points in N. C., S. C., N. Y., 
Pa., Md., Ky., Tenn., Fla., Ala., O., Ind., N. J. and IIl., to Ashe- 
boro. Liberty and Troy N. C., and Society Hill, S. C. 

*MC 59909, Jacobs Transfer Co., Washington, D. C., con- 
tract carrier. On reconsideration, findings in prior report, 
33 M. C. C. 373. modified, and certificate granted as to cor- 
tinuance of operation, general commodities, with exceptions, 
between Washington, D. C., on the one hand, and points in 
Md. and Va., within 25 miles of the zero milestone at Wash- 
ington, D. C., on the other; also permit granted as to contin- 
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uance of operation, telephone supplies and equipment, between 
points in the Washington, D. C., commercial zone, on the one 
hand, and points in Md. and Va., on the other. Dual operation, 
to the extent authorized, found consistent with the public in- 
terest and the national transportation policy. 

MC 102199, Clark-Callahan, Inc., Pittsburgh, Pa., common 
carrier, embracing Sub. 1, Same, application for registration. 
Denied. General commodities, with exceptions, between Pitts- 
burgh and Philadelphia, Pa., over regular routes, serving cer- 
tain intermediate and off-route points. In Sub. 1, the Commis- 
sion found that applicant did not fall within the second proviso 
of section 206 (a) of the act for a certificate to operate in in- 
terstate of foreign commerce, as sought by applicant by rea- 
son of its holding of a state certificate. The report said ap- 
plicant was owned by persons who controlled Highway Express 
Lines, Inc., and Exhibitors’ Service Co., and was controlled and 
operated as part and parcel of the operation of those two 
carriers. 

*MC 95913, J. A. Hagan and W. H. Kennedy, Washing- 
ton, D. C., common carrier. Certificate granted, on finding 
applicants’ operations to be those of a common carrier, and 
to be special in character within the meaning of section 207 (a). 
Passengers and their baggage, limited to not more than six 
passengers in any one vehicle, in special operations, on sight- 
seeing or pleasure tours, beginning and ending in D. C., and 
extending to Alexandria, Mt. Vernon, Luray, and points in 
Arlington county, Va., and Annapolis, Md., over irregular 
routes, with no pick-up or discharge of passengers or baggage 
at any point except D. C. 

*MC 44613, Sub. 9, Mo.-Ark. Coach Lines, Inc., Springfield, 
Mo., extension. Certificate denied. Passengers and their bag- 
gage, and mail, express, and newspapers, between junction of 
Missouri highwav 28 and U. S. highway 66, and Cuba, Mo., over 
U. S. highway 66, serving certain intermediate points. Com- 
missioner Lee dissented in part, saying he believed authority 
should be issued to conduct the desired interstate operation 
during the existing emergency. 


Railroad Abandonments 


The Commission, division 4, has heard arguments in Fi- 
nance No. 13773, Atchison, Topeka & Santa Fe Railway Co., 
Abandonment. The application involved abandonment by the 
Santa Fe of a line of railroad extending from a point near 
Anthony, in Harper county, Kan., to Cherokee, in Alfalfa 
county, Okla., a distance of 32.63 miles. A proposed report 
by Examiner Ralph R. Molster recommended denial of the 
application, and recited the fact that between the date of 
the hearing, Aug. 27 and 28, 1942, and the serving of the re- 
port, Nov. 17, 1942, the line in question was requisitioned by 
the War Production Board. 

M. H. Miller, representing the Brotherhood of Railway 
Trainmen, said that the line was requisitioned Sept. 5, and 
that the Metals Reserve Corporation had completed tearing 
up the rails by Jan. 9. 1943. Mr. Miller asked that the Com- 
mission meet the challenge which, he said, had been hurled 
at it by the Metals Reserve Corporation in unnecessarily 
requisitioning this line of railroad. and asked that the Com- 
mission be not swayed in its decision by the fact that the line 
had been dismantled. He asked also that the Commission 
retain jurisdiction in the proceeding for the protection of em- 
ployes adversely affected. 

Counsel for the Santa Fe, R. S. Outlaw, said that inas- 
much as the line had been dismantled, the Commission should 
recognize that fact and authorize the abandonment. C. B. 
Ree, special counsel for the Oklahoma Corporation Commis- 
sion, quoted from the examiner’s proposed report to the ef- 
fect that the claimed loss of the Santa Fe, resulting from 
operation of the line, would be changed to a gain of certain 
system costs which would continue after abandonment of the 
line, and added costs due to rerouting were taken into con- 
sideration. Byron M. Gray. special attorney for the Kansas 
Corporation Commission, indicated that his position and that 
of the commission he represented, was identical with that 
taken by Mr. Bee. 

Protestants insisted that the matter of an abandonment 
he decided. not on the fact of the requisitioning and dis- 
mantling of the line, but on grounds of public convenience and 
necessity. : 

Hearings have been held before Examiner J. K. Lyle. 1 
Washington, for the purpose of establishing the cost of handling 
traffic on the two branch lines in Kansas which the Santa Fe 
had asked authority to abandon in Finance Nos. 13772 and 
13776. Finance No. 13772 involved abandonment of the line ex- 
tending from Benedict Junction to Emvoria. in Wilson, Woot- 
son, Greenwood, and Lyon counties. Kan. Finance No. 13776 
involved abandonment of the line between Madison Junction 
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land Moline, in Greenwood and Elk counties, Kan. The total 
mileage involved was 128.20. The examiner had recommended 
authority to abandon all but about 50 miles of the combined 
pranches, to permit service to a plant on the Madison Junction- 
Moline line northward to Emporia Junction. 

| The evidence taken dealt largely with whether or not there 
was a proper relationship between crediting the branches with 
40 cents for each 1,000 gross ton-miles of overhead traffic han- 
dling, and charging the branches 158 cents for each 1,000 gross 
ton-miles for branch traffic handled beyond either branch. Byron 
M. Gray, representing the boards of commissioners for Lyon, 
Greenwood, Elk, Woodward and Wilson counties, asked that 
there be put in the record figures showing the 1942 operations 
of the branches, and the examiner agreed to the request. S. R. 
Brittingham, representing the Santa Fe asked, and was granted, 
until April 15 to have the figures prepared, as J. P. McDonald, 
general statistician for the Santa Fe, and its witness at the 
hearing, said it would take until that time to gather the re- 
quested data. 

In Finance No. 14101, the Atchison, Topeka & Santa Fe 
Railway Co. asks the Commission for authority to abandon its 
line of railroad in Bent and Otero counties, Colo., extending 
from a point near the station of Waveland to a point near the 
station of Cheraw, approximately 16.78 miles. Applicant said 
the line had been and was being operated at a substantial 
loss and there was no prospect of materially increased traffic in 
the territory tributary to the line, and that the traffic could be 
handled without serious inconvenience by remaining rail facili- 
ties or by truck. 










P.-R. Seashore Lines 


The Pennsylvania-Reading Seashore Lines, in Finance No. 
14100, has asked the Commission for authority to abandon its 
Stone Harbor branch, in Cape May county, N. J., extending 
from Cape May Court House to Stone Harbor, approximately 
39 miles. Applicant said the line was presently in need of 
heay repairs, including rehabilitation of a bridge, and the pres- 
ent public use of the line was insufficient to warrant the ex- 
pense incident to such rehabilitation and the diversion of 
strategic materials from war uses. 


St. L.-S. F. 


The St. Louis-San Francisco Railway Co., by its trustees, 
in Finance No. 14102, has asked the Commission for authority 
to abandon the portiton of its line in Greene county, Mo., ex- 
tending Ash Grove to Phenix, 5.91 miles, stating that the line 
had been and was being operated at a substantial loss and there 
was no reasonable prospect for an increase in future traffic. 


Y. & M. V. 


The Yazoo & Mississinni Vailey Railroad Co. has filed a 
petition with the Commission for reovening and reconsidera- 
tion of the decision of division 4 in Finance No. 13499, Yazoo 
& Mississippi Valley Abandonment, denying the railroad’s ap- 
nication for authority to abandon the branch line extending 
between Rosedale and Boyle, Miss.. 24.12 miles. Petitioner 
stated that the line had been requisitioned by the government 
and operation was discontinued as of Aug. 1. By Sept. 30, it 
said, the line was completely dismantled. Denial of the ap- 
plication, according to petitioner, was without prejudice to its 
renewal after a six-months’ test of the effect of the tire ra- 
tioning program on the volume of traffic handled by the road. 
Requisitioning and removal of the line, said the petitioner. 
‘have frustrated that holding of the Commission by making 
= the six-months’ test the Commission suggested be 
made.” 

Livestock Terminal 


_ Livestock Terminal Service Co. has filed alternate motions 
in Finance No. 14032, Livestock Terminal Service Co. Aban- 
donment, which involves the abandonment of loading and un- 
lading chutes and platforms, pens, and alleys, for the handling 
of live stock at the Cleveland Union Stock Yards. Cleveland. 
0. (see Traffic World. Dec. 12. 1942, p. 1401). The terminal 
‘ompany’s motions ask either that the proceeding be dismissed 
or want of jurisdiction or, in the event that motion is denied, 
hat the application for abandonment be granted by the Com- 
mssion on the record without formal hearing. 


Illinois Central 


_ The Commission, by an order in Finance No. 13805. Illi- 
hols Central Abandonment. has denied a petition for reconsid- 
‘ration and rehearing filed by the Illinois Agricultural Asso- 
Cation, and the Public Service Commission of Indiana, on 
further consideration of the record and of the reply of the 
Illinois Central to the petition. By a report and certificate 
a Dec. 8, 1942. the Commission permitted abandonment 
p, the Illinois Central of a line of railroad extending from 

otomac, Ill., to Hedrick, Ind., 16.27 miles. The petition of 
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the agricultural association and the Indiana commission said 
that “nowhere in the order has the Commission given any con- 
sideration to the amount of grain raised in the territory con- 
tiguous to the branch line .. .” and that the report paid little 
or no heed to the facts contained in the record. The reply of 
the Illinois Central said that practically every point alleged by 
the petitioners as being “the real issue of the case” had been 
specifically referred to in the report of the Commission, and 
that there was no basis in fact “for many statements in the pe- 
tition to the effect that the Commission gave no consideration 
to the particular points raised in the petition.” 


Pennsylvania 


The Pennsylvania Railroad Co. has applied to the Commis- 
sion in Finance No. 14104 for authority to abandon its Lake 
Conewago branch extending from a connection with the Leb- 
anon branch, near Colebrook, to the terminus, approximately 
1.35 miles, all in Lebanon county, Pa. Since 1939, applicant 
said, no rail service had been required over the branch and 
there was no longer any need for preserving “this mileage in 
v-ew of the lack of any available traffic.” 

Also, in Finance No. 14105, the Pennsylvania had asked 
authority to abandon branches or parts of branches on its Pitts- 
burgh Division, totaling approximately 12 miles, in Cambria, 
Clearfield, Indiana, Jefferson, Somerset and Westmoreland 
counties, Pa. The branches involved are: Beaver Dam, 0.74 
mile; Bolivar, 0.97 mile; Brady Run, 0.65 mile; Whitney, 1.45 
miles; Bens Creek, 0.34 mile; Hillman 1.51 miles; Martin, 0.74 
mile; McGees, 1.53 miles; Pine Run, 1.79 miles; and South 
Fork, 1.88 miles. The road said the tracks were constructed 
a number of years ago to facilitate the transportation of coal 
from mining developments in their respective areas and that 
practically no use had been made of those tracks in recent 
vears due to the exhaustion of the coal supply and the cessa- 
t'on of mining operations. As there was no other traffic avail- 
able for handling thereof, the road said it desired to remove 
such unused facilities so that the materials suitable for re- 
use might be utilized at other locations, or disposed of as scrap 
in connection with the present emergency. 


N. M. Central 


Examiner Paul C. Albus in a report in Finance No. 13831, 
New Mexico Central Railway Co. et al. Abandonment, has 
recommended that the Commission, division 4, find that the 
present and future public convenience and necessity permit 
abandonment by the New Mexico Central, and abandonment of 
operation by the Atchison, Topeka & Santa Fe, lessee, of the 
portion of the so-called Estancia branch line extending from 
Moriarty to Stanley, N. M., approximately 11.6 miles. The 
examiner said abandonment of the line would cause some in- 
convenience to farmers and ranchers around Stanley, but, he 
added, the record indicated that the loss of mine traffic pre- 
cluded profitable operation of the line in the future. 


B. & O. 


By a report and certificate in Finance No. 14063, Baltimore 
& Ohio Railroad Co. Abandonment, the Commission, division 
4, has permitted abandonment by the B. & O. of the portion 
of its branch line in Gurnsey county, O., extending from a 
point near Blue Bell to Cumberland, 4.59 miles. 


Texas & Pacific 


The Commission, division 4, by a report and certificate in 
Finance No. 13981, Texas & Pacific Railway Co. Abandonment, 
etc., has permitted abandonment by the T. & P. of its line 
in Avoyelles Parish, La., extending from Longbridge to Ham- 
burg, 5.5 miles, and authorized acquisition by the T. & P. of 
trackage rights over part of the L. & A. in Avoyelles Parish, 
6.63 miles. 





COMMISSION ORDERS 

MC F-2071, Liberty Trucking Co., Inc., purchase, David Lifschultz. 
Application under section 210a(b) requesting approval of temporary 
operation by Liberty Trucking Co., Inc., Chicago, Ill., of properties 
of David Lifschultz, dba Lifschultz Fast Freight, Chicago, IIll., denied. 

No. 13535 et al., Consolidated Southwestern Cases. Order of Sep- 
tember 5, 1942, permitting publication of rates of not less than $1.39 
a 100 pounds on manufactured tobacco and cigarettes and related 
articles, in carloads, from Durham, Reidsville, and Winston-Salem, 
N. C., and Petersburg and Richmond, Va., to Dallas and Ft. Worth, 
Tex., without at same time changing rates on same commodities from 
and to other points embraced in findings and orders in said proceed- 
ings, vacated. Order of April 5, 1927, further amended to permit pub- 
lication, without at same time publishing reductions in rates to and 
from other points, of rates of 35 cents from Baton Rouge and North 
Baton Rouge, La., 27 cents from Bossier City and Shreveport, La., 
32 cents from Beaumont and Chaison, Tex., 26 cents from Ft. Worth. 
Tex., 32 cents from Houston, Tex., and 33 cents from Port Arthur, 


Tex., to Atlas, Mo., a 100 pounds, on sulphuric acid in tank cars, car- 
loads,, minimum weight subject to Rule 35 but not less than 45,000 
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pounds, such rates to be observed as maxima at directly intermediate 
points of origin and destination via routes over which rates are 
established and provided that to such rates there may be added in- 
creases authorized in Increased Railway Rates, Fares, and Charges, 
1942, 248 I. C. C. 545. 


MC 29130 Sub. 1, Rock Island Motor Transit Co., extension, Eldon, 
Ia.; MC 29130 Sub. 2, Same, extension, Silvis, Chicago, Ill.; MC 29130 
Sub. 6, Same, extension, Bucklin-Liberal, Kan.; and MC 29130 Sub. 7, 
Same, Illinois extensions. MC 29130 Sub. 1 reopened for reconsidera- 
tion solely to determine applicability of condition 3 in MC 29130 Sub. 
1 only. 


MC 29172, Albert Holmes, common carrier application. Time with- 
in which to file petition for rehearing in connection with report and 
order oi December 7, 1942, and extension of effective date of order, 
extended to February 15. Order of December 7, 1942, effective January 
23, in so far as it denied application, modified to become effective 
February 15. 


W-114, Tennessee Valley Sand and Gravel Co., common and con- 
tract carrier application; and W-604, Arrow Transportation Co., com- 
mon and contract carrier application. Effective date of certificate and 
order of December 8, 1942, postponed to April 15. 


MC 52788 Sub. 2, L. W. Hageman and Joe F. Jolley, dba Hage- 
man and Jolley, contract carrier application. Reopened for recon- 
sideration. Order of February 24, 1942, by terms of which recom- 
mended order became order of Commission, vacated. 


MC 102616, Coastal Tank Lines, Inc., extension, Pittsburgh. Order 
of February 14, 1942, in so far as it reopened proceeding for recon- 
sideration, vacated. Reopened for further hearing at Pittsburgh, Pa. 

MC 7573 Sub 1, Robert M. Lehman, extension, Ohio. Reopened 
for rehearing. 

MC 48651, Federal Motor Transportation Co., common carrier ap- 
plication. Reopened for reconsideration solely to determine whether 
applicant should be authorized to operate as a common carrier of 
copper, brass, bronze, and scrap materials thereof, and copper, brass, 
and bronze tubing, fittings, pipe, rods, and lining, between New 
Bedford and Taunton, Mass., on one hand, and, on other, points in 
Rhode Island and points in Massachusetts on and east of a line be- 
ginning at Massachusetts-New Hampshire state line and extending 
along U. S. Highway 202 to its junction with Massachusetts Highway 
32, and thence along Massachusetts Highway 32 to Massachusetts- 
Connecticut state line, over irregular routes. Order of September 14, 
1942, as subsequently modified to become effective March 15, 1943, 


in so far as it denied applicant right to continue the above-described 
operation, vacated. 


FINANCE APPLICATIONS 


Finance No. 14098. Guy A. Thompson, trustee, New Orleans, Texas 
& Mexico Railway Co., and Beaumont, Sour Lake & Western Railway 
Co., asks authority to continue trackage rights over the Kansas City 
Southern between De Quincy, La., and Beaumont, Tex., under a 
trackage agreement for a term of 15 years, beginning Jan. 31, 1937. 

MC F-2091. Harris Bros. Transfer Co., of Charlotte, N. C., asks 
authority to purchase certain operating rights of Brady Transfer & 
Storage Co., Fort Dodge, Ia. 

MC F-2092. American Carloading Corporation, of Detroit, Mich., 
asks autnority to purchase operating rights and property of Northern 
Illinois Freigh. Lines, Inc., of Chicago, Ill. 

Finance No. 13002. Texas Mexican Railway Co. asks the Com- 
mission to extend, until Sept. 1, 1943, authority to continue to operate 
over the line of govcrnment-controlled railroad track extending from 
Flour Bluff Junction on the line of the applicant in Nueces County, 
Tex., to Flour Bluff Station, location of a naval training station, due 
to the fact that construction at the naval station has been enlarged, 
and will not be completed until September 1. 

Finance No. 14103. Middle Creek Railroad Co. asks permission 
to purchase land used by it, principally right-of-way, and a line of 
railroad thereon, operated under lease from Hartland Colliery Co. 
The line of railroad begins at a junction with the B. & O. at Hart- 
land, W. Va., and extends 4.1 miles to Bickmore, W. Va., and has 
in addition approximately one mile of yard track and sidings, all in 
Clay County. Applicant also asks authority to issue 5-year notes pay- 
able to Peabody Coal Co., owner of all its outstanding stock, in an 
amount not in excess of $70,000, to finance the purchase. 

MC F-2093. Lombard Bros., Inc., Waterbury, Conn., asks au- 
thority to purchase a portion of the operating rights of C. A. Roberts, 


dba C. A. Roberts Transportation Co., Winsted, Conn., and temporarily 
to operate. 


MC F-2094. H & K Motor Transportation, Inc., Toledo, O., and 
Huber Motor Transportation Co., Tiffin, O., jointly ask authority to 
merge the former into the latter. Applicants said the unification had 
been suggested by the Commission at other times and ‘‘this present 
opportunity seems to be the best time to bring it about.’’ However, 
they said, since the two corporations would be penalized in excess of 
$20,000 if the approval was not received prior to April 1, 1943, because 
of the tax laws of the several states, approval was desired prior to 
that time or in the alternative it was desired to withhold actual con- 
summation until April 1, 1944. 

MC F-2095. Southwestern Freight Lines, Inc., Los Angeles, Calif., 
presently a non-carrier, asks authority to acquire the property and 
franchises of T. J. and E. J. Carr, a co-partnership, dba Southwestern 
Freight Lines, Phoenix, Ariz. Concurrently, Victor F. Palmer, Beverly 
Hills, Calif., Nelson Douglass, Jr., and Scribner Birlenbach, Los An- 
geles, Calif., ask authority to acquire control of Southwestern Freight 
Lines, Inc., through ownership of capital stock. By a petition, appli- 
eants asked that their application be dismissed on the ground that 
the Commission did not have jurisdiction under section 5 of the act 
to consider and determine the matters presented in the application 
for the reason that the purchasers were not motor carriers and did 
not control any motor carriers ‘‘and do not propose to merge any 
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motor carriers.”’ 
cautionary. 

MC F-2096. Victor Lynn Lines, Inc., Salisbury, Md., asks ay. 
thority to purchase operating rights of Byron D. Greene, Severna Park 
Md., which rights for the last two years have been leased to the Hop. 
wood Transportation Co. The lease has expired. Temporary authority 
to operate the properties is also asked. 


Filing of the application, it was stated, was pre. 


PETITIONS FOR REHEARING, ETC. 


MC F-2084, Signal Trucking Service, purchase, Lee B. Hawkins 
Co., Ltd. Signal Trucking Service asks authority to lease from Lee B. 
Hawkins and Jessie G. Hawkins, dba Lee B. Hawkins Co., Ltd., their 
cperative rights pursuant to provisions of section 210 pending de. 
termination to purchase said operative rights under section 5. 

W-677, Valley Barge Line, contract carrier application. Valley 
Barge Line asks reconsideration and rehearing under shortened pro- 
cedure. 

MC F-2083, Holmes Transportation Service and/or Jones Express, 
lease, Taylor’s Express Co., Inc. New Hampshire Motor Rate By- 
reau, Inc., asks denial of temporary authority. 

No. 28898, Clarence Brown et al. vs. A. C. L. Complainants ask 
rehearing, further hearing, or continuance to submit additional testj- 
mony and an order extending time of parties to file briefs within 
thirty days after such rehearing, further hearing or continuance, 

No. 28797, W. T. Ferguson Lumber Co. vs. B. & O. et al. Com- 
plainant asks reconsideration of decision. 

W-420, Knappton Towboat Co., common carrier application. Knapp- 
ton Towboat Co. asks review, reconsideration and rehearing. 

W-326, Central Barge Co., contract carrier application. Mississippi 
Valley Barge Line Co. asks reopening and hearing. 

MC C-356, Mrs. Fred Beckman, dba Beckman Truck Service et al. 
vs. Oscar Stroot, dba Stroot Service Co. Complainants ask postpone- 
ment of hearing. 

W-388, Waterman Steamship Corporation, common carrier applica- 
tion. Applicant asks reconsideration of report and order, and extension 
of effective date. 

No. 28235, Port Commission of City of Beaumont, Tex., et al. vs. 
Abilene & Southern et al. Texas & Pacific and certain other respond- 
ents ask interpretation or reformation by entire Commission of findings 
and orders of Division 3. 

No. 28259, Nueces County Navigation District No. 1 vs. Abilene & 
Southern et al. Texas & Pacific and certain other respondents ask 
interpretation or reformation by entire Commission of findings and 
orders of Division 3. 

No. 27747, Mississippi Cotton Seed Crushers Association vs. A. B. 
& C. et al. Defendant transcontinental lines ask modification of find- 
ings and order of June 2, 1942, and further postponement of effective 
date of order. 


MOTOR FINANCE CASES 

MC F-2029, F. A. Hill and S. I. Hill (partners), purchase—S, I. 
Hill and F. A. Hill. Purchase by F. A. Hill and S. I. Hill, partners, 
doing business as Hill & Hill Truck Line, of Houston, Tex., of the 
operating rights and properties of S. I. Hill, doing business as Hill 
& Hill Truck Line, and F. A. Hill, doing business as Hill Truck Line, 
both also of Houston, approved and authorized. 

MC F-1967, Decatur Cartage Co., Inc., of Indiana, purchase— 
Homer L. McNaughton. Purchase by Decatur Cartage Co., Inc., of 
Indiana, of Indianapolis, Ind., of operating rights of Homer L. Mc- 
Naughton, doing business as McNaughton Transportation Service, also 
of Indianapolis, and concurrent acquisition of joint control of De- 
catur Cartage Co, Inc., of Indiana by Walter F. Mullady and J. B. 
O’Connor, both of Chicago, through ownership of capital stock, ap- 
proved and authorized, subject to condition. 

MC F-1924, Hemingway Brothers Interstate Trucking Company. 
purchase—Harry Davis and Maurice H. Roberts, embracing No. MC 
F-1925, Hermann Forwarding Company, purchase—Harry Davis and 
Maurice H. Roberts. Purchases by Hemingway Brothers Interstate 
Trucking Company of New Bedford, Mass., and Hermann Forwarding 
Company, of New Brunswick, N. J., respectively, of certain operating 
rights of Harry Davis and Maurice H. Robetrs, doing business as 
Davis-Roberts Motor Lines, of New York, N. Y., approved and author- 
ized, subject to condition. 

MC F-2082, The Gallagher Transfer and Storage Co., lease—Gustaf- 
son Transportation Lines, Inc. Application for authority under sec 
tion 210a(b) of The Gallagher Transfer and Storage Co. of Denver, 
Colo., for temporary operation of motor-carrier rights and properties 
of Gustafson Transportation Lines, Inc., of Sidney, Neb., granted, with 
condition. 

MC F-2089, Moshassuck Transportation Co., purchase—J. F. John- 
son Transportation Co., Inc. Application for authority under section 
210a(b) of Moshassuck Transportation Co. of Saylesville, R. I. for 
temporary operation of motor-carrier rights of J. F. Johnson Trans 
portation Co., Inc., of Paterson, N. J., granted, with conditions. 

MC F-2077, N B & C Motor Lines, Inc., lease—Hampton Roads 
Transportation Co. Application for authority under section 210a(b) 
of N B & C Motor Lines, Inc., of Washington, N. C., for temporary 
operation of a portion of the motor-carrier rights of Hampton Roads 
Transportation Co. of Norfolk, Va., granted, with condition. 


UNCONTESTED FINANCE CASES 

Supplemental report and supplemental order in F. D. No. 5226, 
South Plains & Santa Fe Railway Company Control, authorizing leasé 
by the Panhandle & Santa Fe Railway Co. of the properties of the 
Clinton-Oklahoma-Western Railroad Co., of Texas, Clinton & Oklahoma 
Western Railroad Co., Kansas City, Mexico & Orient Railway Co. of 
Texas, North Plains & Santa Fe Railway Co., North Texas & Santa Fe 
Railway Co., South Plains & Santa Fe Railway Co., and Pecos River 
Railroad Co., and part of the properties of the Pecos & Northern Texas 
Railway Co. Approved, 
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Proposed Reports 





in I C. C. Cases 


Railroad, Water, and Motor Transport 





United Van Limes Extension 


Examiner Walter R. Frizzell, in a proposed report in MC 
67234, Sub. 1, United Van Lines, Inc., Extension, in which 
United seeks authority as a common carrier of household goods 
between points in the United States, and between points in 
the United States and points beyond international boundaries 
in Alaska, Canada and Mexico, over irregular routes, has rec- 
ommended granting of a certificate. Issuance of the certificate, 
he said, should be conditional on surrender by Sloan’s Moving 
& Storage Co., of St. Louis, Mo., which the report said was 
under common control with United, of its claim for a certi- 
ficate in MC 40861. The report said that, as the Commission’s 
authority extended only to international boundaries, the au- 
thority recommended would include the right to operate to 
and from ports of entry. 

This application, said the report, was filed by United “out 
of an abundance of caution” as a means of preserving the op- 
eration which it claimed in a prior “grandfather” application. 
That application, said the report, was denied by division 5 of 
the Commission, effective Feb. 27, 1943, and quoted the con- 
clusion of division 5 that “applicant has failed to establish 
that the vehicles here involved, at least on and prior to June 
1, or July 1, 1935, as the case may be, were operated under 
its direction and control, and under its responsibility to the 
general public as well as to the shipper. Therefore, applicant 
is not entitled to any rights under the ‘grandfather’ clauses of 
the act.” 

The report indicated that since some time in 1936 agency 
agreements, which had been oral to that time, had been em- 
bodied in written instruments. The agreements, it said, ex- 
tended for periods of one year each, and under them the agents 
were required to remain exclusive agents of United, and com- 
pensated on a percentage basis of the business contracted with 
snippers for applicant. All arrangements for transportation, 
the renort said, were made by the agents in the name of 
United, all papers pertaining to shipments and all charges were 
forwarded to United’s office in St. Louis. When an agent 
contracts with a shipper, it said, he communicates with that 
office and a dispatcher there assigns the shipment to an avail- 
able transportation unit nearest to the point of origin. United 
knows at all times, the report says, the location of the trans- 
portation units owned and leased by it. 

Nine motor carriers of household goods and two house- 
hold goods carrier associations opposed the application. The 
report said that Independent Movers & Warehousemen’s As- 
sociation, Inc., and certain of its members, contended that to 
grant United the authority it sought would result in duplicate 
operating rights since many of its agents were themselves 
motor common carriers. 

The report said the Allied Van Lines, Inc., contended that, 
even considering applicant’s part operation, it was insufficient 
to support an affirmative finding. Allied, said the report, ad- 
dressed itself more particularly to the proposed operation of 
United in the 12 far western states, into which, it said, United 
had unlawfully extended its operations. 


Whatever might have been the status of United on the 
statutory date, said the examiner, it had since purchased and 
operated equipment of its own and leased the equipment of 
others under contracts which left no doubt that the direction 
and control of the leased units rested in United. The finding 
in this case, he said, must be made as to present and future 
public convenience and necessity. He added that it was con- 
cluded that the favorable public response to applicant’s prompt 
and efficient method of servicing shippers of household goods 
evidenced a public demand for continuance of its operation. 





HAYES MOTOR CONTROL 
In a proposed report in MC F-2013, Mariam C. Hayes, 
Control, Terminal Transfer, Inc., Examiner Walter T. Cooper, 
has recommended that the Commission deny Hayes, of Con- 
— N. C.. authority to acquire control of Terminal Transfer, 
ne. of New Brunswick, N. J., through ownership of capital 
stock. Denial, the examiner said, should be without prejudice 


n submission by the parties concerned of an application seek- 
hg authority to unify the operations of Central and Terminal 
Tough purchase, merger, or consolidation, or “further con- 


th 


sideration herein upon a final determination of Central’s ‘grand- 
father’ application in No. MC 24639.” 


ELLIS MOTOR RIGHTS LEASE 

Examiner Walter T. Cooper in a proposed report in MC 
F-1996, William S. Ellis and Fay O. Ellis, Lease, Herbert E. 
Ruff, has recommended that the Commission deny the applica- 
tion of William S. Ellis and Fay O. Ellis, partners, doing busi- 
ness as Ellis Trucking Co., of Indianapolis, Ind., for authority 
to lease certain operating rights of Herbert E. Ruff, doing busi- 
ness as Ruff Truck Line, of Louisville, Ky. If the proposed 
lease, sought for three years, were approved and consummated, 
the examiner said, there would be two carriers, instead of one, 
operating between Louisville, Ky., and Dale, Ind., and to that 
extent there would be a duplication of service by them without 
a showing that the additional operation was required by public 
convenience and necessity. 


ROCK ISLAND MOTOR PURCHASES 

Examiner Frank A. Clifford in a proposed report in MC 
F-1897, Rock Island Motor Transit Co., Purchase, Spears Ship- 
By-Truck Co., embracing MC F-1899, Same, Purchase, Rolland 
H. Kinney, and MC F-1932, Same, Purchase, A. B. Corpier and 
Boyd Amos Corpier, has recommended that the Commission 
approve and authorize, subject to conditions, purchase by Rock 
Island Motor Transit Co., subsidiary of the Chicago, Rock 
Island & Pacific Railway Co., of operating rights and property 
of Spears Ship-By-Truck Co., of Sedalia, Mo., A. B. Corpier, 
dba Corpier Truck Line, and Boyd Amos Corpier, dba Boyd 
Corpier Truck Line, both of North Little Rock, Ark., and 
certain operating rights and property of Rolland H. Kinney, 
dba Mohawk Freight Lines, of Kansas City, Mo. The report 
said the purchase would enable the railway to use service by 
motor vehicle to public advantage in its operations and would 
not unduly restrain competition. 


Proposed Reports 


Talc 


No. 28824, Southern California Minerals Co. vs. Union 
Pacific et al. By Examiner L. J. P. Fichthorn. Dismissal 
proposed. Rate of 72 cents applied on talc, in bags, in carloads, 
minimum 80,000 pounds, shipped between Sept. 27, 1940, and 
Nov. 13, 1941, from Los Angeles, Calif., to Stuttgart, Ark., 
Freeport, Ill., New Orleans, La., Baltimore, Md., New York, 
N. Y., Philadelphia, Pa., and Memphis, Tenn., applicable, and 
not shown to have been or to be unreasonable or otherwise 
unlawful. Charges were collected at a rate of 55 cents pub- 
lished to apply on stone, crushed or ground. Defendants 
sought charges based on the rate found applicable, 72 cents, 
published for application in connection with shipments of soap- 
stone or talc crude, ground or unground. 


Rochester Transit Status 


Electric Railway Docket No. 15, Subway Division, Rochester 
Transit Corporation, Rochester, N. Y. By Examiner H. W. 
Archer. Recommends that the Commission find that portion, 
or line, of the subway division of the Rochester Transit Cor- 
poration used in freight service not to fall within the terms of 
the exemption provisos of section 1 (a) of the railroad retire- 
ment act of 1937, the railroad unemployment insurance act, and 
the carriers’ taxing act of 1937, since Aug. 29, 1935. The 
freight line, the Commission should find, the examiner said, 
was and had been continuously since prior to Aug. 29, 1935, 
more than a street, interurban, or suburban electric railway, 
and operating as a part of a general steam-railroad system of 
transportation. The proceeding was instituted at the request 
of the Railroad Retirement Board to determine whether the 
subway division was or was not within the terms of the 
provisos of section 1 (a) of the retirement and insurance acts. 
The proceeding was broadened to include whether the subway 
division fell within the terms of the proviso of section 1 (a) of 
the carriers taxing act, at the request of the Commissioner of 
Internal Revenue. 


Corrugated Paper Board Boxes 


I. and S. M-2064, Corrugated Paperboard Boxes in Cen- 
tral Territories. By Examiner Reece Harrison. Proposed can- 
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cellation of exceptions rating on corrugated fibreboard, pulp- 
vuard, or strawboard boxes between points in Ill., and between 
;vints in central territories, found not just and reasonabie. 
Schedules filed by members ot the Central States Motor 
Freight Bureau, Inc., effective July 29 and Aug. 10, 1942, and 
suspended until Feb. 28, on protests of American Box Board 
Co., and the Indiana State Chamber of Commerce, the latter 
protest supported by the Office of Price Administration, pro- 
posed to be ordered canceled and the proceeding discontinued. 
‘the report said respondents proposed to cancel the rating or 55 
per cent of first class or lower on a large number of articles 
having a wide range in their weight densities. If the suspended 
schedules were allowed to become effective, it said, the charges 
on corrugated boxes would be approximately 30 per cent higher 
than on paper boxes, other than corrugated, which, it said, 
would unduly prefer the one and unduly prejudice the other in 
their competitive relationship. 


Motor Proposed Reports 


(Recommended orders in proposed motor reports, at expiration 
of 20 days from date of service of reports (unless otherwise stated), 
become effective unless exceptions have been filed within the 20-day 
period or exceptions have been seasonably filed by other parties, or 
the order has been stayed or postponed by the Commission. State 
in which applicant has home office is shown in “‘black face’ type, 
with name of town or city folluwing.) 


Idaho (Marsing)—-MC 104071, Morris Larsen, common 
carrier. Certificate proposed. General commodities, with ex- 
ceptions, between Caldwell, Ida., and Jordan Valley, Ore., over 
a specified route, with return over the same route and service 
at all intermediate points. 

Tennessee (Memphis)—MC 101156, Sub. 11, Far-Go Truck 
Lines, extension. Denial of certificate proposed. General com- 
modities, with exceptions, between Birmingham, Ala., and cer- 
tain points in Miss., over regular routes. 


Ohio (Cleveland)—-MC 48807, Sub. 1, Neal Stonehill, exten- 
sion. Permit proposed. Food products, from Orrville, Ohio, to 
points in Ia., and in a described area in Neb., over irregular 
routes. 

lowa (Cumberland)—-MC 1358, Sub. 10, Harley White and 
Harry White, extension. Denial of application proposed, at 
applicants’ request. Scrap rubber, from points in a described 
area of Ia., to Ch.cago, Ill., over irregular routes. 


Pennsylvania (Nanticoke)—-MC 103916, John Hrinko, com- 
mon carrier. Certificate proposed. Household goods, between 
Nanticoke, Pa., and points within 5 miles thereof, but not in- 
cluding Wilkes-Barre, Pa., on the one hand, and, on the other, 
points in Pa., N. Y., N. J., Md. and Conn., over irregular routes. 

Virginia (Madison Heights)—-MC 96497, John William Tur- 
ner, common carrier. Certificate proposed, on further consid- 
eration. Telephone and telegraph poles and wire, and telephone 
and telegraph pole-line materials and accessories, from rail- 
heads and rail sidings in Va. and W. Va., within 140 miles of 
Lynchburg, Va., to points in Va. and W. Va., within such ter- 
ritory, over irregular routes. 

New Jersey (Carlstadt)—MC 38791, Sub. 5, Tuohy & 
O’Shea, Inc., extension. Denial of certificate proposed. Mer- 
chandise, supplied and fixtures used in grocery and meat mar- 
ket operations, between Carlstadt, N. J., and Waterford, N. Y., 
over irregular routes. 

New Jersey (Bridgeton)—-MC 1750, Sub. 1, John A. Zohl- 
man, territorial extension. Permit proposed. Canned and 
bottled foods, between Winslow, N. J., and points within 5 
miles thereof, on the one hand, and, on the other, points within 
125 miles of Winslow, in Del., Md., N. J., N. Y., Pa. and D. C.; 
commodities used or useful in the canning and bottling of foods, 
between New York, N. Y., Jersey City, N. J., Philadelphia, Pa., 
and Baltimore, Md., on the one hand, and, on the other, Wins- 
low, N. J., and points within 5 miles thereof, but applicant 
may not be used in any manner to serve food processing or 
packing plants, or their facilities, located at Bridgeton, N. J., 
or within 5 miles thereof. 

Ohio (Toledo)—MC 104181, Alfons F. Sobb, common car- 
rier. Certificate proposed. Wrecked or disabled automobiles, 
busses, trucks, tractors, trailers, semi-trailers and house trail- 
ers, in tow-away service, between points in Lucas county, O., 
on the one hand, and, on the other, points in Ind., the lower 
peninsula of Mich., and in a designated Pa. area, over irregular 
routes through W. Va. 

Kentucky (Utica)—-MC 104069, Hubert Myers, contract 
carrier. Dismissal of application proposed, at applicant’s re- 
quest. Oil-well machinery, equipment and supplies, road con- 
struction and maintenance equipment and supplies, and pipe, 
between points in Ky., on the one hand, and on the other, 
points in Ill., Ind., Mich., Ohio and Tenn., over irregular routes. 

Colorado (Durango)—-MC 100032, Ed Haines, common car- 
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rier. Certificate proposed, on further hearing. Genera! com. 
modities, with exceptions, from Denver to Wurango, Colo. 
vver a specilied route, serving as intermediate points Pueb),, 
Colo., for pick-up only, and Bayfield and Pagosa Springs, Colo. 
for delivery only. 

New York (New York)—-MC 66562, Sub. 460, Railway 
Express Agency, Inc., extension. Certificate proposed. Genera| 
commodities, moving in express service, between Millersburg 
and Elizabethville, Pa., over U. S. highway 209, serving no in. 
termediate or off-route points. 

North Dakota (Minot)—-MC 59681, Sub. 11, Dakota Trans. 
fer & Storage Co., extension. Certificate proposed. Household 
goods, between points in N. D., S. D., Minn. and Mont., over 
irregular routes, except between points located in N. D., on 
the one hand, and on the other, points located in S. D., Minn. 
and Mont. 

Alabama (Red Bay)—-MC 100141, Sub. 1, Vester Bostick, 
extension. Certificate proposed. General commodities, with ex- 
ceptions, between Red Bay, Ala., and Memphis, Tenn. 

lowa (Rock Rapids)—-MC 50610, Sub. 6, Herbert P. McCor- 
mack, extension. General commodities, with exceptions, between 
Sioux City, Ia., and Rock Rapids, Ia., over U. S. highway 75, 
serving the off-route points of Doon and George, Ia., subject to 
the condition that no traffic between Sioux City, Ia., and Sioux 
Falls, S. D., shall move over this route. 

South Carolina (Columbia)—-MC 46016, Huckabee Trans- 
port Corporation, common carrier, embracing Sub. 2, Same, ex- 
tension. On further hearing, findings in prior report in MC 
46016, 27 M. C. C. 808, proposed to be modified and certificate 
granted to applicant, as successor in interest to James Walter 
Huckabee, dba Huckabee Trucking Co., to continue operations 
as a common carrier of general commodities, with exceptions, 
between points in S. C. and points in Ga., and between points 
in S. C., on the one hand, and points in Ohio, Chicago and Pe- 
oria, Ill., Indianapolis, Goshen, Hammond and Rochester, Ind., 
Baltimore, Md., and Covington, Louisville, Owensboro and 
Cynthiana, Ky., on the other. Certificate proposed in MC 46016, 
Sub. 2, as to clay products from Columbia, S. C., to Athens, 
Atlanta, Augusta, Elberton and Macon, Ga., Charlotte, N. C., 
and Richmond, Va. 


MISSOURI INTRASTATE FARES 


The Missouri Public Service Commission has filed with the 
Commission a reply to the petition of thirty-one railroads 
operating in Missouri, which had petitioned the Commission to 
find that the action of the Missouri commission in canceling the 
increases in intrastate fares authorized in Ex Parte 148, and 
authorized for an experimental period to Dec. 31, 1942, by the 
Missouri commission, had caused and would continue to cause 
discrimination, preference or prejudice as between persons or 


‘localities in interstate and intrastate commerce, and discrim- 


ination against interstate commerce (see Traffic World, Jan. 
23, p. 192). 

The Missouri commission took the position that, as the 
petitioning railroads had not, within the time allowed by law, 
filed a petition for a rehearing of the order of Dec. 10, 1942, 
which order canceled the increase allowed for the experimental 
period, had prosecuted no appeal from the order to the Missour! 
courts, and had filed appropriate tariffs giving effect to the 
order of Dec. 10, the railroads were ‘now estopped to assert 
or contend in this or any other forum” that the rates imposed 
by that order did result in the discrimination, preference or 
prejudice as aforementioned. 

The reply said that the order of Dec. 10, cancelling the 
increase on intrastate fares in Missouri, had been issued because 
the commission had found, on the evidence submitted to it by 
the railroads, that the roads “had not shown a need for a Con- 
tinuance of the increased passenger fares beyond Dec. 31, 1942.’ 
It said that the railroads had failed and declined to prove how, 
and to what extent, passenger expenses had increased in rela- 
tion to the increase of passenger revenues shown by them, and 
the effect of such increases on the net operating income of 
the railroads, or why “the increase in volume and revenue 
under the prevailing operating conditions was not, in truth and 
and in fact, a windfall which was unjustly enriching the pet! 
tioners at the expense of the public... ” 


MOTOR CARRIER ANNUAL REPORTS 

The Commission, division 1, has issued an order, effective 
Jan. 28, 1943, requiring Class I motor carriers of property o 
passengers, to file annual reports for the year ended Dec. 31, 
1942, and for each succeeding year until further order, in ac 
cordance with “Motor Carrier Annual Report Form A (Class I 
Motor Carriers of Property or Passengers),’’ approved by it 
and made a part of the order. The new order, which vacates 
a prior order, dated Feb. 5, 1942, requires that the annual re 
port be filed in duplicate in the Commission’s Bureau of Motor 
Carriers, Washington, D. C., on or before March 31 of the yeal 
following the one to which it relates. 
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February 6, 1943 


Rate Increase Removal 
The Traffic World Washington Bureau 


In a crowded hearing room, before three members of the 
Commission and seven members of state commissions, spokes- 
men for the Office of Price Administration on February 2, in 
Washington, presented testimony and many exhibits to build 
up their case for removal of the rate increases granted in 
March, 1942, in Ex Parte 148, Increased Railway Rates, Fares 
and Charges, 1942, which proceeding the Commission had 
reopened for further hearing and for reconsideration (see 
Traffic World, Jan. 9, p. 61). 


Max Swiren, of Chicago, special counsel to the director of . 


economic stabilization and to the price administrator, in the 
opening statement, averred that railroad earnings had “sky- 
rocketed” since the authorization of rate increase in Ex Parte 
148 and that the profit figures spelled “railroad war profiteer- 
ing that outrages any decent regard for equality of sacrifice 
and hardship during war.” The profit levels of the railroads, 
he said, were “so extreme that we ought soon to consider, in 
addition to immediate removal of the emergency increases, 
reductions in pre-war rates.” 

Commissioner Aitchison, presiding at the hearing, at the 
outset announced the procedure to be followed and introduced 
the state commissioners on the bench: Leon Jourolmon, Jr., 
of Tennessee; Frederick W. Eichhorn, of Indiana; C. B. Sex- 
ton, of Nevada; George McCannaghey, of Ohio; Amos Betts, 
of Arizona; Ben C. Larkin, of North Dakota, and C. W. Reed, 
of lowa. Also on the bench were Commissioners Mahaffie and 
Splawn. 

. Mr. Swerin contended that the Commission should have 
revoked, on its own motion, the increases granted in Ex Parte 
148, in order to curb “wartime profiteering.” He said that the 
passenger fare and freight rate increases had cost the Amer- 
ican people 300 million dollars in 1942 and that, if they were 
not revoked, they would cost the people 440 million dollars 
more in 1943. He said the 1942 profits of the railroads were 
phenomenal and unparelleled in railroad history; that net 
railway operating income, before federal taxes, exceeded 
$2,300,000,000, “double that of 1941 and almost double the 
results for the speculative boom year of 1929”; that their net 
income, after all fixed charges and expenses, but before fed- 
eral taxes, rose in 1942 to $1,729,000,000, “two and one-half 
times the average of the golden twenties,” and that eliminat- 
ing the increase would have left the railroads, for 1942, after 
fixed charges but before taxes, $1,429,000,000. 

“Retention of the emergency increases,” he said, “will, 
in the light of the inflated and excessive earnings of the car- 
riers, particularly if sanctioned by the Commission, strike a 
serious blow of far-reaching consequence to the national 
economic stabilization program. That is the grave concern 
of the director of economic stabilization and of the price 
administrator.” 

Mr. Swerin said the price control act of 1942 called for 
elimination of profiteering, among other things. 

He predicted that there would be, in 1943, a minimum 
increase of 10 per cent in railway traffic revenues and that 
“a more likely” increase would be 20 per cent. Continuing, 
he said: 


In projecting the railroad picture for 1943, we do not intend to 
overlook the pending demands of railway workers for further adjust- 
ments in their wage rates. We shall not speculate as to what the 
outcome will be. The matter has not yet been determined and 
nothing that we can say in this proceeding must be construed as 
indicating that it has been prejudged in any respect. But we have 
aright to presume that any wage adjustments will be in keeping with 
the established stabilization program. Any increases of that char- 
acter, however liberal, can readily be absorbed from the inflated 
profits of the railroads. ‘They will in no respect jeopardize the overly 
generous earnings to be realized in 1943. 

Apart from stabilization and applying even peace-time standards, 
the emergency rates must fall. The representations and apprehen- 
sions of the carriers that gave rise to these increases will appear 
from this record to be at war with the realities. The glaring in- 
Cohngruity between what was anticipated and the actual business results 


Measured in cold figures, wipes out all justification for the emergency 
increase, 


Mr. Swiren maintained that any increase in the prices of 
Commodities, materials, and services in the present war period 
Was “inherently inflationary” and that such increases made 
more difficult “the over-all task of maintaining price ceilings.” 
This was particularly true of transportation costs, he said. 
Stabilization, to be effective, must be comprehensive and all- 
inclusive, he contended. 


With respect to suggestions that the railroads use the pro- 
ceeds of rate increases for reduction of funded or unfunded 
debt. he said such a plan would be unfair. 

“The suggestion that the war economy shall subsidize any 
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industry to provide post-war cushions is unthinkable,” he said. 
“If the railroads are to be permitted war increases and un- 
precedented profits, can such favored treatment be denied to 
the millions of wage earners in agriculture and in other seg- 
ments of industry?. . . If post-war featherbed ~rotection were 
accorded to every wage earner, every industry, and every 
branch of agriculture, price control would be nullified and the 
fiood-gates restraining the destrictive forces of inflation would 
be cast wide open.” 

He quoted the following from the President’s recent budget 


message, Saying that the O. P. A. subscribed to the opinions 
quoted: 


Some would like to see the controls relaxed for this or that spe- 
cial group. They forget that to relax controls for one group is an 
argument to relax for other groups, thereby starting the cost-of- 
living spiral which would undermine the war effort and cause grave 
post-war difficulties. Economic stabilization for all groups—not for 
just the other fellow—is the only policy consistent with the require- 
ments of total war. 

Witness for O. P. A. 


First witness for the O. P. A. was Richard V. Gilbert, 
O. P. A. research director and economic advisor to the Price 
Administrater. 

He testified through two and one-half hours of the morn- 
ing session and through all of a three-hour session in the after- 
noon, answering questions by Mr. Swiren concerning the O. 
P. A. exhibits and occasional questions by the commissioners. 
Much of his testimony dealt with O. P. A. statistics on antici- 
pated national income for 1943 and with O. P. A. efforts to 
combat the “inflation spiral.” In submitting figures dealing 
with the general problem of inflation, he sought to impress the 
commissioners with the idea that the rate increases it had 
granted the railroads had constituted a “pressure on price 
ceilings” that had caused much trouble for the O. P. A., and 
with the thought that, with an estimated total income for indi- 
viduals of 131 billion dollars in 1943 and with the estimated 
value of goods for civilian use in 1943 amounting to only 70 
billion dollars, there would be a gan of 61 billion dollars that 
would mean creation of competitive bidding for the goods avail- 
able and heavy pressure on price ceilings unless a compulsory 
savings program were made effective. 

He said the railroads had .based their petition for the in- 
creases in Ex Parte 148 partially on the ground that costs of 
materials had increased and would continue to increase in 1942. 
However. he said, the increase in such costs had been halted 
by the price stabilization program, with the result that, for 
— year 1942, the materials cost increases were neg- 
igible. 

A profit was too high, he averred, if it was in excess of 
the average annual profit, before taxes, for the years 1936 
to 1939, inclusive. 

On the question of omitting taxes from consideration in 
determining “fair and reasonable” profits as a step in fixing 
price ceilings, he propounded a theory of “equality of sacrifice.” 
Commissioner Aitchison asked him whether the O. P. A. made 
any distinction between normal taxes and wartime taxes in 
establishing maximum prices. Mr. Gilbert said the O. P. A. 
made no such distinction, “since we are now regulating prices 
not normally regulated.” The O. P. A., he added, could not 
take taxes into account in fixing prices without taking on itself 
the job of determining who should and who should not pay 
taxes. His idea was that, on the basis of the “equality of sac- 
rifice’’ theory, no allowance for taxes of a business enterprise 
should be made in determining price ceilings and a “fair and 
reasonable” profit, because that would mean that the business 
enterprise in reality would escape the payment of taxes and 
would merely pass the taxes on to its customers. 

He said the “standard of a reasonable profit” adopted by 
the O. P. A. was a profit representing 4 per cent on invest- 


ment or the average annual profit in the years 1936 to 1939, 
inclusive, whichever was higher. 


Gilbert Answers Questions 


Answering a series of questions by Mr. Swiren, Mr. Gilbert 
said that if allowance for recoupment of past losses were made 
in the fixing of price ceilings by O. P. A., the result would be 
an inflationary price structure, since farmers, for example, 
could claim depression-year losses aggregating millions of dol- 
lars, and that price stabilization could not be maintained if 
the price ceilings permitted the building of a “nest egg” for 
meeting competitive conditions in the post-war period. Even 
with price ceilings in effect in 1942, said Mr. Gilbert, profits 
of corporations, before taxes, in that year exceeded those of 
the previous year, some profits being four times as large after 
O. P. A. control as they were prior to such control. He said the 
O. P. A. had been directed by the President’s executive order 
pursuant to the anti-inflation act to fix prices permitting no 
more than reasonable earnings by industries, and that the 
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O. P. A. was now re-examining its schedule with a view to 
lowering price ceilings in cases where there were unreaon- 
able profits. ‘ 

Asked by Commissioner Aitchison whether prices of rail- 
road materials would be stable as of Sept. 15, 1942 (the “price- 
freezing” date established in the anti-inflation act of Oct. 2), 
Mr. Gilbert said the prices of such materials would not increase 
“as much as 6 per cent” for the duration of the war, and that 
reductions in costs of some items and absorption of increased 
costs in others would offset the increases in still other items. 
The effect of the current O. P. A. review of its price schedules 
with respect to material costs of the railroads, he added, would 
be, probably, a moderate decrease in such costs, “a matter of 
about 5 per cent,” he said. 


O. P. A. Forecast for 1943 


The level of railroad earnings in 1942, said Mr. Gilbert, 
was 285 per cent greater than in the “base period” of 1936 to 
1939, inclusive, and 110 per cent greater than in the “prosperous 
era” of 1921 to 1930, inclusive. Projected through 1943, with 
the existing increased rates, the “net income” of the railroads 
after fixed charges but before federal income and excess profits 
taxes would be 1900 per cent greater than the average annual 
income, on the same basis, in the years 1936 to 1939, he averred. 
He made reference to several of the O. P. A. exhibits designed 
to show that railroad profits in 1943 with the rate increases 
continuing in effect would be “exorbitant.” 

He predicted that there would be, in 1943, an increase of 
17 per cent, with a total of 750 billion ton-miles, in rail freight 
traffic, an increase of 15 per cent in freight revenue, and an 
increase of 50 per cent in passenger miles and 48 per cent in 
passenger revenue. An appendix to O. P. A. exhibit 7 showed 
how the O. P. A. arrived at those estimates. In that appendix, 
the O. P. A. stated its assumption that the passenger traffic 
in January, 1943, would be 118 per cent greater than that of 
January, 1942; that the increase percentages, month by month, 
in 1943, over corresponding months of 1942, would gradually 
decline (107 per cent in February, 97 per cent in March, etc.) 
to the point that the increase in November would be only 11 
per cent, while passenger traffic in December, 1943, would 
equal that of December, 1942, which, according to the appendix, 
was 128.8 per cent above the figure for the corresponding month 
of 1941. This calculation, it said, yielded an estimate of 81 
billion passenger miles for 1943, “50 per cent above the 1942 
total.” With respect to prospective freight traffic increases, the 
O. P. A. included the following statement in the appendix: 


The factors making for increased freight traffic will continue in 
1943. The volume of munitions production and war construction is 
scheduled to double. Although civilian production will decline, the 
net effect will be a substantial increase in industrial production. It 
is estimated by the Commerce Department that the index of industrial 
production will rise from 181 in 1942 to 210 in 1943, an increase of 17 
per cent. The diversion of traffic from trucks and coastwise shipping 
to the railrodds has not been completed. Furthermore, that diver- 
sion which did take place was only partly reflected in the 1942 sta- 
tistics, since it was not in existence throughout the year... To take 
the most conservative viewpoint possible, it was assumed that in the 
fourth quarter of 1943, the volume of freight handled by the railroads 
will exceed that of 1942 by only 10 per cent. For the intervening 
months, it was assumed that the percentage increase over the corre- 
sponding month of 1942 would gradually decline from the 36 per cent 
which occurred in November, 1942, to the 10 per cent assumed for the 
fourth quarter of 1943. On this basis there would be 750 billion ton- 
miles of freight in 1943. . . 


Included in the appendix to exhibit 7 was the following 
O. P. A. forecast of railroad operating income and expense 
statement for 1943: 


Total operating revenues, $8,950,000,000; freight revenue, $6,- 
800,000,00; passenger 


revenue, $1,555,000,000; all other revenue, 
$595,000,000; total operating expenses, $5,235,000,000; net operating 
revenues, $3,715,000,000; railway tax accruals, excluding federal in- 


come and excess profits taxes, $465,000,000; equipment and joint 
facility rents, debit, $200,000,000; net railway operating income before 
income taxes, $3,050,000,000. 


When Mr. Gilbert predicted that rail traffic in 1943 would 
be of higher grade and would be hauled longer distances than 
in 1942, Commissioner Aitchison observed that “those two 
factors offset each other.” Mr. Gilbert insisted that an increase 
of 48 per cent in passenger miles was “absolutely inevitable.” 

Even if the rate increases were removed, the earnings of 
the railroads in 1943 would be exorbitant, Mr. Gilbert contended. 
If the present rates remained in effect and the railroads were 
permitted to make “unreasonable and exorbitant” profits, the 
application of “split standards,” when O. P. A. was whittling 
down high profits of other industries by the lowering of price 
ceilings, would jeopardize the success of the whole price stabili- 
zation program, he asserted. He contended that a decrease 
in rates for many commodities would be equivalent to a sub- 
stantial increase in income for farmers. 

To an inquiry by Commissioner Splawn as to the effect 
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of a 3 per cent rate increase on the retail price of egys, Mr 
Gilbert said the effect would be negligible, but, he added, “what 
is involved here is the sum of $450,000,000 that would be avai. 
able for absorption of increased costs elsewhere.” 


Subsidies and Transport Costs 


_._ As he resumed his testimony the morning of Feb. 3, Mr 

Gilbert discussed the payment by the federal government of 
subsidies “to counteract the pressure exerted by higher trans. 
portation costs on O. P. A. price ceilings.” He cited payment 
of such subsidies to cover “excess” transportation costs with 
respect to bituminous coal, petroleum, sugar, coffee, and vari- 
ous imported commodities. He said federal subsidies involveg 
more than twice the amount represented by the revenues yieldeq 
for the railroads by the rate increases in Ex Parte 148. 
: Commissioner Aitchison asked the witness whether, in stat. 
ing that the federal government would take 60 per cent of the 
industrial production in 1943, he meant that 60 per cent of the 
total industrial output would move by rail, and Mr. Gilbert 
said he had made no study of the per cent of government 
goods moving by rail. 


Absorption of Wage Increases 


Mr. Gilbert contended that if the present wage demands 
of the railroad brotherhoods were granted, and if the rate 
increases granted in Ex Parte 148 were eliminated, the 1943 
revenue of the railroads would still suffice to absorb the wage 
increase. He estimated the total of the maximum demands of 
the unions as $750,000,000. When Mr. Gilbert was asked 
whether such a wage increase would be within the economic 
stabilization program, Mr. Swiren said he thought it would be 
“grossly unfair” to the carriers as well as to their employes 
to undertake to “go into that matter” in this proceeding. He 
said he did not imply that all or any part of the unions’ de- 
mands were justified. Commissioner Aitchison wondered if 
the O. P. A. would recommend a subsidy for the railroads if 
the wage increase amounted to $750,000,000, and Mr. Gilbert 
said the O. P. A. would not, and that the railroads would be 
required to absorb the increase out of their “enormous” earn- 
ings. 

Referring to Mr. Gilbert’s earlier assertion that the O. P. 
A. did not allow for post-war “nest eggs” in fixing ceiling prices, 
Commissioner Aitchison asked whether the O. P. A. gave con- 
sideration to the national transportation policy as adopted by 
Congress in the transportation act of 1940, in dealing with trans- 
portation matters. Mr. Gilbert said he did not know what that 
policy was, and Mr. Swiren interjected that the O. P. A. re- 
garded the transportation policy as modified by section 1(a) of 
the anti-inflation act. 

“Sooner or later,’”’ said Commissioner Aitchison, “I want 
to find out just what parts of the interstate commerce act have 
been amended out.” 

Mr. Gilbert asserted that if post-war hazards were taken 
into account in the fixing of prices, it would be impossible to 
avoid inflation in the war period and deflation after the war. 
If post-war deflation could be forestalled, he argued, the rail- 
roads would need no protection. 

Asked by Commisisoner Aitchison whether the O. P. A. 
considered it desirable for price control purposes to restrain 
competition, and for his views on pooling, with respect to the 
transportation industry, Mr. Gilbert said he regarded pooling 
as “an excellent device” and that pooling made possible in- 


creased returns to the producer without puncturing price 
ceilings. 


Question of Fair Interest Rate 


Commissioner Splawn asked the witness for his estimate of 
the amount of money invested in the railroad business. Mr. 
Gilbert said he did not know of any valuation on which pro- 
spective 1943 earnings would not represent an exorbitant profit. 
Hesitantly, he estimated the railroads’ investment as ‘‘between 
20 and 24 billion dollars.” Under further questioning, he 
averred that interest rates had declined sharply, that it was 
a matter of sound public policy to bring interest rates down 
and hold them down, and that what was regarded as a reason- 
able rate of return in the 1930’s was now unreasonable. A fair 
rate of interest, he said, would be “under 3 per cent,” in view 
of current rates on government bonds. 

William Williamson, an assistant attorney general of South 
Dakota, and representing the Public Utility Commission of 
South Dakota, asked, assuming that the Commission had au- 
thority to impound a part of the increased railroad earnings to 
take care of increased maintenance, obsolescence and excessive 
depreciation, if that impounding of a part of the increases 
would have the same effect on the price control program as 
permitting those items to be used to reduce the indebtedness 
of the railroads. Mr. Gilbert said it would have essentially the 
same effect. Asked by Mr. Williamson whether the impound- 
ing of such earnings would have the same effect as permitting 
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excess earnings to be distributed in the form of dividends, Mr. 
Gilbert said it would not have the same effect, unless by im- 

unding was meant merely earmarking funds for taking care 
of maintenance in the present. It would make a difference, he 
said, whether the spending was done sooner or later. 

Mr. Williamson then asked whether the increase of ten per 
cent in the passenger fares would not be deflationary in effect, 
since it would take purchasing power out of the pockets of the 
public. Mr. Gilbert, in reply, said that “any rise in price is like 
any other rise in price,” and that it would be nonsense to say 
that any increase would be deflationary. Asked by Hugh White, 
president of the Alabama Public Service Commission, as _ to 
the effect of increased labor costs on inflationary tendencies, 
Mr. Gilbert said that the existence of exorbitant earnings of 
carriers carried ten times the threat, “dollar for dollar,” of an 
increase in costs of production or costs of labor. The outcome 
of price controls, he said, “depends upon the general acceptance 
of the entire country and upon the public conviction that the 
government is handling out even-handed justice.” 

J. M. Souby, general solicitor for the Association of Amer- 
ican Railroads, took up the cross-examination of Mr. Gilbert 
at this point. He asked Mr. Gilbert to what extent the Com- 
mission should make “corresponding rate adjustments” in 1943 
if, when the railroads reported their January, 1943, operations, 
it would be found that they differed from O. P. A.’s estimates. 
Mr. Gilbert said that the monthly figures were merely esti- 
mates, and that the basic forecast was the annual forecast, and 
unless the assumptions on which it was based could be shown 
to be unreasonable, “then the annual forecast must stand.” Mr. 
Souby asked if the Commission would still have to accept the 
annual forecast if, at the end of February, it was found that 
both January and February figures had differed from O. P. A.’s 
estimates. Mr. Gilbert said that the results for the two months 
would be a very compelling cause to justify or discredit the 
estimates, but that, in his opinion, it was a ten-to-one chance 
that the figures for those months would exceed the estimates. 

Mr. Souby then asked if the witness could tell the Com- 
mission of any instance in which he thought that the elimina- 

tion of the rate increases would be reflected in an actual reduc- 
tion in the price of any particular commodity. Mr. Gilbert said 
that, under O. P. A. regulations, there were hundreds of thou- 
sands of prices which would go down by reason of the revoca- 
tion of the rate increases and that the prices would be affected 
as a matter of law. O. P. A. would have to rewrite price 
schedules in these hundreds of thousands of cases, he said. In 
answer to a question of whether, if the increases a ton on coal 
were eliminated, a consumer could go to the dealer and demand 
areduction in price by that much, Mr. Gilbert said he did not 
know; that he was not familiar enough with the physical work- 
ings of the administration to be able to answer the question. 

Following a series of questions as to the effects of inflation 
and deflation generally, Mr. Souby asked if, in Mr. Gilbert’s 
opinion, the proper time to increase rates would be in a period 
of inflation or one of deflation. To which Mr. Gilbert replied: 
‘I cannot see any good time to increase freight charges.” The 
witness said this would be a good time to decrease rates, add- 
ing that if, after the war “we can achieve a smooth transition 
toa high level of production, then the railroads need not be 
a depressed industry as they were during the 30’s.” 


Mr. Gilbert said that the railroads failed to meet the chal- 
lenge of the 30’s “technologically and in other ways, and I hope 
that in the future they will pursue a wiser course.” 


Commissioner Aitchison wanted to know if Mr. Gilbert 
had been one of those who blamed the Commission for permit- 
ting the railroads to issue securities during the 30’s to make 
Improvements. Mr. Gilbert replied that he had felt the 
railroads could do themselves and the country a vast amount 
of good by increasing plant and equipment “at a time when 
they were not particularly popular.” Compared with other 
major industries, such as the automotive industry and the steel 
industry, he said, all of which had to adjust themselves to lower 
employment levels, and to a national income under 70 billion, 
Teailroads had been far less successful in confronting these 
Problems. 


Commissioner Mahaffie asked which of those industries 
gave more employment than the railroads, to which Mr. Gilbert 
teplied that he could not answer the question off-hand. 


Mr. Souby then asked if the witness recognized any dif- 
ference hetween the railroad industry and an industry, such as 
the stee] industry, which could and had shut down furnaces. 
Re asked if Mr. Gilbert had ever heard of a railroad which 
“ad stopped operations because the volume fell off, and whether 
that was not a fundamental distinction. Mr. Gilbert said he 
did not believe it was a fundamental distinction. It was, he 
said, a matter of judgment, and in his judgment the significant 
factors had been the backwardness of the railroads techno- 
gically and “their backwardness in pricing.” Had they licked 
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these two problems, he said, their position would have been 
immeasurably better profit-wise. 

Commissioner Aitchison asked if, in connection with the 
witness’ statement as to the backwardness in pricing on the 
part of the railroads, he felt the roads should be blamed be- 
cause they had not met the rates of the pipe lines which had 
costs of about one-third those of the railroads. Mr. Gilbert said 
he did not. 

There followed a series of questions as to the precise date 
in the period of World War I when price controls went into 
effect. Mr. Gilbert could not give the dates. Mr. Souby called 
attention to the fact that the O. P. A. exhibits showed the per- 
formance of prices for that period and said he felt that when 
such exhibits were prepared, comparing prices between the last 
war and this, “you pat yourself on the back for what you have 
done in holding prices down,” the story of that regulation ought 
to be known as fully as possible. 

Mr. Gilbert said that the comparisons made were those of 
price performance from the outbreak of World War I for 
about three years as contrasted with the price performance 
from the outbreak of the present war in September, 1939. No 
comparisons, he said, were included as to the effectiveness of 
the operation of O. P. A. in contrast to the effectiveness of the 
control of prices in the last war. That, he said, was not the 
purpose. The very fact that O. P. A. had its representatives 
before the Commission asking for a revocation of the rate ir- 
creases was, he said, a demonstration of the effectiveness of 
price control. 

Associated Industries of Massachusetts filed a verified state- 
ment in the Ex Parte 148 proceeding stating its belief that the 
Commission should dismiss the petitions of those opposed to con- 
tinuance of the increased rates and fares. Increased rail in- 
come, the statement said, was due to the war and the lessening 
of competition by other transportation agencies, but this situa- 
tion would greatly change after the war. The increased rates, 
it said, as reflected in such increased costs as 4/10 mills in the 
price of a loaf of bread in New England, “bear no relation to 
the importance to the railroads of accumulating a surplus... 
to meet the large amount of deferred maintenance of equipment 
and of fixed property if adequate transportation service is to 
be rendered the public.” The association voiced approval of 
the use of the surplus earnings to reduce bonded indebtedness. 
The statement contained a resolution of the association to 
“register our emphatic protest against a system of rate making” 
involved in a percentage of increase in rates instead of by an 
increase in cents a hundred pounds, and “which permits some 
railroads to earn excessive income beyond any amount which 
is necessary to give a fair return... .” 


Independent Refiners 


James F. Lawrence, representing independent midcontinent 
refiners, asked Mr. Gilbert for an opinion as to the “proper” 
interest rate on railroad securities, “from an economic stand- 
point,” and Mr. Gilbert said he did not think that the matter 
of actual yield of railroad bonds had any bearing on the ques- 
tion of reasonable rates. 


Charles Cotterill, representing the Middle Atlantic States 
Motor Carrier Conference, in cross-examining Mr. Gilbert. 
elicited from the latter the statements that authorization of 
wage increases by the War Labor Board for the motor carrier 
industry had been affirmed by the economic stabilization direc- 
tor; that it was the function of the O. P. A. to analyze the 
effect of wage increases on price ceilings and to submit its 
findings to the economic stabilization director; that the O. P. A. 
was bound to accept the motor industry wage increases that 
had been affirmed; and that he (Mr. Gilbert) had not “par- 
ticularly” informed himself of the extent to which the motor 
carrier industry would be affected by removal of the rate in- 
creases authorized in Ex Parte 148. 

John S. Burchmore, appearing for the National Industrial 
Traffic League, asked Mr. Gilbert whether he had had any 
practical experience in transportation, production, law, or 
banking, and Mr. Gilbert’s answer, in each instance, was “no.” 
Asked whether there was anyone in the O. P. A. who was “dis- 
tinguished” for experience in the transportation field, Mr. Gil- 
bert said that Robert Nixon, director of the O. P. A. transporta- 
tion and utilities division, had been a member of a state com- 
mission. Mr. Burchmore tried to show that Mr. Gilbert’s defini- 
tion of inflation as “any increase in price” disagreed with a 
definition that Leon Henderson, former price administrator, had 
submitted at a congressional committee hearing, but Mr. Gil- 
bert said Mr. Burchmore had singled out only one sentence 
from Mr. Henderson’s statement, a sentence that, according to 
the witness, did not contain the real definition in inflation as 
Mr. Henderson had submitted it. 

Mr. Burchmore took issue with the O. P. A. estimate of 
passenger traffic for 1943 as stated in the appendix to O. P. A. 
exhibit 7, contending that civilians would respond to govern- 
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ment pleas against unnecessary travel and that revenue from 
troop movements would be only half of that for civilian trans- 
portation. Mr. Gilbert upheld the O. P. A. estimate and main- 
tained that it was “completely inconveivable” that civilian pas- 
senger miles in 1943 would be less than in 1942. He said the 
O. P. A. freight revenue estimates for 1943 fully reflected pos- 
sible increases in land grant rate traffic. 


O. P. A. Protest Futile in Congress 


Observing that the second quarterly report of the O. P. A. 
contained, on page 49, the statement that the price adminis- 
trator had protested against the transportation tax proposal 
when hearings on the revenue bill including that tax were held 
in Congress, Mr. Burchmore asked, “Congress put on that tax, 
didn’t it?” Mr. Gilbert said “yes.” 

Asked whether he would apply the proposed rate increase 
removal to “depressed” rates, rates lower than those authorized 
by the Commission in Ex Parte 148, Mr. Gilbert said he would. 

Mr. Gilbert answered affirmatively questions by Commis- 
sioner Aitchison as to whether rate increases would be infla- 
tionary if they applied only to funded debt, if they applied to 
overcoming deferred maintenance, or if used only to discharge 
indebtedness of the carriers to the federal government. 

“We regard rate increases as inflationary, regardless of 
use,” the witness added. 

Mr. Gilbert said he thought there was no “undermaintain- 
ing” of the railroads at this time. In fact, he added, there was 
strong evidence to the contrary. 


Department of Agriculture 


The Secretary of of Agriculture was represented by James 
H. Knudson of the solicitor’s office,, Department of Agriculture. 
His witness was Frederick B. Waugh, who described himself as 
the chief of the program analysis and appraisal branch of the 
Agricultural Market Administration of the Department of 
Agriculture. Their appearance, said Mr. Knudson, was to 
bring down to date certain facts and conclusions that would 
supplement the testimony given by Mr. Waugh at the St. Louis 
hearing. 

Mr. Waugh said that at the St. Louis hearing the first and 
riost important point of the Secretary of Agriculture was that 
it was not necessary to increase railroad rates, because rail- 
road traffic was going to increase. That had occurred, he said, 
and he quoted from the exhibit which was offered for the rec- 
ord to the effect that production of corn had increased 19 per 
cent, and that production of other crops had been increased in 
varying degrees. Asked if the railroads had benefitted from 
this increased production, Mr. Waugh said, “very definitely.” 
Live stock receipts at 68 markets for the first nine months of 
1942, he said, had increased, with rail receipts at those markets 
25 per cent ahead of 1941 total receipts, and with truck re- 
ceipts showing an increase of 10.8 per cent. Obviously, he said, 
“the benefits went quite fully to the railroads.” 


Asked about the production goals set by the Department 
of Agriculture for 1943, Mr. Waugh said that the major ob- 
jective of the department was to mobilize the food supply and 
to distribute it. Lend-lease and military food supply movement 
for 1943, he said, would represent 25 per cent of our total food 
supply, as compared with 10 to 15 per cent in 1942, and these 
supplies, he added, would move by rail over long distances. 

He said that the department was faced with a dilemma in 
that there were some products on which it was felt the prices 
should go higher, and others on which it was felt prices should 
be decreased. As to those on which prices should be increased, 
he said, there were two solutions: either subsidies for the 
farmer or others involved in the distribution of agricultural 
products, or reduced marketing costs. In marketing costs, he 
said, transportation charges were included. The department 
felt, he said, that reducing the transportation costs to the levels 
of 1942 would contribute considerably to the agricultural sit- 
uation and to the general economic situation. 

William Green, president of the American Federation of 
Labor, has announced opposition of the executive council of the 
A. F. of L. to the effort of the O. P. A. to obtain removal of 
the rate increases authorized in Ex Parte 148. He said that 
railroad revenues were badly needed to meet national trans- 
portation demands. The federation’s executive council took 
the position that cancelation of the rate increases would di- 
minish the possibility of obtaining wage increases for railroad 
employes now demanding such increases. 


State Commissions 


As the third day of the hearing began, the Commission 
heard testimony by Raymond E. Kerr, chief of the division of 
economics and statistics of the Bituminous Coal Consumers’ 
Counsel, urging cancelation of the rate increases authorized in 
Ex Parte 148. Witnesses for several state commissions or de- 
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partments then presented testimony to show that elimination 
of some or all of the rate increases would provide relief desireq 
by their respective states without subjecting the railroads to 
any financial hardship. 

Mr. Kerr said that when the carriers asked for increaseq 
rates to meet wage increases that had been granted to their 
employes they “estimated their yield on bituminous coal ang 
coke to amount to about $19,000,000,” but that, actually, the 
rail carriers’ 1942 revenue on the bituminous coal traffic alone 
amounted to “about $135,000,000 more than in 1941.” Profits 
of coal-carrying railroads, before income taxes, in 1942 haq 
risen 57 per cent above 1941, he said. 

“While it is true that the carriers as a whole have in- 
creased their profits even more, 121 per cent, it should be 
noted that the roads usually depending less on coal have jn. 
creased their coal revenues substantially more than have the 
principal coal-carrying roads,’ he said. ‘While coal-carrying 
roads have not increased their profits as much as other roads 
1942 over 1941, they retain their standing as the most pros- 
perous group of roads in the country.” 


H. J. Fernandez, traffic counsel of the Louisiana Depart- 
ment of Highways, urged removal of the Ex Parte 148 increases 
on sand, gravel and related commodities and discussed various 
construction projects in Louisiana for which such materials 
were required. 


_ Charles F. Schaefer, supervisor of transportation and chief 
assistant director of the Public Service Commission of the State 
of Washington, representing also the Washington-Idaho Wheat 
League, the Seattle Traffic Association and the Washington 
Farm Bureau, contended that the percentage increases author- 
ized in Ex Parte 148 had operated to the detriment of Wash- 
ington industries and that such increases unduly penalized 
long-haul traffic. He said the November, 1942, revenue of rail- 
roads in the western district was eight times greater than their 
revenue for November, 1941. Heavier loading, removal of a 
large amount of competition, including some of the truck com- 
petition, and removal of many branch feeder lines had con- 
tributed to the boosting of the railroads’ profits. he said. Com- 
missioner Aitchison asked the witness if he could translate per- 
centage increases into increases on a “per-mile” basis. and Mr. 
Schaefer indicated that that would be a difficult undertaking. 


Texas Rail Revenue Figures 


, C. W. McNamee, of Austin, Tex., speaking on behalf of the 
Railroad Commission of Texas, presented in evidence, but did 
not read, a statement of the Texas commission’s nosititon, gen- 
erally to the effect that continuance of the Ex Parte 148 in- 
creases was not justified and that they should be “promptly 
terminated.” On the basis of incomplete figures for 1942, the 
Texas commission estimated that intrastate freight revenues of 
13 Class I railroads operating in Texas increased in 1942 over 
1941 by $14.228.365. or 32.1 per cent. while intrastate passenger 
revenune of those lines increased $5.321,840, or 145.5 per cent. 

John M. Agrey. of Bismarck, N. D., traffic expert of the 
North Dakota Public Service Commission, observed in his tes- 
timony that that commission had opposed the rate increases at 
the hearing in St. Louis. Mo., over a year ago, and contended 
that the increases authorized were unnecessary and constituted 
a burden on agriculture in North Dakota. He said the northern 
railroads had reduced their rates on feeding grains below the 
maximum authorized in Ex Parte 148. in areas adjoining or 
near North Daknta. but not in North Dakota. 

F. B. McElrov. transnortation rate expert of the Illinois 
Commerce Commission. submitted and discussed an exhibit de- 
signed to show that there was no justification for increasing 
commutation fares (suburban passenger fares) in the Chicago 
area. His testimony dealt largely with a controversy between 
the state commission and the Chicago & North Western as to 
iurisdiction over a 10 per cent increase in fares on that railroad 
between points in Illinois. Commissioner Mahaffie pointed out 
that a decision on that litigation was now pending in the Su- 
preme Court of the United States. Mr. McElroy contended that 
the Commission should decide the matter of commutation fare 
increases under Ex Parte 148 on the basis of the evidence pre- 
sented to it, regardless of the existence or non-existence of liti- 
gation in the Supreme Court. 

George E. Goldthwaite, consulting engineer of the Public 
Service Commission of New York, submitted a voluminous eX- 
hibit containing calculations of revenue increases obtained by 
all Class I railroads in 1942 and by 10 Class I railroads op- 
erating in New York state. He said that less than 15 per cent 
of the revenue increase in 1942 was the result of the rate and 
fare increases authorized in Ex Parte 148, and that net operat- 
ing income of the railroads, on the basis of their “book value, 
after federal taxes, was 6.44.per cent in 1942 and would have 
been 5.63 per cent if their rates had not been increased. The 
result of eliminating all commutation fare increases effected 
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in 1942 by the Class I carriers would have been a reduction of 
only 0.01 per cent in the net operating income after federal 
taxes, he said. His testimony was designed to show, primarily, 
that “exemption” of commutation fares from 10 per cent in- 
creases such as were authorized in Ex Parte 148 would have 
a negligible bearing on railroad revenue. He noted that the 
New York commission had refused to permit a 10 per cent in- 
crease in New York intrastate fares and that this matter was 
now the subject of a thirteen-section proceeding before the 
Commission. 


Shippers’ Organizations Heard 


In order to expediate the hearing, and to give all of the 
interested groups an opportunity to express their views, Com- 
missioner Aitchison assigned Examiner Paul O. Carter to hear 
spokesmen for organizations of shippers, in the commissioner’s 
library, Feb. 4. The witnesses appearing for these interests 


ee ceoree H. Casey, for the Pacific Fruit Exchange and the 
California Deciduous Growers League; C. B. Moore, for the 
Western Growers Protective Association; John R. Van Arnum, 
National League of Wholesale Fresh Fruit and Vegetable 
Distributors; John A. O’Rourke, Growers and Shippers League 
of Florida; J. W. Goodman, Maple Flooring Manufacturers 
Association, and a group of manufacturers of veneers; and 
J. D. Loos, for a group of associations of edible nut growers. 

The position of the representatives of the fruit and veg- 
etable industries, aside from the general view that the rate 
increases granted in Ex Parte 148 were granted under condi- 
tions totally different from those of the present, was that, as 
the result of the cancellation of guaranteed schedules by the 
rail carriers in 1942, time of delivery at the principal markets 
had been lengthened. They were faced, also, they said, with 
increased costs due to a greater amount of icing service 
necessary, as well as with the increased freight costs. As an 
example, Mr. Casey said that increased costs for his group, 
1942 over 1941, were $15.02 a car for freight and $14.08 for 
refrigerator charges. ; ; 

Mr. Goodman said his groups asked that increases which 
might be approved as a result of this hearing be limited, as 
to lumber and its products, to 3 per cent, to be applied per- 
centage-wise. Mr. Loos asked that the classification of edible 
nuts in the shell be changed to that of agricultural commodities, 
that it might thus take only the 3 per cent increase allowed 
on agricultural commodities rather than the full 6 per cent 
increase to which, he said, edible nuts had been subjected by 
the Commission’s order in Ex Parte 148. 

Brief questioning of the witnesses was done by R. S. 
Outlaw, for the Santa Fe; J. R. Bell, for the Southern Pacific; 
and F. W: Gwathmey, for the Florida railroads, and was 
largely directed to the knowledge of witnesses concerning the 
tremendous war-time burden of the railroads and the conse- 
quently greater value of the service the roads were rendering 
to what Mr. Bell described as “civilian traffic.” 


Live Stock and Packers 


Live stock shippers and packers appeared in a separate 
hearing before Examiner Carter, and were represented by F. E. 
Mollin, executive secretary of the American National Live Stock 
Association; George M. Lewis, director of the department of 
marketing of the American Meat Institute; H. E. Wennagel, 
chairman of the committee on traffic, Eastern Meat Packers 
Association; W. E. Hunt, manager of the pork division of 
William Schuludberg-T. J. Kurdle Co., of Baltimore, Md.; and 
B. E. Reed, of the transportation department of Cudahy Pack- 
ing Co., Chicago, Il. 

Mr. Reed said that meat and meat products rates now ex- 
ceeded general rate levels because of the fact that increases 
granted the railroads in Ex Parte 115, decided in October, 1937, 
had resulted in a great many specific commodity increases ex- 
ceeding 5 per cent, and remained at those levels even after the 
decision in Ex Parte 123 in which the Commission allowed in- 
creases on meat products up to 5 per cent, but did not reduce 
those above that level, as established in Ex Parte 115. To these 
rates, he said, the increases permitted in Ex Parte 148 had 


also been added, so that increases ranged much higher on 


many meat products than might seem to be the case by merely 
adding the increases in the cases cited, which he put at 8.15 
per cent of the rates existing in 1937. He favored elimination 
of the Ex Parte 148 increases. 
. Mr. Mollin said that costs on the ranches had been increas- 
Ing and that producers of live stock were unable to obtain 
gher prices because of the ceilings established on meat prod- 
ucts. They would be relieved, he said, by removal of the rate 
increases. Mr. Lewis said that the pork and beef departments 
of packers had been operating unprofitably for some time. His 
association asked, he said, that the relationship of the 3 per 
cent increases granted in Ex Parte 148 on meat products, as 
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compared with the 6 per cent increase granted generally, be 
maintained in any future general increases or reductions. 

The exhibit offered by Mr. Hunt as his testimony, in sup- 
port of a contention that the increases should be removed, said 
that shrinkage was becoming an important problem, due to de- 
lays in deliveries which had taken place in recent months. 
Dressed yield on hogs, it said, were one and one-half to 3 per 
cent lower than normal, which amounted to $100 to $115 loss 
for a double-deck car. 

Other appearances were made for Structural Clay Prod- 
ucts Association, by R. O. Youngerman, who asked that the 
Commission discontinue the rate increases on structural clay 
products if it found that “the rail carriers are earning sufficient 
revenue” without the Ex Parte 148 increases; by W. T. Chis- 
holm, vice-president, Myles Salt Co., New Orleans, La., who 
asked that the increase on salt be made on a flat cents a hun- 
dredweight basis, rather than on a percentage basis; and by 
W. C. Crew, for Holly Sugar Corporation, Colorado Springs, 
Colo., who said that, as sugar was a war product, and in view 
of the carriers’ greatly increased earnings, his company asked 
the Commission to remove the increases on sugar beets and 
lime rock used in sugar factories, on beet molasses moving be- 
tween sugar factories, and on beet pulp. 

Hugh White, of the Alabama commission, on behalf of that 
commission and the commissions of Georgia, Louisiana, Missis- 
sippi, Florida, North Carolina and Tennessee, announced that 
those regulatory bodies supported the petitions for removal of 
the Ex Parte 148 increases. John E. Benton, general solicitor 
of the National Association of Railroad and Utilities Commis- 
sioners, read telegrams from the state commissions of Oregon, 
Montana and Minnesota asking cancellation of the rate in- 
creases. C. B. Bee, of Oklahoma City, stated on behalf of the 
Oklahoma Corporation Commission that that commission also 
asked rescission of the increases. 

Fred W. Brenckman, Washington representative of the Na- 
tional Grange, expressed support of that organization for the 
position of the O. P. A. with respect to the increased rates. He 
said that no industry in the country had had as difficult a row 
to hoe as agriculture. Commissioner Aitchison said the Com- 
mission had recognized the situation of agriculture in its orig- 
inal report. Mr. Brenckman said he appreciated the fact that 
the Commission had limited the increases on agricultural com- 
modities to 3 per cent, but that the revenues of the railroads 
since the higher rates became effective had been such that the 
railroads did not need the 3 per cent increase on farm products. 
He discussed transcontinental rail rates as compared with in- 
tercoastal steamship rates that were available before the war, 
declaring that the rate on wheat from the Pacific northwest to 
Savannah, Ga., was $6 a ton by water and over $22 a ton by rail. 

Commissioner Mahaffie referred to a statement by the wit- 
ness that the railroads would take a “nose-dive” after the war, 
and asked Mr. Brenckman if he did not think they ought to have 
a reserve to enable them to pull through the post-war slump. 
Mr. Brenckman said he thought the railroads should have a rea- 
sonable amount of money for rehabilitation after the war. 

_ The witness said inflation hit the farmer “both coming and 
going.” He contended that the present parity formula of the 
Department of Agriculture was obsolete, and that present farm 
prices were below the parity level that ought to be adopted as 
the proper yardstick. Mr. Souby, of counsel for the railroads, 
said he assumed that Mr. Brenckman favored inflation so long 
as it was confined to agricultural products. The witness said all 
that the farmers wanted was a compensatory price. Asked by 
Mr. Souby whether he was willing to suggest that farm prices 
be put back to the levels of March, 1942, along with freight 
rates, Mr. Brenckman said farmers had suggested in the past 
that freight rate increases were out of proportion to farm 
price increases. 

Philip Tocker, representing the Texas Cottonseed Crushers 
Association, the National Cottonseed Products Association, and 
the National Cotton Council of America, filed with the Commis- 
sion a statement asking the Commission to rescind the Ex Parte 
148 increases or, in the event it chose not to do so, to amend 
its order in the proceeding so as to include vegetable oils, foot 
and sediments, and cooking oils in “the 3 per cent column.” The 
argument of the cottonseed interests was that wheat and flour 
and other agricultural products had taken a 3 per cent in- 
crease, while the cottonseed rate had been increased 6 per cent, 
and that cottonseed oil was entitled to a lower increase since 
it was an ingredient in many foods. 


Use of Increase Proceeds 


R. V. Fletcher, vice-president of the Association of Amer- 
ican Railroads, before reading a prepared statement on behalf 
of the Class I rail carriers, stated that the first witness for these 
applicants would be Dr. J. H. Parmelee, director of the Bureau 
of Railway Economics, and that, subsequently, three railroad 
executives and two traffic men would testify. He said that when 
the rate increase petition was filed, the Hudson & Manhattan 
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had been included as a petitioner, but that this was a mistake. 
He asked and obtained permission to eliminate that railroad 
from the list of petitioners. 

Railroads would comply with an admonition from the Com- 
mission as to the use of income in making additions and better- 
ments to their plants and in the retirement of debt, and they 
were “willing to report from time to time to the Commission 
how much admonition is being observed,” Mr. Fletcher said. 

The railroads were in entire accord with the general pur- 
pose underlying the Commission’s recent inquiry as to the 
legality, feasibility and desirability of using the proceeds of 
these rate increases for such purposes, Mr. Fletcher stated. 

“For purposes of this case,” he added, ‘‘the railroads raise 
no question as to the authority of the Commission to prescribe 
such a requirement,” but, he said, they believed that “voluntary 
action” by the carriers would be more feasible and desirable 
and “would bring about better results than an order of the Com- 
mission, in which it would be difficult to anticipate every condi- 
tion that may arise.” 

One condition to which Mr. Fletcher called special attention 
was the “obvious fact” that railroad earnings were subject to a 
heavy tax, starting at 40 per cent of taxable income and, in the 
case of some roads, running much higher. “At least 50 per cent 
of the earnings derived from the increases under consideration 
will be paid to the government as taxes,” he said. 

The position of the railroads on the question of a require- 
ment for the use of these earnings for purposes of debt retire- 
ment and additions and betterments was summed up by Mr. 
Fletcher as follows: 


1. We do not question the Commission’s authority to attach the 
requirement suggested as a condition of the retention of the increases 
by the applicants. 


2. We respectfully submit that such a requirement is not desirable. 
3. We urge the Commission, if the requirement is deemed in the 


public interest, to broaden its application so as to include reserves and 
sinking funds. 


4, We ask that railroads undergoing reorganizations be considered 
as a special class, exempt from any obligations as to the use of in- 
creases for debt reduction. 

5. We ask that due allowance be made for taxes, so that only the 
net amounts of increases after taxes be dealt with, and that all ex- 
pe2nditures shall be required to be made out of net income. 

6. We ask that there be no requirement for computation of actual 
amounts in detail, but that some other method be worked out by the 
Commission’s experts, in conference with the railroads’ experts, where- 
by the railroads will be relieved of the burden of actual detailed 
computations 


7. We urge that any carrier finding that the requirement is un- 
duly burdensome or impracticable shall be privileged to bring its 
situation to the attention of the Commission and be granted relief, 
if the Commission concludes that the requirement works an undue hard- 
ship in a particular case. 

8. That the requirement be so safeguarded as not to require the 
carrier to reduce debt by buying securities in a rising market, and that 
additions and betterments expenditures be not required in a period 
when men and materials are unavailable. 


Testimony by Dr. Parmelee 


Earnings of railroads in 1942 “measure the extent to which 
the nation in this period of emergency has called upon its rail- 
road system for the greatest quantity of transportation service 
ever rendered,” Dr. Parmelee testified. 

This service, “requiring the full strength of the railroads, 
physically and financially,” Dr. Parmelee added, had been per- 
formed at a level of rates under which the railroads received 
for hauling a ton of freight one mile an average revenue of less 


than one cent, “less than at any other time in more than 20 
years.” 


By reason of the fact that the demand for railroad service 
had more than doubled since war began in Europe in 1939, Dr. 
Parmelee said, the net income received by the railroads in 1942 
was exceptional and was not likely to be repeated in 1943, nor 
in future years of the war, even though traffic might show 
further increases over 1942. 


Dr. Parmelee said that since railway net earnings tended 
to go up faster than gross earnings, and to go down faster 
when earnings were declining, “‘it is to be anticipated that when 
the present temporarily large gross earnings of the carriers 
begin to decline, and probably decline rapidly and heavily, 
there will be a much larger relative decrease in net earnings.” 

The witness also directed attention to the increase in rail- 
road taxes from 1939 to 1942, in which year, he said, they were 
more than three times as great as in 1939. It was expected, 
he added, that they would be even larger in 1943 and later 
years. 

Railroad dividends, on the other hand, had shown little 
increase, he said. Dividends paid in 1942 were only about 
two-thirds as much as those paid in the period of the first world 
war, and only slightly more than one-half as great as in the 
decade ending in 1930, despite the fact that railroad property 
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investment and total revenues were much greater than in that 
period, he said. 


Erie Bond Issue 


The Erie Railroad Co. has applied to the Commission, jp 
Finance No. 14106, for authority to issue $14,000,000 of its tirgt 
consolidated mortgage 34% per cent bonds, series D. The raij- 
road said the proceeds from the sale of the bonds would be 
used, together with current funds, for the purpose of retiring 
a like amount of collateral trust 4 per cent notes, due Jan, 1, 
1Y¥o3, issued in accordance with a plan of reorganization of the 
Erie, thereby reducing interest charges on the road’s funded 
dept. 

_ The collateral trust 4 per cent notes, according to the ap. 
plication, were issued under and secured by a collateral trust 
indenture dated as of July 1, 1941, by the Erie to Guaranty 
Trust Co. of New York, as trustee, under which $17,500,000 
principal amount of the Erie’s first consolidated mortgage 
bonds, series B, due Jan. 1, 1995, were pledged. They were 
issued pursuant to authority of the Commission granted jn 
Finance No. 11915 for a loan of $14,000,000 from the Recon- 
struction Finance Corporation to provide new money in ac- 
cordance with the plan of reorganization. The application said 
it was proposed to retire the entire amount of the collateral] 
trust notes, which were still held by the R. F. C., on the basis 
of 103%, per cent or par and accrued interest thereon, and to 
cancel the $17,500,000 of first consolidated mortgage bonds, 
series B, when they were released from pledge under the col- 
lateral trust indenture of July 1, 1941. The series D bonds 
are proposed to be issued under and pursuant to, and to be 
secured by the first consolidated mortgage dated as of July 1, 
1941, to the First National Bank of the City of New York, as 
trustee. The bonds will be dated Feb. 1, 1943, and bear in- 
terest at the rate of 3% per cent per annum, payable semi- 
annually on Feb. 1 and Aug. 1, and will mature on Feb. 1, 
1958. They are to be redeemable in whole or in part. A sink- 
ing fund is provided. The Erie, in a letter dated Feb. 3, ad- 
vised the Commission that that day the bonds had been sold 
to Morgan Stanley & Co. of New York City who would assign 
interests in the purchase to others, to yield the company 96 per 
cent, the price to the public to be 97.5 per cent. 


ERIE BUYS NOTES 


Jesse Jones, Secretary of Commerce, announced Feb. 1 
that the R. F. C. had sold to Erie Railroad Co. $14,000,000 
Erie Railroad Company’s collateral trust 4 per cent notes at 
10358 and accrued interest. This price represents a premium 
of $507,500. The notes evidence a loan made by'R. F. C. in 
December, 1941, in connection with the reorganization of the 
railroad company. 


PROTECTIVE SERVICE CHARGES 


The Commission, by an order in No. 20769, Charges for 
Protective Service to Perishable Freight has, on petition of the 
respondents, modified its order of Oct. 1, 1940, as subsequently 
modified, so as to permit the application of a switching charge 
of 50.5 cents for each icing at Gulf ports east and west of the 
Mississippi River, in connection with mixed carload shipments 
of bananas and cocoanuts, effective Feb. 14, 1943. 

The order of Oct. 1, 1940, as subsequently modified, had 
required the respondents to establish by Feb. 14, 1943, the 
switching charge of 50.5 cents for each icing of the cars loaded 
with bananas only, and as to Gulf ports west of the Mississippl 
River only. As modified, the order of Oct. 1, 1940, provided 
for the switching charge at stations in Louisiana east of the 
Mississippi River, and in Alabama, Mississippi, Tennessee, and 
Kentucky, and permitted respondents serving Gulf ports west 
of the Mississippi River, when considered necessary for com- 
petitive reasons, to establish the switching charge for each 
icing at Gulf ports west of the Mississippi River. 


PIPE LINE REPORTS 


The Commission, division 1, has issued an order requiring 
all carriers by pipe lines within the scope of section 20, Part I, 
of the interstate commerce act, to file annual reports for the 
year ended Dec. 31, 1942, and for each succeeding year until 
further order, in accordance with “Annual Report Form P 
(Carriers by Pipe Line),” approved by the Commission and 
made a part of the order. The new order vacates the Com- 
mission’s prior order dated Nov. 15, 1940, effective Jan. 1, 
1943, and requires the filing of the annual report in duplicate 
in the Commission’s Bureau of Transport Economics and Statis- 
tics, Washington, D. C., on or before March 31 of the year fol- 
lowing the one to which it relates. 
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Suspended Tariffs 


(Designation of a tariff below does not mean that all schedules 
in it have been suspended. Suspension orders contain many sched- 
ules not reproduced here. Details of such orders are published in 
The Daily Traffic World and Bulletin and The Traffic Bulletin.) 


In I. and S. M-2184, the Commission has suspended from 
Jan. 30 until Aug. 30 the operation of certain schedules as pub- 
lished in supplement No. 29 to Agent J. D. Hughett’s MF-I. C. C. 
No. 77. The suspended schedules propose to cancel competitive 
jess-truckload class rates between points in Louisiana and Ar- 
kansas, and to apply normal class rates in lieu thereof. An illus- 
trative proposal is to publish a rate of 106 cents in lieu of a rate 
of 73 cents a hundred pounds between Shreveport, La., and De- 
Queen, Ark. 

In I. and S. M-2185, the Commission has suspended from 
Feb. 1 until Sept. 1 the cancellation in part of tariff MF-I. C. C. 
No. 9 (Elmer Gordon Van Camp, doing business as Van Camp 
Truck Series) as directed by tariff MF-I. C. C. No. 2 of M. L. 
Morris, doing business as M. & W. Truck Line, Oakland, Calif. 
The suspended schedules propose to cancel rates for Classes 5, 
A, B, C, D, and E, and provisions applicable in connection 
therewith, from and to certain points in California. 

In I. and S. M-2186, the Commission has suspended from 
Feb. 1 until Sept. 1 the operation of certain schedules as pub- 
lished in supplement No. 4 to tariff MF-I. C. C. No. 96 of the 
Cleveland, Columbus & Cincinnati Highway, Inc., Cleveland, O. 
The suspended schedules proposed to establish a classification 
exceptions rating of 40 per cent of first class, minimum 16,000 
pounds, on gelatine, applying between points in central states 
in lieu of present higher classification ratings. 

In I. and S. M-2187, the Commission has suspended from 
Feb. 1 until Sept. 1 the operation of certain schedules as pub- 
lished in supplement No. 14 to tariff MF-I. C. C. No. 81 of East- 
ern Motor Freight Conference, Inc., Agent, Hartford, Conn. The 
suspended schedules propose to establish an increased classifica- 
tion exceptions rating on iron, steel or wood shipping reels for 
cable, lead pipe, wire, etc.; and a reduced classification excep- 
tions rating on cloth slippers with leather soles and leather or 
wood heels, applicable between points in New England, eastern 
New York and northern New Jersey for the account of certain 
individual carriers. 

In I. and S. 5187, the Comission has suspended from Feb. 1 
until Sept. 1 the operation of certain schedules as published in 
supplement No. 36 to Agent L. E. Kipp’s tariff I. C. C. No. 1480, 
and other tariffs. The suspended schedules propose to increase 
rates on dried beans, peas, and other dried vegetables from 
points in Pacific coast territory to Texas and Louisiana Gulf 
ports, when for export. An illustrative proposal is to increase 
the rate on dried beans, carloads, from San Francisco, Calif., to 
New Orleans, La., from 55 to 70 cents a hundred pounds. 

In I. and S. 5188, the Commission has suspended from Feb. 
l until Sept. 1 the operation of schedules as published in Agent 
Mark H. Beach’s tariff I. C. C. No. 7. The suspended schedules 
propose to revise rates for the towage of logs, piling and boom 
sticks from points in Oregon and Washington on the Columbia 
River east of Bonneville Dam to destinations on that river west 
of the dam and to certain mill points on the Willamette River. 

In I. and S. 5189, the Commission has suspended from Jan. 
31 until Aug. 31 the operation of certain schedules as published 
In supplements 63 and 31 to Agent R. H. Hoke’s tariffs I. C. C. 
Nos. 516 and 712, respectively. The suspended schedules pro- 
pose to increase the class rates between Port Wentworth, Ga., 
and various points in South Carolina on the Charleston & West- 
ern Carolina Railway. 

In I. and S. M-2188, the Commission has suspended from 
Feb, 4, until Sept. 4, the operation of certain schedules as 
Published in supplement No. 22 to tariff NF-I. C. C. No. 67 
of Western Trunk Line Motor Common Carriers Bureau, Agent, 
Kansas City, Mo. The suspended schedules propose to estab- 
lish exceptions to the application of rates in western states 
account Riss & Co., Inc.; and to direct the cancelation of 
16,000-pound commodity rates on dairy products from Canton, 
Madison, Mitchell, Parkston, and Yankton, S. D., to Perry, Ta., 
thus permitting higher class rates to apply. 


RAIL-OCEAN-RAIL RATES PLAN 


Defendant railroads in trunk line and Central Freight As- 
Association territories, except the so-called Pocahontas lines, 
have asked the Commission to deny the petition of water car- 
ter complainants for withdrawal of their complaint in No. 
504, Baltimore Steam Packet Co. et al. vs. Alabama Great 
ern Railroad Co. et al., seeking the prescription of joint 
‘ Tough rail-ocean-rail rates from origins in New England and 
unk line territories to destinations west of the Mississippi 
Iver, as to which rail-ocean-rail rates were presently in effect 
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see Traffic World, Jan. 30, p. 265). Request for denial was in 
answer to that petition. Withdrawal was asked contingent on 
the granting of special permission authority to publish rates 
in accordance with a plan worked out by the water carriers, 
sought in application No. 1473 filed by I. H. Hasker. 

It was evident from the application and complainants’ 
petition to withdraw the complaint contingent on the granting 
of the application that complainants were anxious to avoid a 
decision by the Commission on the lawfulness of differential 
rates over rail-water-rail routes from interior trunk line 
origins to destinations in western trunk line territory, said the 
defendants. If complainants’ request were granted, they de- 
clared, complainants would be left free to continue to main- 
tain “an unconscionable rate adjustment.” Defendants sub- 
mitted that complainants should not be permitted to take steps 
“which would avoid the consequences of the Commission’s in- 
vestigation, which the public interest requires should be con- 
cluded by a Commission report and order.” 


Wrought Pipe to Southwest 


Western district rail respondents have petitioned the Com- 
mission for reopening, rehearing and/or reconsideration in I. 
and S. No. 4815, Wrought Pipe to the Southwest, requiring the 
establishment, effective March 10 on 30 days’ notice, of joint 
ocean-rail, rail-ocean and rail-ocean-rail rates from origins in 
official classification territory to destinations in southwestern 
territory. 

Such ocean-rail rates, the petition said, were to be pub- 
lished by fixed differentials under the presently established all- 
rail rates from the same origin territory to the same destination 
territory. It declared that the prescribing of a fixed differential 
disregarded entirely the transportation service performed by 
the rail lines, “which respondents aver the Commission cannot, 
under the law, ignore.” 

“A ridiculous example will illustrate forcefully the fallacy 
of prescribing fixed differentials,” says the petition. “As an 
illustration—if the rail carriers should publish an all-rail rate 
from Pittsburgh to Dallas and Fort Worth of 10 cents per 100 
pounds would the Commission expect the rail carriers and ocean 
carriers to transport such pipe from Pittsburgh via Baltimore 
and Houston to Fort Worth and Dallas without any compensa- 
tion?” 

The results that would obtain if the Commission required 
respondents to establish the prescribed differentials were suffi- 
cient in and of themselves to warrant the Commission in re- 
opening the proceeding and setting same for further hearing, 
said the petition. At the further hearing, it added, respondents 
would set forth in detail with full explanation, the incongruous 
situations that would result from the differentials prescribed. 
The petition said the respondents would also endeavor to dem- 
onstrate to the Commission that there was actually added ex- 
pense in transporting wrought pipe via rail-ocean and rail which 
“apparently has been given no consideration by the Commis- 
sion.” Also, the respondents would endeavor to set forth vari- 
ous bases for arriving at ocean-rail rates which would be rea- 
sonable and otherwise lawful. 

The petition said the respondents had no desire to be un- 
reasonable, they only ask the Commission to recognize the fact 
that the all-rail routes were entitled to and “insist upon a basis 
of rates for application via the ocean-rail route which will be 
properly related to the all-rail rates or will give consideration 
to all of the elements involved in the transportation via the 
ocean-rail route.” Those considerations, it said, had not been 
given in the report in the instant proceeding as “is amply dem- 
onstrated by the situation that will result if the prescribed 
differentials are required to be established.” 





Airplane Parts Express Ratings 


By an order in I. and S. 5190, Express Ratings on Aero- 
plane Parts, the Commission has suspended from Feb. 5 until 
Sept. 5, the operation of the hereafter mentioned schedules. 

The Secretary of War, the Aeronautical Chamber of Com- 
merce of America, and the Office of Price Administration 
asked the Commission to suspend the operation of item 6-A in 
supplement 32 to Official Express Classification No. 32, I. C. C. 
No. 1400, which proposes to increase ratings on airplane parts 
and balloons from first class to one and one-half times first class 
in the case of some parts, and to two times first class in the case 
of others and in the case of balloons, effective Feb. 5. 

The protestants pointed out that it was entirely war traffic 
which was effected, and that either the government would have 
to bear the increased costs under cost-plus contracts, or manu- 
facturers who were operating under contracts at a fixed price 
would be forced to absorb the rate increases. 

Railway Express Agency filed, in the form of a letter, 
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a statement opposing the petitions of the Aeronautical Cham- 
ber and of the O. P. A. It had for many years maintained a 
multiple of first class rating on certain airplane parts such as 
fuselages, floats or pontoons, wings and wing panels, said the 
agency, with a single first class rating on airplane parts other 
than those named. There had been no need until recently, it 
said, to provide similar rating for the additional parts now listed 
in revised item 6-A, “‘as airplanes were in the past of compara- 
tively simple construction and the present ratings were deemed 
sufficient to cover the limited traffic of that kind handled in 
express service.” 

It had not, therefore, said the agency, made an effort to 
keep abreast of the structural development of airplanes and 
the neecssity of providing appropriate ratings, as the railroad 
classification and the truck committees had been done. At- 
tached to the statement was an exhibit comparing the ratings 
published in the rail and motor freight classifications with those 
appearing in Official Express Classification No. 32. The same 
reason existed, it said, for a multiple of first class ratings on 
these parts in express service as in freight and truck service, 
and quoted from the decision of the Commission in In Re Ex- 
press Rates, Practices, Accounts, and Revenues, 24 I. C. C. 380, 
to the effect that there should be a higher return for the car- 
riage of express matter than for freight traffic because of the 
superior character of the service as well as to prevent the 
— of ordinary freight on passenger trains under express 
rates. 

The agency said that the Commission in prescribing a new 
classification for express companies in 28 I. C. C. 131, recog- 
nized the necessity of multiple of first class ratings on such 
traffic as, by reason of great bulk, fragility, and value, required 
more than ordinary care and entailed more than ordinary risks. 
Ratings in the classification prescribed, it said, applying to air- 
ships, airplanes and other flying machines, indicated that this 
class of traffic “should move under rates higher than first class.” 










































































































































































WATER ANNUAL REPORTS 


The Commission, division 1, has prescribed forms to be 
observed by water carriers of classes A, B and C, subject to 
the Commission’s jurisdiction, in the filing of annual reports 
for the year ended Dec. 31, 1942, and succeeding years until 
further order. Classes A and B carriers are required to file 
their reports in accordance with “Annual Report Form K-A 
(Large and Medium Carriers by Water),” while class C car- 
riers are required to file their reports in accordance with “An- 
nual Report Form K-C.” The annual report is to be filed in 
duplicate in the Commission’s Bureau of Transport Economics 
and Statistics, Washington, D. C.. on or before March 31 of the 
vear following the one to which it relates. Prior orders of the 
Commission reauiring the filing of reports have been vacated 
and set aside effective Jan 1, 1943. 

























































































SOO LINE REORGANIZATION 


The Commission, division 4, by an order in Finance No. 
11897. Minneapolis, St. Paul & Sault Ste. Marie Railway Co. 
Reorvanization, has ordered the Commission’s secretary to 
submit to certain classes of the Soo Line creditors the plan of 
reorranization approved by the Commission and the court. for 
accentance or rejection under the provisions of section 77 of 
the bankruptcy act. 'The Commission’s secretary has served 
notice on such creditors, for their information, that copies of 
the nlan, ballots, and other requisite material will be mailed 
to the creditors entitled to vote, on or about Feb. 11. 

The order said that the court had divided the creditors 
and stockholders of the Soo Line into 17 classes, and that. by 
the provisions of section 77 (e) of the bankruptcy act, the Com- 
mission was required to submit the plan of reorganization to 
©"! holders of claims in designated classes. 







































































FREIGHT FORWARDER APPLICATIONS 


Beacon Fast Freight Co., Inc., of New York, N. Y., by 
Joseph Rinderman, its president, has filed an application with 
the Commission, docketed as FF-55, for a permit to continue 
operation as a freight forwarder in interstate or foreign com- 
merce under part IV of the act through use of the facilities of 
common carriers by railroad in the transportation of general 
commodities between New York, N. Y., and points within a 
radius of about 30 miles, and Providence, R. I., Boston, Mass., 
and points within a radius of about 30 miles. 

In an application, docketed as FF-106, Interstate Express 
Service, of San Francisco, Calif., by its president, Adolph 
Gschwend, has applied for a permit to continue operation as a 
freight forwarder under part IV of the act through use of the 
facilities of common carriers by rail, express, water, air and 
motor in the transportation of general commodities between 
territories of Ore., Wash., Ida., Utah, Mont.. Wyo., Nev., Colo., 
Mo., Ind., Wis., Minn., Mich., O., Pa., N. Y., N. J., Md., IIl., 




























































































TRAFFIC WORLD 






Tenn., W. Va., Va., Canada, Alaska and Hawaiian Islands, T. 1. 
to points in Ore., Wash., Ida., Utah, Mont., Wyo., Nev., Colo, 
Mo., Ind., Wis., Minn., Mich., O., Pa., N. Y., N. J., Md. m1 
Ariz., N. M., Tex., Tenn., W. Va., Va., Canada, Alaska, and 
Hawaiian Islands, T. H., and Philippine Islands. 


FREIGHT FORWARDER REPORTS 


The Commission, division 1, has prescribed three types of 
forms to be observed by freight forwarders within the scope 
of section 412, part IV of the interstate commerce act in mak- 
ing annual and quarterly statistical reports to it. 

Forwarders having annual gross revenues for the calender 
year 1942 of less than $100,000, are required to file annual 
reports for the year ended Dec. 31, 1942, and for each suc. 
ceeding year until the Commission’s further order, in accord- 
ance with “Annual Report form Fb (Freight Forwarder),” 
while those having annual gross revenues for the same calender 
year of $100,000 or more are required to file annual reports for 
the year ended Dec. 31, 1942, and for each succeeding year 
until the Commission’s further order, in accordance with “An- 
nual Report Form Fa (Freight Forwarder).” Such reports are 
to be filed in duplicate in the Commission’s Bureau of Trans- 
port Economics and Statistics, Washington, D. C., on or be- 
= March 31 of the year following the one to which they 
relate. 

Forwarders having annual grass revenues of $100,000 or 
more for the calendar year 1942 are required to file reports of 
revenues, expenses, and statistics, in accordance with Form 
QFF, beginning with the three months’ period ending March 
31, 1943, and quarterly thereafter, until the Commission’s fur- 
ther order. Such quarterly reports are to be filed in duplicate 
in the Commission’s Bureau of Transport Economics and Statis- 
tics, Washington, D. C., within sixty days after the close of the 
period to which they relate. 





Greyvan Grandfather Rights 


A three-judge federal court held a hearing at Chicago, 
January 29, in Civil No. 4705, Greyvan Lines vs. the Commis- 
sion and the United States, in which the company seeks an 
injunction setting aside that part of the Commission’s order 
in MC 14786, Greyvan grandfather application case, denying 
authority to operate as a common carrier under.the grand- 
father clause of “domestic, institutional, office and commercial 
furniture, furnishings, appliances, equipment, displays, ma- 
chines, surgical instruments, musical instruments, fittings, 
fixtures, parts, and supplies.” In its order, the Commission 
authorized operation as a common carrier, between points in 
the United States, excepting those in 10 western states, of 
household goods, bakery goods, and cash registers (see Traffic 
World, Oct. 3, 1942, p. 775). 


Counsel for the complainant and defendants agreed that 
the matter hinged on the U. S. Supreme Court’s decision of 
March 3, 1942, in United States and Commission vs. Carolina 
Freight Carriers Corporation, 315 U. S. 475 (see Traffic World, 
March 7, 1942, p. 633). In that case, counsel for Greyvan said, 
the high court held that the Commission could not “atomize” 
an irregular route truckers’ traffic, by breaking it down into 
separate items, when all the traffic was of the same general 
character requiring the same transportation service. The 
high court had ruled against the Commission by holding that 
grandfather rights could not be limited to carriage of traffic 
that the trucker had moved most frequently, and the Com- 
mission had entered the same kind of decision in the present 
case, counsel for Greyvan said. 


Attorneys for the two defendants said the Greyvan case 
differed from the Carolina Carriers case in that the Carolina 
company had held itself out to serve the public in a limited 
territory, whereas Greyvan had not conducted “bona fide 
operations” as a common carrier of the commodities which 
the Commission denied it authority to transport. Allen Cren- 
shaw, Commission attorney, said that “bona fide operations, 
as the high court interpreted that part of the act, referred to 
service to the public rather than merely to the convenience 
of a carrier. The Carolina company, he said, had a sufficient 
number of vehicles to serve the public regularly, but Grey- 
van had an average of only seven trucks available to transport 
surgical instruments, etc., in the 38 states through which it 
operated, a number which, he said, indicated the company 
could not effectively hold itself out to serve the public. He 
said that Greyvan’s movement of such traffic constituted only 
five per cent of all its traffic. 


The court took the matter under advisement. Sitting in 


the case were Judge Otto Kerner of the circuit court of aDP- 
peals, and Judge J. P. Barnes and Judge M. L. Igoe of the 
district court. 
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Shipping Decisions 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
* Copyright, 1943, by West Publishing Company.) 





(District Court, S. D. of Georgia.) As between ship and 
cargo, neither ship nor her owner is responsible for loss or 
damage resulting from errors of navigation or default, neg- 
lect, or acts of the mariner, pilot, or servants of the carrier 
in the navigation or management of the ship, if due diligence 
to make the ship seaworthy is shown. Harter Act Sec. 3, 46 
U.S. C. A. Sec. 192; Carriage of Goods by Sea Act Sec. 4(2), 
46 U. S. C. A. Sec. 1304(2). (Atlantic Towing Co. vs. The 
Caliche, 47 Fed. Supp. 610.) 





a 
Loss and Damage Decisions 
Traffic Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





TELEGRAPHS AND TELEPHONES 


(Commission of Appeals of Texas, Section A.) In suit 
for injuries from delay in delivery of telegram, where plaintiff 
placed her five-year-old grandson on train contrary to expec- 
tation of grandson’s parents who did not meet train because 
they had telegraphed that child might remain with plaintiff, 
and who were unable to communicate with plaintiff until 
two or three hours after delivery of telegram, evidence with 
regard to whether plaintiff, who was afflicted with heart 
trouble, suffered injuries other than fear and apprehension 
that something had happened to the child was sufficient for 
jury. 

A telegraph company on tender of its stated toll is bound 
to accept message and to use ordinary care to transmit and 
deliver it. 

A petition which charges telegraph company with delay 
in delivering telegram, but which does not allege an express 
undertaking of company to accept and deliver telegram, must 
allege that a consideration was paid or tendered. 

_A petition charging a telegraph company with delay in 
delivering telegram, but which alleges neither an express 
promise to transmit the message nor payment of a considera- 
tion, states no cause of action. 

In suit for injuries resulting from delayed delivery of a 
telegram, petition which alleged an acceptance of telegram 
and a definite undertaking to transmit and deliver it by a 
given time as requested by sender, was not required to allege 
payment of or promise to pay a consideration. 

In suit for injuries resulting from delayed delivery of 
telegram, where plaintiff, who was afflicted with heart trouble, 
was found to have suffered special damages in addition to 
any possible mental anguish, refusal of trial court to define 

mental anguish” was not harmful to the telegraph company. 
(Western Union Tel. Co. vs. Homer, 166 S. W. Rep. 2d 684.) 


MILWAUKEE ROAD BARGE SERVICE 


The federal court at Chicago has authorized the Milwaukee 
Road to seek Commission approval of its plan to enter into 
an agreement with the Great Northern providing for payment 
by the Milwaukee Road of mileage and per diem charges to 
the Great Northern for movement of Milwaukee cars over 
lines of the G. N. between Seattle, Everett and Bellingham, 
Wash. Counsel for the company said that on January 8, 1942, 
its barges, formerly used to haul freight cars between Seattle 
and Bellingham, and Everett and Bellingham, had been turned 
over to the government and that, since then, the Milwaukee 
cars had been moved bv the Great Northern. The agreement 
Would provide that the Milwaukee pay 15 cents a car mile for 
each car handled by the G. N.; mileage and per diem charges 
accruing since January 8, 1942, would be paid by the Mil- 
waukee; the Milwaukee would assume liability should any 
Violation of safety laws occur in G. N. movements of Mil- 
Waukee cars; the Milwaukee would pay for loss or damage of 
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its cars and their contents when the loss and damage occurred on 
the G. N. movements. The agreement provides that the arrange- 
ment end either when the barges are returned by the govern- 
ment to the Milwaukee, or within six months after the war 
ends. 


MILWAUKEE ROAD EQUIPMENT 


The Milwaukee Road has obtained permission in federal 
court at Chicago to seek Commission approval of its plan to 
pay for the cost of constructing, in its own shops, 735 50-ton 
gondola cars and 400 50-ton flat cars, by substituting them for 
other types of cars designated in Finance 13471, in which the 
Commission approved issuance of $2,744,000 of trust certifi- 
cates, Series W, to pay for equipment (see Traffic World, Nov. 
1, 1941, p. 1140). Trustees for the company informed the court 
that under that equipment trust the railroad was authorized 
to use approximately 50 per cent of the fund to pay for 1,000 
steel box cars, 500 steel automobile cars, 500 steel hopper coal 
cars, and 25 steel cabooses, of which only the 500 hopper cars 
and 100 automobile cars were built because of steel shortages. 
The cost of the new gondola and flat cars to be built, they said, 
would account for part of the cost involved in building the 
cabooses, box, and automobile cars, and the remainder of the 
unexpended sum could be used to pay the advance rentals of 30 
diesel switching locomotives purchased in 1939 and 1940 under 
conditional sale agreements. The court’s order approved pay- 
ment of the advanced rentals of the locomotives out of the 
equipment trust certificates. 





s 
Miscellaneous Decisions 
Cases Recently Decided by State and Federal Ceurts 
(Digests taken from Reporters and Digests of National Reporter System, 


published by West Publishing Company, St. Paul, Minn. 
Copyright, 1943, by West Publishing Company.) 





REGULATION OF -COMMON CARRIERS 


(Circuit Court of Appeals, Tenth Circuit.) The construc- 
tion of tariffs does not substantially differ in character from 
that of any other document and all pertinent parts and provi- 
sions should be taken into consideration and each given effect 
if that can reasonably be done. 

Where tariff fixing eleven-cent rate on shipments of wheat 
from St. Louis to Memphis over a certain route provided that 
shipments passing through points from which proportional rates 
were published should be charged a combination of rates to and 
from each proportional rate point, the carrier properly charged 
combination of rates on shipment of wheat and flour from St. 
Louis to Memphis which passed through one point having pro- 
portional rates and was accorded transit privileges at another 
point. 

Tariff fixing rate on shipments of wheat from St. Louis to 
Memphis over a certain route with privilege of two stops for 
storage or processing, which provided that shipments “passing 
through” points from which proportional rates were published 
should be charged a combination of rates to and from each 
proportional rate point, did not mean that the combination of 
rates could only be charged where shipment was granted transit 
privileges at a point having proportional rates, as the words 
“passing through” did not mean passing through an elevator 
for processing but meant passing through points of shipment. 

Where tariff fixing rates on wheat shipments from St. Louis 
to Memphis over certain route provided for charging combina- 
tion of rates to and from each proportional rail point, except 
that where lowest combination of rates had been published for 
another road passing through one or more proportional rate 
points transfer privileges should be given at intermediate points 
at lowest rate if intermediate point was likewise a transit point 
on lower-rated route, the lowest rate would not apply to ship- 
ments from St. Louis to Memphis through Kansas City, Enid 
and Kingfisher, Oklahoma, where Kingfisher, the transit point, 
was not a transit point intermediate on either of the lower- 
rate lines. 

The location of a rule or other similar provisions in a pub- 
lished tariff should be taken into account and given appropriate 
consideration in determining the question of its correct appli- 
cation. 

Where tariff fixing eleven-cent rate on flour shipments from 
St. Louis to Memphis over a certain route contained item pro- 
viding for combination of rates to and from each proportional 
rate point for shipments passing through points from which 
proportional rates were published, which item was placed on 
page two of the tariff in same size and kind of type occurring 
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throughout document under the heading “Application of Tariff” 
and was indexed in predominately perpendicular arrangement 
“Shipments Passing Through or Stopped at Points from which 
Proportional Rates are Published,” the item was not given such 
unexpected place in the tariff or was so inconspicuous or mis- 
leading that it could not limit applicability of the eleven-cent 
rate. 

Substantial ambiguities or expressions of doubtful meaning 
in tariff are to be resolved in favor of the shipper. 

The tariff fixing eleven-cent rate on flour shipments from 
St. Louis to Memphis over a certain route, which contained 
item providing for charging combination of rate to and from 
each proportional rate points on shipments passing through 
points from which proportional rates were published except 
where the lowest combination of rates to or from one propor- 
tional rate point had been published for application over an- 
other route passing through one or more proportional rate 
points transit privileges might be given at-intermediate points 
on the latter route if such transit point was intermediate on 
the first route, did not present any substantial “ambiguity” 
which should be resolved in favor of the shipper so as to make 
the eleven-cent rates applicable to all shipments. (Burrus Mill 


& Elevator Co. vs. Chicago, R. I. & P. R. Co., 131 Fed. Rep. 
2d 532.) 





(Court of Civil Appeals of Texas, Austin.) The questions 
whether operations of motor carrier was ultravires of the char- 
ter powers of railroad and whether such operation by the rail- 
road through a subsidiary was illegal employment or use of 
the railroad’s stock or other property, could be raised only by 
one interested in the railroad or by the state and could not 
be raised by a competitor of a subsidiary in its proceeding for 
certificate of convenience and necessity to furnish common car- 
rier motor carrier service. Vernon’s Ann. Civ. St. art. 1349. 

Generally, whether corporation has acted in excess of its 
lawful powers can be raised only by one interested in the cor- 
poration or in direct proceeding brought by the state either to 
forfeit corporation’s charter or to subject the corporation to 
punishment for the unlawful act. 

Generally a private person, a stranger to the transaction, 
cannot question the want or abuse of power of a corporation. 

Statute conferring power on railroad commission to issue 
certificate of convenience and neecssity to operate common car- 
rier motor carrier service did not confer power to determine 
“legal” or ‘‘judicial questions” whether operation of motor car- 
rier service by railroad company through subsidiary was ultra 
vires of the charter powers of the railroad or whether such 
operation constituted illegal employment of use of stock of the 
railroad. Vernon’s Ann. Civ. St. art. 911b, 1349. 

Where subsidiary of railroad obtained charter to operate 
common carrier service, alleged want of power of subsidiary 
to operate service could be raised only by one interested in 
subsidiary or by the state, and a competitor’s contention that 
granting of certificate of convenience and necessity to sub- 
sidiary to operate common carrier motor carrier service was 
ultra vires of the charter powers of the railroad and was illegal 
employment or use of railroad’s stock was a prohibited at- 
tempted “collateral attach” on corporate charter of the sub- 
sidiary. Vernon’s Ann. Civ. St. art. 911b, art. 1349. 


Where railroad’s subsidiary obtained charter to operate mo- 
tor carrier service the authority of the railroad commission in 
ruling on application for certificate of convenience and necessity 
extended only to determination of whether subsidiary complied 
with requisites of motor transportation statutes and whether 
public convenience and necessity required or needed the serv- 
ice. Vernon’s Ann. Civ. St. art. 911b et seq. 


An order signed by two railroad commissioners at different 
places and different times, which denied application for certifi- 
cate of convenience and necessity to operate common carrier 
motor carrier service and was entered without notice and hear- 
ing was void because it was not an order of the Commission 
entered after notice and hearing. Vernon’s Ann. Civ. St. art. 


911b et seq. (English vs. Landa Motor Lines, 166 S. W. Rep. 
2d 721.) — 


(Court of Civil Appeals of Texas, Austin.) Where the statute 
regarding appeals from orders granting certificates to operate 
motor common carrier busses or trucks did not prescribe any 
time within which the appeal may be prosecuted, in determining 
the question of unreasonable delay in prosecuting such an ap- 
peal, the courts should take notice of the particular case and of 
the nature of the proceeding involved. Vernon’s Ann. Civ. St. 
art. 911b, Sec. 20. 

Appeals from orders of the railroad commission granting 
certificates to operate motor common carrier busses or trucks 
should be taken without unreasonable delay, since the order is 
prima facie valid, granted because of public convenience and 
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necessity and the presumption is that the public will immedi- 
ately use the service. Vernon’s Ann. Civ. art. 911b, Sec. 20. 

A delay of ten months in prosecuting an appeal from an 
order of railroad commission granting a certificate to operate 
a motor common carrier service after certificate holder had in- 
curred considerable expense in establishing the service, was an 
“unreasonable delay” in prosecuting the appeal and required 
dismissal thereof, where no showing was made that the delay 
was due to reasonable cause. Vernon’s Ann. Civ. St. art. 911b, 
Sec. 20. (Red Arrow Freight Lines vs. Missouri-Pacific Fr, 
Transp. Co., 166 S. W. Rep. 2d 747.) 





(Supreme Court of Arkansas.) A holder of certificate of 
public convenience and necessity authorizing operation by holder 
of a motor transportation system over certain highways in state, 
claiming right to thirty days within which to comply with orders 
of State Corporation Commission before canceling his permit 
for noncompliance therewith, had burden of showing that he 
had in good faith begun operation under his permit within time 
allotted by the Commission or within a reasonable time there- 
after. Acts 1941, Act 367, Sec. 14(a). 

A holder of certificate of public convenience and necessity 
authorizing operation by holder of a motor transportation sys- 
tem over certain highways in state was not entitled to a period 
of 30 days within which to comply with orders of State Corpo- 
ration Commission before canceling his permit for noncompli- 
ance therewith, where it appeared that holder had made no 
attempt to begin operations under permit until approximately 
80 days beyond last day of his 45-day extension granted by 
Commission in which to commence operation, and that holder’s 
operations at such time were not more than token operations. 
Acts 1941, Act 367, Sec. 14(a). (Santee vs. Arkansas Corpora- 
tion Commission, 166 S. W. Rep. 2d 672.) 


Elias M. Jones Motor Rights 


J. V. Braswell, successor in interest to Elias M. Jones, has 
filed suit in the federal court for the western district of Texas, 
El Paso division, asking the court to restrain the Commission 
from putting into effect its order of Oct. 26, 1939, in MC 63110, 
Elias M. Jones, Contract Carrier Application, and its order of 
Dec. 6, 1942, which modified the findings in the prior report 
and granted a certificate as to “grandfather” rights in the 
transportation of edible nuts from San Antonio, Tex., to Los 
Angeles, Calif., and of general commodities, with exceptions 
from Los Angeles to San Antonio, with no service at the inter- 
mediate points of El Paso, Tex., and Tucson, Phoenix and 
Yuma, Ariz., on the ground that the record did not show that 
these points were being regularly served on and prior to June 
1, 1935. 

The complainant alleges that the Commission’s orders are 
unreasonable, unjust, and capricious in that ‘a certificate so 
limited is equivalent to a denial thereof in that complainant 
cannot operate from an economic standpoint on what amounts 
to a one-way movement and the order puts him out of business 
over the route involved.” ; oe 

In its report of Dec. 6, 1942, the Commission said it 
was fairly established that the applicant was continuously en- 
gaged in a “special commodity operation consisting of the 
transportation of nuts, principally pecans, from San Antonio to 
Los Angeles over a regular route,” and that the evidence 
showed that, on arriving at Los Angeles with a load of nuts, 
applicant had solicited return traffic without discrimination as 
to commodities and that, in consideration of the variety of com- 
modities transported on the eastbound trip, and the extent of 
apvplicant’s holding out, it was concluded that applicant’s east- 
bound service “was not and had not been limited to the trans- 
portation of special commodities only.” = 

The complainant contended that since the Commission had 
found that such a wide variety of commodities had been Car- 
ried, as could only be classed as general commodities, “all as 
found by the Commission, restrictions on commodities which 
could be moved in any one direction or between designated 
points cannot be justified.” 


The complainant also contended that the orders were con- 
tradictory in their findings of a general holding out as a com- 
mon carrier and as that of a special commodity operation. 

Substantial quantities of general commodities had been 
and continuously were being transported in each direction. with 
service to the intermediate points of El] Paso, Tucson and Yuma 
and Phoenix, said complainant. adding that the documentary 
evidence for the critical period and thereafter so showed, as 
did the oral evdience of the complainant, his predecessor 1 
interest, and those opposing the application. : 

The case was docketed by the court as Civil Action No. 
244, J. V. Braswell] vs. United States of America et al. 
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Ziffrin Dual Operation Case 


In an opinion by Justice Reed, the Supreme Court of the 
United States, Feb. 1, in No. 245, Ziffrin, Inc., appellant, vs. 
United States of America and Interstate Commerce Commis- 
sion, upheld action by the Commission denying appellant a 
permit to continue designated contract carrier operations under 
the grandfather clause of section 209 (a) of the interstate 
commerce act. The District Court of the United States for the 
southern district of Indiana, which had upheld the Commis- 
sion’s decision, was affirmed. 

Justice Reed said the denial by the Commission, May 29, 
1941, 28 M. C. C. 683, was on the ground that applicant and 
Ziffrin Truck Lines, Inc., a certificated common carrier by 
motor vehicle, were owned, controlled and managed in a com- 
mon interest and that, under section 210 of the act it would 
not be consistent with the public interest and the national 
transportation policy to grant the application. 

The opinion deals with the effect of a change made in sec- 
tion 210 of the act by the transportation act of 1940. Justice 
Reed said the section was amended between the filing of the 
application and the entry of the order denying it. Continuing, 
he said: 


It is appellant’s contention that whatever may have been the effect 
of the earlier form, with the passage of the amendment after the hear- 
ing the applicant should now have an opportunity to show the absence 
of common control of it and Ziffrin Truck Lines, Incorporated. As sec- 
tion 210 stood when appellant requested its permit and at the hearing, 
a certificate as a common carrier and a permit as a contract carrier 
were not to be held by the same person without special finding of 
consistency with the public interest by the Commission. The amend- 
ment provided that without a similar special finding no person should 
hold a contract carrier permit who was under common control with a 
person holding a common carrier certificate. Person, of course, in- 
cluded a corporation. 49 U. S. C. 303(a) (1). 

Obviously the fear of possible evasion led to the change in lan- 
guage. Indeed, the Commission had disregarded the corporate fiction 
and interpreted the earlier form as covering persons under common 
control. This was called to applicant’s attention by an order of June 
23, 1938, setting the date for hearing the application. The interpreta- 
tion was discussed in the examiner’s report, in the Commission’s re- 
port, and applied, adversely to appellant, by the findings. 28 M. C. C. 
683, 692-99. 

When the transportation act of 1940 was before the Senate, the 
draftsmen added a sentence to the earlier form of Section 210, read- 
ing as follows: ‘‘This section shall apply to dual operations by affiliated 
carriers.”” When the bill, S. 2009, in the two forms in which it was 
enacted in the Senate and the House of Representatives was examined 
by the Interstate Commerce Commission, the chairman of its legis- 
lative committee transmitted a report on the provisions of the bill to 
the chairman of the Senate interstate commerce committee and the 
chairman of the House committee on interstate and foreign com- 
merce. in the report (at page 62) this comment was made as to the 
present section 210: 

“Desirable.—(a) After the new section 22 which we have pro- 
posed above, add a new section 23 (with appropriate renumbering 
of subsequent sections) reading as follows: 

‘Sec. 23. Section 210 of the interstate commerce act, as amended, 
is amended by adding at the end thereof the following new sentence: 
This section shall apply to dual operations by affiliated carriers.” ’ 

This sentence has been introduced at the end of section 45 of the 
Senate bill, and it has our approval. The Commission has construed 
section 210 of part II to have such an application, but it is desirable 
to remove all doubt on the point.’’ 

At the conference of the committee for the two Houses of Congress, 
the form of section 210 was changed to the present reading. The 
report contains this explanation: 

“Section 21(a). Dual Operations Under Certificates and Permits, 


Motor Carriers 


“The conference substitute in section 21(a) amends section 210 
of the Interstate Commerce Act which prohibits a person from hold- 
ing at the same time both a certificate as a common carrier of prop- 
erty by motor vehicle and a permit as a contract carrier of property 
by motor vehicle over the same route or within the same territory, 
unless for good cause shown the Commission shall find that both 
forms of operating authority may be held consistent with the public 
Interest and with the policy declared in part II, so that the section 
will apply not only to a particular motor carrier but also to any per- 
ee controlling, controlled by, or under common control with, such 
erson.’’ 

It is unnecessary, however, to decide whether the Commission 
correctly applied section 210 as originally enacted to such common 
control as the Commission found in appellant and Ziffrin Truck Lines, 
Inc. We are convinced that the Commission was required to act under 
the law as it existed when its order of May 29, 1941, was entered. The 
Permit was effective for the future and the amendment forbade per- 
Sons under common control holding both a permit and a certificate. 
Previously appellant had been operating under an ex parte permit. 
Protests to the grant had been made on account of the dual opera- 
tion, the formal hearing was held and the question raised by these 
Protests was heard at length. A change in the law between a nisi 


Prius and an appellate decision requires the appellate court to apply 
the changed law. Vandenbark vs. Owens-Illinois Glass Co., 311 U. S. 
538, and cases cited. Cf. Duplex Printing Press Co. vs. Deering, 254 
A fortiori, a change of law pending an administrative 


U.S. 443, 464, 
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hearing must be followed in relation to permits for future acts. Other- 
wise the administrative body would issue orders contrary to the exist- 
ing legislation. - 

We find no basis for appellant’s contention that he was given 
improper notice of the hearing and denied an opportunity to show 
compliance with the amended section. The steps of notice and hearing 
detailed above demonstrate the error of the former contention. As to 
the latter it is met completely by the report and order of the Com- 
mission, mzde while this suit was pending in the District Court, and 
denying appellant’s motion for reconsideration of the order of May 
29, 1941. Ziffrin, Incorporated, Contract Carrier Application, 33 M. 
C. C. 155. This opinion was called to our attention by the government 
in brief and argument. In the circumstances, we will not disregard 
it. The Commission there said, p. 156: 

‘“‘At the conclusion of the trial on applicant’s suit before the 
three-judge court, a conference was held between the counsel for 
all the parties to the suit in the court’s chambers. It was there sug- 
gested by the court that applicant submit to this Commission some 
method for divorcing applicant herein from Ziffrin Truck Lines, Inc., 
which might eliminate the conflict with section 210 of the act on which 
he denial of the application was grounded. Pursuant to this sug- 
gestion, applicant has filed a petition seeking reopening and recon- 
sideration of the proceeding, and, as a basis therefor, proposes a 
plan for elimination of the common control of applicant and Ziffrin 
Truck Lines, Ine. The petition is opposed by an association of motor 
common carriers. It is understood that the filing of this petition and 
action by us thereon does not terminate the court proceeding. Pend- 
ing our action on the petition, however, the entry of judgment by the 
court is being held in abeyance. In view of the pendency of the liti- 
gation, we believe that a statement of the reasons for our action with 
respect to this petition will be helpful.’’ 

The Commission then restated the evidence showing common con- 
trol of the twe corporations and concluded that the plan proposed 
would not change the situation. See 33 M. C. C. 155; 28 M. C. C. 683, 
692, et seq. The evidence is ample to support the conclusion of the 
Commission entered at the earlier hearing. This is sufficient to sup- 
port the order upon judicial review. Shields vs. Utah Idaho Central 
R. Co., 305 U. S. 177, 185; United States vs. Maher, 307 U. S. 148, 155. 
Affirmed. 


ELKINS ACT PROSECUTIONS 


The Commission has been advised that Guy A. Thompson, 
trustee of the Houston and Brazos Valley Railway Co., on a plea 
of guilty to an information filed in the federal court for the 
southern Texas district, has been fined $8,000. Eight counts in 
the information charged the willful failure on the part of the 
carrier strictly to observe its tariffs in violation of section 1 of 
the Elkins act on shipments of refined sulphur from Freeport, 
Tex., to New Orleans, La., for export, in cars having a weight- 
carrying capacity of 80,000 pounds, on which transportation 
charges were assessed and collected by the carrier on the basis 
of the actual weights of the shipments, instead of on the basis 
of an 80,000-pound carload minimum, provided for by tariff. 


WAGE AND HOUR ACT DECISION 


Employes engaged in maintaining or operating a toll road 
and a drawbridge over a navigable waterway which together 
constitute a medium for the interstate movement of goods and 
persons are “engaged in commerce” within the meaning of sec- 
tions 6 and 7 of the fair labor standards act, the Supreme Court 
of the United States has decided in an opinion delivered by 
Justice Murphy in No. 284, H. T. Overstreet et al., petitioners, 
vs. North Shore Corporation. Justices Roberts and Jackson 
noted dissents. 


Cc. & G. CUT-BACK RATES 


The Supreme Court of the United States, Feb. 1, noted 
probable jurisdiction in No. 628, Interstate Commerce Com- 
mission et al. vs. Columbus & Greenville Railway Co., on appeal 
from the District Court of the United States for the northern 
district of Mississippi, thus ‘indicating that it would review the 
lower court’s decision. 

The lower court set aside an order of the Commission dated 
Jan. 3, 1942, in No. 28590, Columbus & Greenville Railway Co., 
Cottonseed Allowances, involving the validity of the C. & G.’s 
tariff 9-B, I. C. C. No. 81, providing in substance, inter alia, 
that where cottonseed was transported by a railroad other than 
the C. & G. to a mill point and was there processed and its 
product substantially reshipped over the lines of the C. & G. 
and its connections to an interstate destination under tariffs 
providing a joint rate of the C. & G. and such connecting lines, 
the C. & G. would make a prescribed refund to the shipper 
from the mill point, measured by the weight of the shipment 
and the length of the movement inbound to the’ mill point. 
This refund was referred to as a “cut-back” rate. 

The Commission condemned the tariffs as in violation of 
sections 1(6), 6(4) and 6(7) of the interstate commerce act 
and directed cancellation. In its statement as to jurisdiction 
filed with the Supreme Court the Commission said that the 
basis for its order was, in substance, that the tariff operated 
as a reduction in the outbound joint rate without the concur- 
rence of all the carriers parties to such rate. The C. & G. 
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brought suit to prevent enforcement. The lower court held 
that the tariff was valid, and that the order of cancellation 
was without authority in law. The Commission said the ques- 
tion presented involved interpretation and application of sec- 
tions 1(6), 6(4) and 6(7) of the act in relation to the publica- 
tion and establishment of joint rates. 


Motor Act Prosecutions 


(Digests of statemenis issued by the Secretary of the Commis- 
sion concerning vrosecutions, in federal courts, for violations of 
motor carrier provisions of the interstate commerce act or of Com- 
mtssson rules and regulations thereunder, appear below.) 


Massachusetts district, at Boston. Felix A. Lopez, dba 
Watcn city Express, of Waltham, Mass., was fined $1,00U0 Jan. 
z6 on his plea of guilty to operating as a common carrier of 
property without a certificate. Of the fine, $400 was required 
to be paid, the balance suspended for a probationary period of 
one year. 

Western New York district, at Rochester. In separate 
civil proceedings instituted by the Commission, permanent in- 
junctions were entered on Jan. 20 enjoining and restraining 
Donald W. Guiles, dba People’s Coal Co., of Elmira, N. Y., 
irum engaging or employing Harold L. Manwaring and ‘iheo- 
dore Seeley, of Elmira, as carriers by motor vehicle in inter- 
state commerce until there should be issued by the Commission 
certificates or permits authorizing each to engage in such op- 
€rauons, and until they should file with the Commission taritfs 
or schedules naming their rates and complied with the Com- 
mission’s insurance regulations. Previously, permanent injunc- 
tions were entered enjoining and restraining Benjamin Heyman 
and William Epstein, a co-partnership, dba Fargo Coal Co., of 
Elmira, from so engaging and employing Harold L. Manwaring 
as such motor carrier, and enjoining and restraining Harold 
L. Manwaring and Theodore Seeley from transporting property 
as motor carriers until a certificate or permit as to each was 
authorized, tariffs or schedules of rates filed, and until they 
complied with the Commission’s insurance regulations. 

Western New York district, at Rochester. A permanent 
injunction in favor of the Commission against Michael Petoski, 
a shipper, of Elmira, N. Y., has been granted. It restrains Petoski 
from engaging or employing Charles C. Beury, a motor carrier, 
of Shamokin, Pa., or any other motor carrier, for the trans- 
portation of property in interstate commerce until such time 
as Charles C. Beury, or any other motor carrier so employed, 
shall have obtained a certificate or permit from the Commis- 
sion, and shall have filed and published tariffs or schedules of 
minimum rates. The action is still pending as to Charles C. 
Beury, who was also named as a defendant. 


Rail Unions’ Wage Demands 


The fifteen so-called “cooperating” railway labor organ- 
izations have not dropped their demand for a “union shop” 
despite the opinion of Attorney General Biddle that, under the 
railway labor act, the railroads are forbidden to do the things 
that would be necessary to comply with the unions’ demand 
in that respect, according to Bert M. Jewell, chairman of the 
employes’ national conference committee formed to press the 
wage case (see Traffic World, Jan. 23, p. 198). 

“Notwithstanding Mr. Biddle’s opinion, our application 
for appointment of an emergency board calls for a determina- 
tion of the ‘union shop’ request, as well as wave increases,” 
Mr. Jewell was quoted in “Labor,” the organ of the railroad 
unions. Continuing, “Labor” said: 


Union officials took the position that Biddle’s opinion is merely 
advisory; that ‘‘Congress and the courts make the law,’’ not the 
Attorney General. They expressed confidence that their fight for 
the ‘‘union shop’’ would ultimately be won. 


“The heads of rail unions representing the 1,500,000 rail- 
road employes declared that railroad workers had about con- 
cluded they were not employed in industry essential to the 
winning of the war and that unless they are promptly ac- 
corded treatment equal to workers in war industries they 
would take action to get in industries where they will be 
recognized as doing their part to win the war,” said a state- 
ment issued this week by the Railway Labor Executives’ 
Association, continuing as follows: 


1. Many railroad workers have not received an increase in wages 
since 1937 although two Presidential Emergency Boards recommended 
to the President of the United States that the wages of these workers 
be raised. Some railroads refuse to accept these recommendations. 

2. For nearly two years the National Mediation Board, the heart 
of the machinery of the railway labor act, has been impaired by in- 
adequate members and now there is only one member. Thus the law 
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is made inoperative. 
this situation corrected but the condition gets worse instead of better, 
3. Railroad employes work 48 (some 56 and even 63) hours per 


Many, many efforts have been made to have 


week for straight time. All other industrial workers get straight time 
for 40 hours, one and one-half time for the sixth day and double time 
for the seventh day. ‘The average hourly earnings of all workers jn 
the railroad industry is 74 cents, while the average for all other in- 
dustries is 96 cents. These low wages and bad conditions in the 
railroad industry are a hangover from the 10 years of depression, 

4. The unions requested the President to and in May, 1942, he 
did issue an executive order which made it unnecessary to take a 
strike vote and fix a date to strike to get an emergency board to ip. 
vestigate and report to the President how a dispute should be settled, 

5. The President issued an executive order October 3, 1942, an- 
nouncing the wage stabilization policy. The unions since that date 
have been trying to get the procedure for applying that policy to the 
railroad industry clarified. Several government officials and agencies 
have been urging their pet views and claiming jurisdiction notwith- 
standing the President of the United States has stated several times 
just what he wants done. 

6. Is this pulling and hauling all a part of a well layed plan? 
The railroad employes are asking for and will, if given a chance, prove 
they are entitled to a wage increase. The railroads now have the 
money to grant the employes’ request. The country knows these facts, 
The O. P. A. knows these facts but they demand railroad freight rates 
and passenger fares be reduced. They press their demand and action 
thereon is expedited while at the same time the employes’ wage case 
is stalled by this pulling and hauling and delay to act. Is the pur- 
pose to subsidize other industries who are paying higher wages by 
taking money from the railroads so they will have a better claim to 
continue paying low wages? Are the railroad workers in the war 
effort or are they not? 

if they are a part of the war effort, then stop the raid on rates 
and fares, clear the way and raise these low wages—give the employes 
a square deal and thus assure them they are part of the army fighting 
to win the war. 


They are moving more business now than in the last war, or any 
other period, with about half as many employes. They know the 
vital part they are playing in winning this war, but they feel their 
loyal service is not appreciated by those in government or elsewhere 
who are exerting themselves to deny or delay them in using the 
machinery of the R. L. A. to secure the just treatment long overdue 


Truck Anti-Racketeering Bill 


The House judiciary committee has reported favorably 
H. R. 653, to amend the Clayton act (approved June 18, 1934) 
so as to prohibit obstruction or retarding of the orderly trans- 
portation of persons or property in interstate or foreign com- 
merce. The bill, introduced by Representative Hobbs, of Ala- 
bama, was a successor bill to H. R. 6872, a so-called labor anti- 
racketeering bill, which he had introduced in the Seventy- 
seventh Congress and on which hearings had been held in May, 
1942 (see Traffic World, May 9, 1942, p. 1257). 


Purposes of the bill, said the committee in its report, were: 
(1) To prevent interference with interstate commerce by rob- 
bery or extortion, as defined in the bill, and (2) to prevent inter- 
ference in wartime with the transportation of troops, munitions, 
war supplies, or mail in interstate or foreign commerce. The 
report contained the full text of the decision by the Supreme 
Court of the United States in Nos. 131-132, United States vs. 
local 807 of the International Brotherhood of Teamsters (see 
Traffic World, March 7, 1942, p. 633). The committee said the 
objective of title I of the bill was to prevent anyone from “ob- 
suucting, delaying, or affecting commerce, or the movement 
of any article or commodity in commerce by robbery or extor- 
tion as defined in the bill,” and that commission or threat of 
physical violence to any person or property in furtherance of 
a plan so to interfere with commerce was made punishable with 
«a penalty of imprisonment for not more than 20 years or a fine 
of not more than $10,000, or both. 

Title II of the bill, according to the report, was suggested 
by Director Eastman of the O. D. T. That section makes it a 
felony in time of war to “obstruct or retard, or aid in obstruct- 
ing or retarding, or attempt to obstruct or retard,” by physical 
force or intimidation by threats or physical force, the orderly 
transportation of persons or property in interstate or foreign 
commerce, or the transportation of troops, munitions, war sup- 
plies, or mail, or the orderly make-up, movement, or dispos!- 
tion of any train, railway or highway vehicle, airplane, or ves- 
sel, on any railroad, street, highway, airway, or waterway “or 
elsewhere in the United States” engaged in transportation of 
troops, munitions, war supplies, or mail. Provisions of this 
title, said the report, were embodied in a world war statute 
(40 Stat. 272; paragraph 23 of section 1 of the interstate com- 
merce act) which was effective during that war, and which 
applied only to rail shipments. 


“There must be agreement,” said the committee, “that 
those persons who have been impeding interstate commerce 
and levying tribute from free-born American citizens engaged 
in interstate commerce shall not be permitted to continue such 
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practices without a sincere attempt on the part of Congress to 
do its duty of protecting interstate commerce.” _ 

Representatives Celler, of New York, and Eliot, of Mas- 
sachusetts, in a minority report, said that “to imply, as enact- 
ment of this bill necessarily does imply, that strong criminal 
measures are necessary to restrain the excesses of labor unions, 
is wholly without foundation of cause.” They cited a state- 
ment by a War Labor Board official that, in December, 1942, 
the percentage of time lost due to strikes to total time worked 
in war production plants was three-hundredths of one per cent. 
They said there had been no showing that the states had been 
unable to deal fully with the crimes of extortion and bribery. 
The success of labor’s “no strike” pledge, they averred, re- 
moved “whatever alleged evils are said to require the passage 
of this bill.” They contended that enactment of the bill would 
“inevitably disturb and disrupt the high morale of millions 
of organized workers of this country.” 


Dayton Union Red Cap Service 


Whether red cap service as rendered at the Dayton, O., 
passenger station of the Dayton Union Railway Co. was a trans- 
portation service for which a tariff, stating the charge made 
therefor, must be filed under the interstate commerce act, was 
the subject of argument before the Commission Jan. 29 in No. 
98842, Dayton Union Railway Co. Tariff for Red Cap Service, 
with John Dickinson participating on behalf of the railway, and 
George E. C. Hayes, on behalf of United Service Transport Em- 
ployes, intervener. 

The proceeding is the outgrowth of an order of the Com- 
mission citing the Dayton Union to show cause why it should 
not be required to publish and file a tariff covering its 10-cent 
charge for service rendered by red cap porters at its passenger 
station. 

Mr. Dickinson argued that the red cap service performed 
at the railway station was not transportation service for which 
a tariff, stating the charge made therefor, must be filed, declar- 
ing that such service was one of the many personal services 
which were rendered at most large railroad passenger stations 
for the comfort and convenience of the persons using such sta- 
tions. He said red cap service was provided solely for those pas- 
sengers who chose to carry their own baggage and not entrust 
it to the carrier to be handled through the channels of its reg- 
ular baggage system, and held that in cases where the baggage 
was handled by the carrier the railroad was a common carrier 
and assumed responsibility, and in cases where the passenger 
took charge of his baggage the carrier was not under a common 
carrier’s responsbility. 

Counsel for the intervener said under the terms of the 
interstate commerce act itself that the rule which included all 
terminal charges and all other charges which the Commission 
might require, authorized the filing of a tariff by the railroad 
covering charges made for red cap service. He took the position 
that division 3 had expressed that right given it by the decision 
in the Stopher case; that transportation began when baggage 
was delivered to the red cap, and that the railroad should be 
required to file a tariff. In support thereof, he cited, among 
others, Franklin vs. Southern Pacific Co., 203 Calif., 680, in 
which certiorari was denied in 278 U. S. 621. 

In rebuttal, Mr. Dickinson said, “I think the presence of a 
labor organization as an intervener is the significant evidence 
of the effect that might be expected from a decision which they 
are asking the Commission to render.” Commissioner Aitchison 
called attention that the proceeding was instituted by the Com- 
mission before there was any labor organization in the case. 
But, charged Mr. Dickinson, the controversial issue was between 
the railroad and the labor organization. 


CHICAGO YARDMEN’S LABOR POOL 


Pooling of yardmen on a day to day basis among 17 of 
the 27 railroads at Chicago will begin February 8 under a plan 
agreed on by a committee of general managers, headed by J. 
M. Symes, vice-president, Pennsylvania Railroad, and a _com- 
mittee representing members of the Brotherhood of Railroad 
Trainmen. Spokesmen for the railroad committee said that, of 
the ten railroads not included in the agreement, yard service 
men of four were members of the Switchmen’s Union of North 
America. The remaining six railroads may later join in the 
atrangement (see Traffic World, Jan. 30, p. 269). ; 

The plan was devised to enable individual railroads, in 
need of yardmen, temporarily to employ yardmen who worked 
on other railroads and who were temporarily not needed for work 
at the switching yards of their home roads. The plan provides 
‘or grouping 47 switching yards of the 17 cooperating railroads 
Into 9 area groups, the pooling of employes to be limited to 
exchange of men among the yards in each group. Superin- 
tendents for each railroad within each group will confer with 
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other railroads in the same group on each of the three work- 
ing tricks in each 24-hour period to arrange for use of em- 
ployes. The agreement stipulates that seniority rights of the 
yardmen will not be affected under the plan. Payment of all 
wages will be made through the employes’ home road and 
adjustments made among the railroads participating in his 
services. 

Spokesmen for the committees said they could not predict 
the extent to which the railroads would make use of the plan. 
If the plan proved of benefit to the companies, however, it 
would probably be used as the basis of similar arrangements 
among railroads in other large terminal cities, they said. 


MEDIATION BOARD VACANCY 
David J. Lewis, formerly member of the House of Repre- 
sentatives from Maryland, and appointed a member of the Na- 
tional Mediation Board by President Roosevelt after he had 
been defeated in the Democratic senatorial primary in Mary- 


land, has announced he will not accept reappointment as a 
member of the board. 


“SLACKER SEAMEN” INQUIRY 


Representative Celler, of New York, speaking in the House, 
Feb. 1, with respect to allegations that merchant marine sea- 
men had refused to unload ships at Guadalcanal (see Traffic 
World, Jan. 30, p. 269), said Admiral Halsey had stated that 
“in no instance have merchant marine seamen refused to dis- 
charge cargo from their vessels at Guadalcanal or in any other 


way failed to cooperate with United States forces ashore in 
that area.” 


NUDIST WITH RETIREMENT BOARD? 


Representative Dies, speaking in the House on attacks on 
him as the result of investigations made by the House commit- 
tee headed by him, told his colleagues Feb. 1 that Maurice 
Parmelee was at one time employed at a salary of $5,600 a 
year with the Board of Economic Warfare. He said that in a 
letter to Vice-President Wallace he cited the fact that Parme- 
lee had written numerous volumes—all revolutionary in char- 
acter—and that one of them was entitled “Nudism in Modern 
Life,” and advocated the practice of universal nudism in office 
and factory. Almost immediately, said Mr. Dies, Parmelee 
was dismissed by the Board of Economic Warfare. 


“The great bureaucratic fraternity was, however, not to 
leave Parmelee jobless for long,” said Mr. Dies. “He is now 
employed as an economist by the Railroad Retirement Board 
at a salary of $4,600. Time and again, a similar thing has 
occurred—a bureaucrat exposed in one agency, and fired as a 
result of that exposure, has been picked up by another agency 
of the government. The contempt which these bureaucrats 


have for the Congress which appropriates their salaries is 
unbounded.” 


Rail Labor Order 


The Traffic World Washington Bureau 


President Roosevelt February 5 issued an executive order 
specifying procedure with respect to increases in wages or 
salaries of employes subject to the railway labor act. Author- 
ity is given the Economic Stabilization Director to pass on rec- 
ommendations of emergency boards set up under the railway 
a act or by the chairman of the National Railway Labor 
panel. 

The order provides that the Economic Stabilization Direc- 
tor may report to the President the effect of an emergency 
board’s recommendations on the general stabilization program. 

“Unless and except to the extent that the Economic Stabili- 
zation Director shall otherwise direct, the recommendations of 
the emergency board in regard to proposed changes affecting 
wages and salary payments shall, upon the expiration of thirty 
days after the report is filed with the President, become effec- 
tive,” the order provides. 

The chairman of the National Railway Panel under the 
order may permit changes in wages and salaries by carriers, 
but if he believes that such changes may not conform to the 
general stabilization program, he shall designate three mem- 
bers of the panel as an emergency board to investigate the 
proposed change and to report to the President. 

The order provides that the National War Labor Board 
and the Commissioner of Internal Revenue shall dispose of 
pending applications for approval of wage and salary adiust- 
ments or transfer them to the chairman of the National Rail- 
way Labor Panel. 

“The board and the commissioner shall not rule on any 
application hereafter made,” the order provides. 

The order provides that emergency boards, in reporting to 
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the President, shall certify that their recommendations in re- 
gard to any proposed change effecting wage and salary pay- 
ments conform with the standards prescribed for the general 
stabilization program and with the directives on policy issued 
by the Economic Stabilization Director. 


W. L. B. TRUCK DECISION 


The newly created trucking commission of the National 
War Labor Board has announced its first decision, extending 
to about 5,000 trucking employers of New York City the board’s 
approval under the wage stabilization act of wage adjustments 
previously awarded in the case of the Employers’ Joint Wage 
Scale Committee of New York and the International Brother- 
hood of Teamsters, Chauffeurs, Warehousemen and Helpers 
of America, A. F. of L., Locals Nos. 282, 807 and 816. Ap- 
proving the award of an arbitrator, Hugh E. Sheridan, selected 
by the parties, the board directed that all employes receive a 
general increase of 11.3 cents an hour and overtime after 44 
hours be paid at the rate of time and a half. 

The trucking commission’s order covers those employers in 
the city of New York who had previously paid the prevailing 
rates for drivers in the area. Other companies which did not 
follow the same schedule would have to submit individual re- 
quests for approval of increases in the regular way, the com- 
mission said. 

The commission said it was now considering granting simi- 
lar blanket authority to trucking operators of Baltimore, Md.., 
Cincinnati, O., and Minneapolis, Minn., covering those employ- 
ers who had previously adhered to the wage rate schedule of 
the association and union contracts in their respective cities. 


BUS MANPOWER PROBLEMS 


Otto S. Beyer, director of the O. D. T. division of transport 
personnel, has reported a “critical shortage” of nearly 2,000 bus 
drivers, motormen and conductors in the local transit industry. 
The present situation in Detroit, in which 269 busses remained 
idle because of a lack of drivers, despite increased passenger 
loads, was illustrative of the industry’s manpower need, he said. 
He cited a report, based on a November survey by the United 
States Employment Service, showing that a total of 2,098 jobs 
in the local transit industry were unfilled in that month and that 
it was indicated that 8,850 jobs in the industry would have to 
be filled by May of this year. Mr. Beyer said programs for 


training of new recruits were developing throughout the in- 
dustry. 


Railroad Manpower 


Representatives of railroad management and labor have 
agreed to recommend to railroad officers and system repre- 
sentatives of rail labor organizations a 13-point program, in- 
cluding relaxation of certain yard operating rules to alleviate 
manpower problems in the railroad industry, the Office of De- 
fense Transportation has announced. 


“The program was developed by the labor and manage- 
ment committees and has been approved by the railway labor 
organizations and the regional railroad executives’ associa- 
tions, which the committees represent,” said the O. D. T. 
“Drawn up in the form of a statement of principles, the pro- 
gram will be submitted to individual carriers and their em- 
ployes for their joint consideration and action.” 


It said the following recommendations were embodied in 
the program: 


(1) Relaxation of yard operating rules to permit crews delivering 
cars to the yards or tracks of another road to haul back cars to their 
own road, so as to give the engine a load in both directions; (2) con- 
tinued employment, as long as physically able, of men eligible for re- 
tirement under the railroad retirement act; (3) cooperation of man- 
agement and workers to reduce absenteeism to a minimum; (4) relaxa- 
tion of road mileage limitations and of hourly limitations in yard serv- 
ice; (5) efforts by labor and management to work present forces full 
straight time and to distribute uniformly such overtime as may be re- 
quired; (6) upgrading and promotion within or without any group, se- 
niority being retained in the original group, so as to bring about fullest 
possible utilization of training and skills of present employes and min- 
imize problems of obtaining and inducting new employes; (7) transfer 
of shop work from one railroad to another to meet critical labor short- 
ages, and transfer of employes from one railroad to another, with 
preservation of seniority rights on the original job; (8) more intensive 
on-job and off-job training, and provision for some pre-employment 
training, with consideration of payment of compensation in pre-em- 
ployment training periods; (9) cooperative effort to encourage return 
of retired employes; (10) relaxation, so far as practicable, of age and 
physical examination requirements; (11) induction of new employes, so 
far as practicable, into lower skilled brackets so as to minimize the need 
for pre-employment training and to expedite on-the-job training; (12) 
consideration of employment of women of railroad employes’ families; 
(13) relaxation of the present 16 to 21 year age limits for employment 
of shop craft apprentices, so as to permit training of men who will be 
able to remain in service. 
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Director Eastman, who presided at a conference of labor 
and management spokesmen in which those recommendations 
were drawn up, commended the action taken, asserting that 
the railroad officials and rail labor executives had “approached 
the difficult problems of railroad manpower in a spirit of 
genuine cooperation.” 


“If the principles agreed upon are applied in the same 
spirit, as I am confident they will be,” he said, “the program 
should be of real assistance in meeting the manpower needs 
of the railroads.” 


The conferees emphasized, after the conference, according 
to the O. D. T., that they were not seeking to change the pro- 
visions of any existing labor contract, and stated that if any 
changes in such contracts were required, they were to be 
made by agreement between the appropriate officials of each 
railroad and the appropriate system representatives of the 
respective labor organizations. Continuing, the O. D. T. said: 


The conferees pointed out that in applying the recommended prin- 
ciples, railroad management representatives and system labor organi- 
zation representatives were to proceed to make each step by agreement, 
and that where more than one labor organization was involved, the 
agreement of all affected labor groups would be required. It was an- 
nounced that the labor and management committees would hold further 
conferences and make additional proposals, with respect to recommen- 
dations 8 and 13, relating to training and to age limits for employment 
of shop craft apprentices. 

Subscribing to the statement of principles on behalf of railroad 
management were: J. J. Pelley, president, Association of American 
Railroads and ex officio member of the management committee; M. W. 
Clement, president of the Pennsylvania Railroad, and E. W. Scheer, 
president of the Reading Railway System, representing the Eastern 
Railroad Presidents’ Conference; E. E. Norris, president of the South- 
ern Railway System, and J. B. Hill, president of the Louisville and 
Nashville Railroad, for the Southeastern Presidents’ Conference; and 
L. W. Baldwin, chief executive officer of the Missouri Pacific Lines, and 
C. E. Denny, president of the Northern Pacific Railway for the Western 
Association of Railway Executives. 

Subscribing to the statement for the Railway Labor Executives’ 
Association were: G. M. Harrison, president, Brotherhood of Railway 
and Steamship Clerks; B. M. Jewell, president, Railway Employes’ 
Department, A. F. L.; D. B. Robertson, president, Brotherhood of 
Locomotive Firemen and Enginemen; E. E. Milliman, president, Broth- 
erhood of Maintenance of Way employes; J. G. Luhrsen, executive sec- 
retary of the Railway Labor Executives’ Association; and T. C. Cashen, 
chairman of the R. L. E. A. and president of the Switchmen’s Union of 
America. Subscribing for the Brotherhood of Railroad Trainmen was 
A. F. Whitney, president. Alvanley Johnston, grand chief engineer, 
approved the statement of principles for the Brotherhood of Locomotive 
Engineers. 


Procedures for developing a wartime personnel program 
for the short line railroads were outlined at the initial meeting 
of the short line railroad manpower committee with repre- 
sentatives of the Office of Defense Transportation. 

It was stated that the program would be based on reports 
of critical manpower shortages in the industry. Lines experienc- 
ing shortages would be asked to report their problems to the 
O. D. T. through the Short Line Railroad Association, and on 
the basis of those reports the committee and O. D. T. represent- 
atives would develop a program looking toward the recruit- 
ing of new employes, the utilization of women to meet personnel 
shortages, the recruiting from former employes of abandoned 
short lines, and the recalling of retired employes back to their 
jobs. In part, the O. D. T. said: 


Major G. Tinsley Garnett, of the selective service system, reminded 
the committee that while deferments could be obtained for men holding 
key positions, local boards in order to meet large selective service 
calls may find it necessary to draft all able bodied men who can pos- 
sibly be withdrawn from industry. : 

Miss Dorothy M. Sells, chief of the section of personnel, division 
of transport personnel, who has recently returned from England, de- 
scribed how the British railroads are utilizing women to meet man- 
power shortages. 

Present at the meeting were: For the railroads, J. H. Huntt, of 
the American Short Line Railroad Association; G. E. McClenna, of the 
Bellefonte Central Railroad Company, and W. M. Dutton, of the Mis- 
sippi Export Railroad Company; for O. D. T., Edwin M. Fitch, John 
B. Kneipple, Mrs. Helen Robinson and Miss Sells; for Selective Serv- 
ice, Major Garnett. 


TRUCK MANPOWER PROBLEMS 


Training of new personnel to meet the increasing man- 
power demands of the for-hire trucking industry remains the 
most serious problem to be met by the industry, says Otto S. 
Beyer, director of the division of transport personnel, Office 
of Defense Transportation. 

Basing his statement on the November O. D. T. report on 
current and anticipated employment in the industry, Mr. Beyer 
pointed out that 650 employers representing twenty per cent 
of the total employment in the for-hire trucking field estimated 
that an additional 23,000 employes would be needed in the 
industry in the twelve-month period ending November, 1943. 
While questioning whether the figure would go that high In 
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yiew of the decreased number of motor vehicles available in 
the industry this year, Mr. Beyer said that labor turnover, due 
to military calls, quits, discharges and other separations plus 
a growing demand for skilled and unskilled workers demanded 
a widespread training program in a large part of the industry. 
Shortages now existing or which arise in the year must be 
met largely through the employment of women and Negroes, 
said he, adding: 


Despite the limited supply of equipment, truck traffic has in- 
creased steadily. According to Interstate Commerce Commission re- 
ports, the loads carried by 202 motor carriers in forty-two states last 
November were more than twenty-three per cent higher than in 
November, 1941. The greatest increase was reported by haulers of 
petroleum products who boosted their 1941 figures by 98.7 per cent. 
General freight carriers showed an increase of 17 per cent. 

Reports obtained through the United States Employment Service 
show that fifty-four of the companies surveyed are now facing critical 
labor shortages, while a large number of additional concerns anticipate 
acute shortages in the near future. Employers reported difficulty in 
recruiting heavy and trailer truck drivers, skilled mechanics, rate 
clerks, traffic managers, purchasing agents and dispatchers. Need for 
unskilled labor comprised forty-three per cent of the shortage. Many 
companies have replaced men with women in clerical positions, and a 
large part of the industry may follow the lead of a few concerns in 
hiring women as light truck drivers and as mechanics’ assistants. 
Employment of Negroes as drivers, mechanics and in other skilled 
occupations is also being considered. 

Some companies are meeting the shortage of heavy truck drivers 
by teaching drivers of small trucks to handle the larger vehicles. 
Inexperienced drivers are also being trained on company grounds and, 
with supervision, on the job. Few concerns, however, have formal 
training programs and so far the industry has not fully met the prob- 
lem of training an adequate number of competent drivers for heavy 
and specialized equipment, or of instructing mechanics needed for 
maintenance and repair work. 


Farm Products Transport 
The Traffic World Washington Bureau 


In an effort to obtain maximum utilization of motor trucks 
in the transportation of farm products, Director Eastman has 
submitted to Chairman Nelson of the War Production Board, 
for approval, a plan under which producers, motor carriers, 
processors, and dealers in such commodities may set up industry 
transportation committees in designated areas and formulate 
industry transportation plans. These plans will provide for re- 
location of routes so as to eliminate nonessential travel. They 
may provide for zoning of market areas. Such zoning of market 
areas, it is provided, shall be arranged so that no producer will 
receive a price for his products that is less than the price he 
received under his prior arrangement. Under the zoning ar- 
rangement, products of the producer would be transported to 
the processor or dealer who is nearest to the farm of the pro- 
ducer in highway miles. 


Oo. D. T. WARNING TO TRUCKERS 


In his address before the Colorado Motor Carriers Associa- 
tion, at Denver, in which he warned motor carriers that the 
0. D. T. might take over the routing and dispatching of truck 
traffic if they failed to establish additional joint information 
office and to make more effective use of such offices (see Traffic 
World, Jan. 30). Jack Garrett Scott, O. D. T. general counsel, 
also advised truckers with excess traffic that they might divert 
to others to abandon efforts to expedite the most profitable ship- 
ments to the inconvenience of shippers of less profitable traffic. 

“We have found a tendency in many parts of the country 
for common carriers who find themselves with more traffic than 
they can haul to be very choosy about what they carry,” he said. 
“Rather than report surpluses to joint information offices or to 
other carriers, they select the most profitable shipments, and 
permit the shippers of the less desirable traffic to wait and 
whistle. This, as you know, is contrary to all of the well recog- 
nized obligations and duties of a common carrier and cannot 
long be countenanced. If it is a question of rates, the regulatory 
bodies are available to correct any inequities. If it is a matter 
of just plain selfishness, some of the common carriers may find 
their status changed by the regulatory bodies, and themselves 
confronted with damage claims from shippers. I assure you 
that danger lies ahead if this type of conduct is continued, for 
atime of war and national peril is no time to engage in this 
type of selfish monkey business.” 

_ Mr. Scott said a proposal for rail-truck coordination, out- 
lined by someone he did not now “merely as a basis for discus- 
Sion,’ had been erroneously described as a proposed order of 
the O. D. T. He said neither he nor Director Eastman had seen 
the proposal. 

“T am sure,” he said, “that you can depend upon these 
facts: If there is to be any limitation of the length of motor 
hauls, it will be only after the most careful survey; it will be 
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based upon a compelling factual situation which makes the 
determination a necessary one; and there will be an opportunity 
for all classes of those interested to give us the benefit of their 
views.” 


Rail-Truck Coordination 


The Cleveland advisory committee to the O. D. T. on rail- 
truck coordination has submitted a report to V. V. Boatner, 
director of railway transport of the O. D. T., opposing the pro- 
posed rail-truck coordination order submitted to interested 
groups for study and comment last December (see Traffic 
World, Dec. 19, p. 1473). 

The report says the committee has studied the proposal 
thoroughly, from the viewpoint of its effect on the railroads and 
on the trucks, and that it has come to the opinion that, if the 
order were made effective in its present form, it would “bring 
on a chaotic condition.” Railroads and motor trucks, generally, 
it says, have now adjusted their schedules and services “to meet 
the present type of transportation required,” and those arrange- 
ments should not be disturbed. Much of the truck transportation 
is necessary because it gives shippers the kind of service they 
need and cannot get by rail, without reference to the distance 
of the haul, it adds, and truckers have provided themselves with 
special equipment for the handling of special types of freight. 
If their methods and types of transportation are ‘radically dis- 
turbed,” it says, the maintenance and manpower problems of the 
highway carriers “can become more acute.” 

The proposed order is framed on the theory that it would 
bring about “some improvement in the general transportation 
picture,” the report continues, whereas in actual practice, “the 
reverse would be true.” The order would not conserve equip- 
ment, it insists, and it would interfere with the efficient opera- 
tion of other existing O. D. T. general orders. 

The coordination of rail-truck transportation for hauls of 
over 300 miles, the report says, ‘‘would result in very serious 
delays to the movement of traffic, especially to vital war mate- 
rials’ and would “in many cases involve the closing down of 
vital productive industries” which would ‘hamper the war 
effort.” Except in specific instances, where individual routings 
could be worked out by shippers and carriers, the joint method 
would be “inefficient and impractical,” it adds. 

Coordinated rail-truck service would “result in a heavy in- 
crease in damage to materials in transit,” it says, because 
neither the rails nor the trucks were properly equipped to han- 
dle freight at interchange points. Loading, packing and marking 
methods differ on truck shipments from those on rail shipments. 
Industries have developed methods that work for each of these, 
it adds, which would have to be altered to fit joint movements. 
Packing methods and materials to meet the method requiring 
the greatest care would have to be used on all shipments, with 
resulting waste of critical materials and valuable manpower, 
it asserts. In addition, it points out, railroads would have to 
maintain stocks of materials for bracing, blocking, banding and 
wiring at interchange points and skilled crews to apply these 
safety devices wherever freight might be transferred from 
trucks to freight cars. Facilities for the transfer of freight from 
truck to car and from car to truck would also have to be pro- 
vided, it adds. 

In transferring from rail to truck, there would be the 
problem of having available the special types of trucks required 
to handle heavy and bulky shipments and commodities requir- 
ing special protection, the report says. The problems men- 
tioned would result in inefficiency which would cause shippers 
to use all-rail routes as much as possible, thus “disrupting the 
truck transportation system.” 

As to the railroads, it asserts that the proposed order 
“would make an impossible operation in order also to comply 
with O. D. T. general orders 1 and 18.” Further, the elimina- 
tion of rail hauls of less than 50 miles would be impossible, be- 
cause much of the short-haul traffic in iron and steel, coal, 
sand, gravel, slag and many other commodities was by rail and 
there would not be trucks of the proper type and in sufficient 
number to handle that traffic. 

The report also predicts labor troubles in the wake of 
such an order. Truck drivers prefer long trips, it says, and the 
elimination of them would cause an exodus of truck drivers 
to other industries, thus accentuating the already severe man- 
power problem. 

In order to effectuate the order, it says, a system of cer- 
tificates and permits would have to bet set up “in such a volume 
that it would put a great burden on the clerical forces of 
industry.” 

The report says there is “considerable merit” in the sug- 
gestion that the highway carriers handle all less-carload traffic 
within a radius of 100 or 150 miles from shipping points, “where 
efficient truck transportation is available.” It also advocates 
the freezing of labor in the transportation industry by the 
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War Manpower Commission; the consolidation of pick-up and 
delivery services for road-haul truckers and the railroads in 
terminal areas, and the institution of “strict priorities’ for 
materials and manpower to be used for truck maintenance 
“before any work is done on private automobiles.” 

C. T. Stripp, traffic manager, National Malleable and Steel 
Castings Company, is chairman of the committee. Other mem- 
bers are: 


H. D. Rhodehouse, general traffic manager, Republic Steel Com- 
pany; E. C. Robinson, traffic manager, Standard Oil Company of Ohio; 
M. M. Twohig, traffic manager, Willard Storage Battery Company; 
J. B. Sanford, general traffic manager, Sherwin Williams Company; 
M. K. DeWitt, traffic manager, Lamson-Sessions Company; R. F. Loh- 
man, traffic manager, Cleveland Cliffs Iron Company; H. J. Carroll, 
general traffic manager, Goodyear Tire and Rubber Company; A. Z. 
Baker, president, Cleveland Union Stock Yards. 





0. D. T. No. 18 Observance Urged 


W. H. Day, chairman of the special committee on emer- 
gency transportation matters of the National Industrial Traffic 
League, pointing out that the purpose of O. D. T. maximum 
carloading order No. 18 was to conserve cars and motive power, 
has informed members of the League that it is imperative that 
the provisions of the order, as amended, be observed with care, 
ot the end that thetransportation facilities of the country may 
be made available in the most efficient manner to the users 
thereof. Continuing, he said: 


Should it develop that the purport of O. D. T. No. 18 is being 
treated lightly or that its provisions are not being applied in the man- 
ner contemplated, there is grave danger of repercussions which might 
result in severe penalties being provided. 

Rumors are afloat that certain buyers and sellers of rail transpor- 
tation have reached understandings as to loading practices which do not 
conform either with the letter or the spirit of this order. It is sincerely 
hoped that League members are not parties to any such short-comings, 
but in case they are the undersigned committee sincerely hopes that 
in the interest of preventing more severe penalties the questioned prac- 
tices will be promptly discontinued. 

Members are also urgently requested to use their influences in ev- 
ery possible way to the end that shippers generally will faithfully fol- 
low the provisions of the order as amended, except of course when 
necessary to make application for permits, provision for which is made 
in the order. 

The time might soon be reached when, because of the intensity of 
the war program and the need for furnishing greater quantities of 
supplies to our rapidly increasing overseas forces, there will not be 
sufficient transportation facilities available to meet the needs of all 
shippers. Let it not be said that through carelessness or thoughtless- 
ness on the part of some shippers in not observing the spirit of O. D. T. 
No. 18, others might be deprived of adequate transportation facilities 
required by them to transport their goods. 

This suggestion is passed on to members by your emergency trans- 


portation committee in an endeavor to be helpful and for the common 
good, 


TRUCK COORDINATION MEETING 


At the final meeting in the series held in Chicago to pro- 
mote the coordinatiton of operations of motor common carriers 
serving defined areas, January 29, the group offering service 
between Chicago and the Twin Cities adopted a resolution call- 
ing for the appointment of a committee to prepare a plan for 
submission to the O. D. T. The action was in line with that 
taken by four other groups last week (see Traffic World, Jan- 
uary 30, p. 271). Stanley Wassie, Merchants’ Motor Freight 
Lines, St. Paul, Minn., was appointed chairman of the commit- 
tee, and Sam Shapiro, Hennepin Transfer Company, Minneap- 
olis, Minn., vice-chairman. 


CHICAGO STOCK YARDS TRUCK OFFICE 


Following a meeting with trucking company representa- 
tives at Chicago, January 29, John R. Scott, in charge of joint 
information offices under O. D. T. general order No. 13, said 
the truckers’ response to recommendations made by himself 
and others at the meeting concerning the use of the Chicago 
Joint Information Office was highly satisfactory. He said he 
had no doubt that the office would continue to function, and 
would function much more adequately than in the past. He 
declined to say what recommendations had been made or what 
action, if any, had taken place, adding that he would soon 
issue a statement at Washington, D. C., concerning the activi- 
ties of the Chicago and other mid-western information boards 
as he had found them on a two-week investigation trip. 

Ear! Girard, Fred Olson and Son, chairman of the Chicago 
board, presided at the meeting, which was attended by ap- 
proximately 200 truckers. He refused to say what had oc- 
curred at the meeting. Barney Cushman, Cushman Motor 
Delivery, a member of the board, said, however, that he would 
in a few days issue a statement concerning the board’s in- 
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tention to work toward increasing the use of live stock trucks 
moving west unloaded out of the Chicago Union Stock Yards. 
He indicated a committee would be set up to deal with that 
matter (see Traffic World, Jan. 30, p. 271). 

Mr. Cushman said, February 3, that the board had de- 
cided to open a branch information office at the Chicago Union 
Stock Yards February 8. He said the new office would remain 
open 24 hours a day. He said there would undoubtedly be more 
than enough freight available to load the empty trucks moving 
each day oua of the stock yards, but that not all of the trucks 
would be aavilable to handle the traffic. He said many of such 
trucks were either too small or were not adapted to handle gen- 
eral commadities, and clearances would be issued to those trucks 
enabling them to make empty return trips. In addition, he 
said, trucks would not be held longer than four or five hours 
for loadings, because they were needed to haul a great num- 
ber of loads of stock. 

He said the stock yards and downtown offices would no 
longer, after February 8, assess charges for services. Such 
charges would no longer be necessary because truckers in the 
Chicago area had pledged to contribute varying amounts of 
money sufficient in the aggregate to enable the offices to con- 
tinue functioning for the next six months. He said estab- 
lishment of the new office and the contributions of money had 
resulted from the discussion held January 29. That the 
truckers intended to make greater use of the offices was indi- 
cated, said he, by the fact that, since the meeting on January 
29, the downtown office had been “swamped” with requests 
for trucks to handle freight and with requests for loadings, 


Cars for Kerosene 


A war emergency measure calling for the use of converted 
container cars for the annual movement of at least 12,000,000 
gallons of kerosene into the New England States has been 
announced by Director of O. D. T. Eastman, following approval 


of the conversion program by the War Production Board. The 
O. D. T. said: 


One hundred of the cars will be converted and, it is anticipated, 
be in operation some time this month. Low-sided gondolas, each 
earrying five large steel tanks, the container cars will have a capacity 
of at least 8,500 gallons, each. Conversion of the entire 100 will re- 
quire a total of four and one-half tons of steel. 

The container cars, never before used for the transportation of 
petroleum products, now are in the cement trade. The importance 
of the traffic they will carry is indicated by the great extent to which 
kerosene is used in heating, cooking and lighting in the New England 
states. 

Mr. Eastman also reported that the Defense Plant Corporation has 
approved the construction of 50 ‘‘balloons’’ for installation in converted 
rail box cars for the emergency transportation of fuel oil. The linings 
for the box cars, Soldine Flexitanks, will be made of canvas processed 
with a rubber substitute. Each car will have a capacity of 10,000 
gallons. The corporation will finance the project, recommended by the 
VU. D. T: and approved by W. P. B. 

The lined box cars, preparation of which will require only a few 
weeks, will not be used for the movement of petroleum to the east 
but will carry fuel oil in other Sections of the country, releasing tank 
cars for Eastern or other essential service. 

The container cars, however, will be put on a specific Eastern run, 
transporting kerosene from Texas City, Tex., to Chelsea, Mass. The 
cars, owned by the L. C. L. Corporation of New York City, will be 
leased to the Pan American Petroleum & Transport Company, also of 
New York. 

It is estimated that in the first year of the operation of the con- 
tainer cars, during which time conversion of the cars and construction 
of some additional loading facilities will be effected, the emergency 
operation will cost about a cent and a half more per gallon than the 
conventional handling by tank car. In subsequent years, the additional 
cost of handling and transporting is expected to be less than a cent 
a gallon, 

Conversion and extra handling costs in connection with the use of 
the container cars will be covered by the Defense Supplies Corporation, 
the program having been designated as essential to the war program 
and feasible only as a war-emergency measure. 


oO. D. T. APPOINTMENTS 

Director Eastman of the Office of Defense Transportation 
has announced the resignation, effective Feb. 1, of C. E. Johns- 
ton, who has filled the office of associate director of the division 
of railway transport, in charge of the western region, since last 
March. Mr. Johnston has resigned, said Director Eastman, in 
order to devote his full time to his duties as chairman of the 
Western Association of Railway Executives. 

At the same time, Director Eastman announced that W. F. 
Kirk, assistant general manager of the Missouri Pacific, had 
been appointed to succeed Johnston. 

The O. D. T. has announced appointment of Alvin S. 
McEvoy to the position of associate director of its division of 
motor transport, succeeding Ray G. Atherton who resigned to 
become general manager of the American Trucking Associa- 
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tions. Mr. McEvoy had been serving as Mr. Atherton’s prin- 
cipal assistant since the latter’s appointment last March. Con- 
tinuing, the O. D. T. said: 


Mr. McEvoy has had long experience in the motor transport field, 
both with private concerns and with the government. In 1936, he was 
made a district supervisor in the Bureau of Motor Carriers, Interstate 
commerce Commission, holding that post until March, 1941, when 
he joined the staff of John L. Rogers, director of the division of motor 
transport. Prior to joining the staff of the Interstate Commerce Com- 
mission, Mr. McEvoy had served as superintendent of bus operations 
for the Wisconsin Motor Bus Lines and traffic manager of the Motor 
Transport Company, both of Milwaukee, Wis. 

He assisted Mr. Atherton in setting up and supervising the motor 
transport division’s field organization, now consisting of nine regional 
and 142 district offices. 


The O. D. T. has announced two promotions in the me- 
chanical section of the division of railway transport. Shannon 
Kuhn, formerly mechanical assistant, has been named deputy 
director, in charge of locomotive repair problems. J. D. Loftis, 
Jr., who has been serving as locomotive assistant, has been 
named to succeed Kuhn as mechanical assistant. 


SALARIES OF O. D. T. EMPLOYES 


The Office of Defense Transportation has informed the Sen- 
ate that, in reporting the salaries of employes receiving $3,000 
and over, it made a clerical error crediting Heston H. Walker, 
of the Washington office, with a salary of $5,600 a year whereas 
his salary is $3,800 (see Traffic World, Jan. 16, p. 133). 


EXTRA TRAIN PERMITS 


Operation of additional trains for accommodations of 
civilians employed at Camp Shanks, Orangeburg, N. Y., and of 
workers employed in shipyards and other war industries in 
the Camden, N. J., area, has been authorized by the Office of 
Defense Transportation in special permit O. D. T. 24-51, issued 
to the New York Central and in special permit O. D. T. 24-52, 
issued to the Pennsylvania-Reading Searshore Lines. 


“WAR WAGON TRAILER” DEMONSTRATION 


The “War Wagon Trailer,” described as the “latest inno- 
vation in unconventional passenger carrier equipment designed 
to insure the continued movement of war workers,” has had 
its initial tryout in a demonstration for officials of the Office 
of Defense Transportation, War and Navy Departments, the 
0. D. T. has announced. 

“This unorthodox bus-trailer, rolling on standard size auto- 
mobile tires,” says the O. D. T., “is the newest answer to O. 
D. T.’s efforts to promote the development and use of war 
worker transportation equipment which requires a minimum 
of rubber, steel and other critical materials.” 

The trailer coach, seating 24, consists of a coach body 
mounted on a modified farm-trailer chassis and attached by 
means of a steel shaft to a passenger sedan converted to ac- 
commodate 15 passengers, an over-all seating capacity of 39. 
It is made principally of wood and masonite, 12 feet long, 
7 feet wide, and 67 inches high, with an over-all height of 100 
inches from the ground to the roof. 


Revenue Freight Loading 


Revenue freight loading the week ended Jauary 30 totaled 
734,582 cars, according to the Association of American Rail- 
roads. This was 31,004 cars, or 4.4 per cent, above the preced- 
ing week, 80,983 cars, or 9.9 per cent, under the corresponding 
week last year, and 20,228 cars, or 2.8 per cent, above the cor- 
responding week of 1941. Detailed statistics prepared by the 
A. A. R. ear service division follow: 
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MOVEMENT OF COAL SHIPMENTS 

‘the Office of Defense Transportation has postponed until 
Marcn 1 certain permit requirements for the movement of coa 
on the Atlantic seaboard, through the issuance of suspension 
order O. D. T. 15, revised-2, permitting coal to move without 
Uv. WD. ‘1. permits from docks located north of and inciuding 
ine ampton Roads, Va., area. 

by definition, General Order O. D. T. 15, revised-1, which 
required permits for such movements starting Feb. 1, “docks” 
were limited to points at which coal was unloaded from a ves- 
sel. ln effect, it was stated, the postponement action was lm- 
ited to the transportation of coal inland from docks along tne 
coast of the New England states. ‘lhe suspension order was 
issued, 1t was explained, to allow shippers an opportunity to 
\aKe voluntary action to achieve the same ends sought by the 
permit requirement, that was, the movement of every coal 
snipment by the method and route allowing the greatest utiliza- 
tion of facilities, 

Solid Fuels Coordinator Ickes announced the cancelation 
of the request that anthracite producers concentrate shipments 
into eastern states that depended primarily on anthracite tor 
aomestic coal. ‘Lhe request was made as the result of the 
recent strike in the hard coal fields. 


Truck Unloading Delays 


Not much has been said publicly about the problem of de- 
lay in loading and unloading highway carrier equipment. The 
emphasis has been on railroad equipment. Reports of vigilance* 
committees of regional shippers’ boards show that considerable 
progress has been made—that the percentage of cars held over- 
time for loading and unloading has decreased materially since 
those committees were organized. On the other hand, delays 
to motor carrier equipment are on the increase. As motor car- 
rier counsel said in argument in a recent case before the Com- 
mission, ‘there is every indication that it (delay) will increase, 
at least until after this war.” 

There are no figures to show the trend in the highway in- 
dustry as in the case of railroads, where the car service divi- 
sion of the Association of American Railroads keep careful rec- 
ord of carse held overtime. In addition, truckers, increasingly 
harassed because their dwindling equipment is held long hours 
for unloading, are reluctant to make public complaint. They 
generally are frank to conféss to a fear of what they call 
“punishment by shippers.” Trucking companies are much 
smaller than railroad companies and their contacts with ship- 
pers are on a much more personal basis; hence, there is a 
tendency carefully to guard anything they might say about 
shipper practices because they fear the statements will be 
traced back to individuals and business lost thereby. They 
would very much like to see the shippers take over the policing 
of the matter, as they have done on the railroads. 

What little has become known about the seriousness of 
the situation has been learned through such gatherings as the 
meetings held last week in Chicago in an attempt to bring 
about more efficient use of highway equipment through emer- 
gency coordination (see Traffic World, January 30, p. 271). Al- 
though the conferences were closed, echoes of the complaints 
voiced in them about the failures of shippers to load and un- 
load trucks promptly—especially to unload promptly—were 
heard outside the room in which they were held. Some sugges- 

tions were made as to the desirability of truckers conferring with 
offending shippers to persuade them to change their practices. 
Considerable was said about the activities of the vigilance com- 
mittees actually intensifying the truck problem. It was said 
that shippers, in order to make good records in railroad car 
unloading for the vigilance committees, had permitted loaded 
trucks to stand at unloading platforms for days at a stretch 





Revenue Freight Car Loading—Week Ended Saturday, Jan. 30 


Grain and Live 
grain prod. stock Coal 
1943 49,952 13,322 169,830 
ORT MINN as aca cena cenemem 1942 47,629 11,517 155,610 
1941 30,507 10,411 152,157 
Preceding week Jan. 23.......... 1943 45,220 11,466 164,027 
Per cent increase Over...........- 1942 4.9 15.7 9.1 
Per cent decrease under.......... 1942 
Per cent increase over..........-: 1941 63.7 28.0 11.6 
Per cent decrease under.......... 1941 
1943 236,773 66,486 790,302 
Cumulative 5 weeks to Jan. 30 {se 208,430 64,640 797,292 
1941 153,801 57,132 729,171 
Per cent increase over...........- 1942 13.6 2.9 
Per cent decrease under.......... 1942 9 
Per cent increase OVer..........+- 1941 53.9 16.4 8.4 
Per cent decrease under.......... 1941 


ee 


Per cent to 15 average, 106.6 


Forest Mdse. 

Coke Products Ore L.C.L. Miscellaneous Total 
15,193 32,617 14,540 88,585 350,543 734,582 
14,569 48,764 13,342 151,786 372,348 815,565 
13,819 39,534 12,448 151,284 304,194 714,354 
15,136 33,669 13,559 84,487 336,014 703,578 

4.3 9.0 
33.1 41.6 5.9 9.9 
9.9 16.8 15.2 2.8 
17.5 41.5 

75,423 172,077 70,759 420,892 1,698,137 3,530,849 
71,449 207,934 65,183 710,927 1,732,624 3,858,479 
66,814 184,571 62,622 720,745 1,479,553 3,454,409 

5.6 8.6 
17.3 40.8 2.0 8.5 
12.9 13.0 14.8 2.2 
6.8 41.6 
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while they kept crews busy at freight car docks. There was 
even some suggestion, it was understood, that truckers ought 
lo report recalcitrants to the O. D. ‘I., but here, again, the 
lear was expressed that the shipper might find out who ‘turned 
him in,” with the result that the complaining trucker would 
lose business. 

individual truckers admit the seriousness of the problem. 
Coupied with the dwindling supply of motor vehicles, trailers, 
and tires, they point out, the loss of the use of the vehicies tney 
nave, even tor a few critical hours, means great hardship. 
Much, it not most, of the truck tratiic moves at night, with 
aelivery in the morning hours. ‘lhe practice is to get tne truck 
unioaded promptly, service it, and turn it loose tor loading tor 
movement the tollowing night. Delays in unloading unti late 
une lols1owing altternoon makes it necessary trequently to send 
ine vehicles out on the road again with insufincient checking 
anu neglected maintenance. ‘1his means greater wear and 
wear and the shortening of the life of the truck and trailer, in 
aadition to the intensuying of the element ot danger. ‘hose 
wno speak freely of these things to interviewers, invariably 
extract the promise that their names be not used in connection 
with what they have said. 

A graphic picture may be drawn, however, from the state- 
ments made at a number of hearings at Cleveland, O., Detroit, 
Mich., and Chicago last fall and tater reproduced in a briet 
tiled a tortnight ago with the Commission. These were in con- 
nection with an attempt on the part of the Detroit Board ot 
Commerce to obtain a Commission order requiring the amend- 
ment ot a rule providing multiple pick-ups and multiple de- 
liveries on truckload shipments of general commodities trans- 
ported between Detroit and points in Central Territory, so as 
Lo permit such multiple pick-ups and deliveries within the mu- 
nicipal limits of the origin and destination cities (see ‘lraffic 
world, January 23, p. 189). 

As quoted in the brief of the defendants, Witness Boulton, 
general traffic manager, Kramer Brothers’ Freight Lines, chair- 
man of the board of directors of the General-Central Eastern 
Conference, said there frequently was “considerable delay by 
smippers in unloading trucks.” He cited a specific movement 
ox tarpaulins from Carlisle, Pa., to Detroit, where trailers 
“spotted at the consignee’s place of business, remained there 
for three and four days.’”’ Witness Gerth, traffic manager, Red 
Star Transit Company, told about instances where his lines 
were unable to pick up outgoing loads in the evening, because 
consignees held trucks all day and overnight before unloading. 
Road-haul equipment, he said, “had been delayed as much as 
eight days at Cleveland, O.” 

A number of witnesses testified that the general average 
for all truck deliveries was between four and five hours. Taking 
the lower figure, Witness Chartier, secretary-treasurer, Na- 
tional Transit Corporation, calculated that the average cost 
tor making a pick-up or a delivery with road-haul equipment 
was $17.92. The big item in making local deliveries was ‘‘the 
loss of time incurred in waiting to load or unload,” he said. 

Although all this testimony was introduced merely to op- 
pose proposals for multiple pick-ups and deliveries, it also 
served to confirm fragmentary information about the problem 
of unloading delay. In the argument appended to the brief, 
Walter N. Beinman, for the Motor Carriers’ Central Freight 
Association, and Frank C. Hefferren, for the Central States 
Motor Freight Bureau, said: 

“Probably the greatest objection to performing a split 
pick-up or delivery is the long delays encountered while wait- 
ing to pick up or deliver shipments at congested shipping plat- 
forms. Not only has this condition existed and continues to 
exist, but there is every indication that it will increase, at 
least until after the present war.” 


Organization Proposed 


A group of representatives of shippers in the Chicago 
metropolitan area met with representatives of the Commis- 
sion, the O.D.T., and the Army, February 4, to discuss the 
possibility of setting up an organization, along the lines of 
the vigilance committees of the shippers’ advisory boards, to 
promote the efficient use of highway transportation equipment. 
A. H. Schwietert, traffic director, Chicago Association of Com- 
merce, called the meeting after consultation with a number 
of those interested. 

Among the government and military men who spoke of 
the necessity for immediate and forceful action to prevent 
delays in truck loading and unloading and other matters af- 
fecting the efficient use of trucks were Harry Gormley, re- 
gional manager, O.D.T.; Col. Dan Hardt, in command of the 
Army transportation corps in the Chicago area, and Frank 
Purse, district director of the Commission’s motor carrier 
bureau. 

It was agreed that the shippers should select a committee 
of five to act jointly with a similar committee of truck drivers 
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in developing plans for the establishment of some sort of 
vigilance organization. The problem, it was pointed out, la 
not only in delays for which shippers were responsible, but jp 
inefficiencies resulting from improper scheduling on the part 
of the operators, employe carelessness, and increasing dif}. 
culties among operators at interchange points. 

Shipper and truck operators’ committees were to mee 
separately the morning of February 8 and jointly the after. 
noon of that day. ; 


The following were appointed to the shippers’ committee: 


Mr. Schwietert, chairman; W. B. Dalton, assistant general traffic 
manager, Kraft Cheese Company; G. E. Riley, traffic manager, Uniteg 
States Gypsum Company; C. D. Couch, divisional traffic manager. 


Glidden Company; O. B. Higgins, general traffic manager, Montgomery 
Ward and Company. , 


_ In addition to these, the following were present at the 
shippers’ meeting February 4: 


S. L. Felton, general traffic manager, Acme Steel Company; E, J, 
Leger, general traffic manager, Butler Brothers; W. J. Callahan, Swift 
and Compar.y; C. A. Lando, Cudahy Packing Company; Peter J. Klein 
traffic manager, Cracker Jack Company; E. F. Scott, general traffic 
manager, Beatrice Creamery Company; C. W. Hester, district traffic 
manager, American Smelting and Refining Company; E. F. Stecher. 
general traffic manager, Stewart-Warner Corporation; J. O. Baumle 
sears Roebuck and Company. 


Mr. Purse said the personnel of the truckers’ committee 
would probably not be selected until February 6. 


GASOLINE FOR TRUCKS, ETC. 


Vehicles carrying “Certificates of War Necessity” are now 
permitted to use credit cards at service stations and to obtain 
gasoline at stations operating on a 24-hour-a-day basis, Deputy 
Petroleum Administrator for War Ralph K. Davies has an- 
nounced. 

Under fuel rationing procedures for commercial motor 
vehicles now in effect, no operator need do without gasoline 
while his application for a Certificate of War Necessity or a 
request for an adjustment of his certificate is pending, Director 


Eastman, of the Office of Defense Transportation, has an- 
nounced. 





BUS AND TRUCK TIRES 


The Office of Price Administration has amended its reg- 
ulations to permit interstate bus and truck operators to obtain 
tires if they show they have applied for certificates to operate 
from the Commission and that the Commission has authorized 
them to operate, pending final decision on their applications. 
Approximately 4,200 bus and truck operators ware involved, 
said the O. P. A. Another change announced was that required 
statements may be made by operators of the vehicles, instead 
of as formerly, by the owners. The O. P. A. said this relieved 
owners from certifying to the operations and inventories of 
those to whom they had leased busses or trucks. 


SOUTHEAST ADVISORY BOARD 


R. A. McCaffrey, southern traffic manager, United States 
Pipe and Foundry Company, Birmingham, Ala., and general 
chairman for the Southeast Shippers’ Advisory Board, has 
announced that the board will celebrate its twentieth anniver- 
sary at its regular quarterly meeting at Atlanta, Ga., March 
10 and 11. Guests of honor will include: Donald D. Conn, 
executive vice-president, Transportation Association of America; 
A. G. T. Moore, traffic manager, Southern Pine Association, 
New Orleans, first general chairman of the board; A. S. Lucas, 
Birmingham, first general secretary; W. C. Kendall, chairman, 
car service division, Association of American Railroads, Wash- 
ington, D. C. 


PACIFIC COAST CARLOADING FORECAST 


Reports of commodity carloading committees of the Pacific 
Coast Transportation Advisory Board indicate a decrease from 
466,016 to 452,083, or 3 per cent, in the loadings in that area 
of thirty commodities covered in the first quarter of 1943 
under those of the first quarter of 1942. Heavy decreases were 
predicted in the loadings of edible nuts, 69.8 per cent; agricul- 
tural implements and vehicles, 42.8 per cent; rice, 41.9 per cent; 
cotton, 36.8 per cent; less-carload merchandise, 34.5 per cent, 
and raw wool, 29.1 per cent. More important increases included 
hay, straw and alfalfa, 232 per cent; cement, 69.1 per cent; 
potatoes, 59.9 per cent; brick and clay products, 46 per cent: 
machinery and boilers, 44.4 per cent; sugar, 43.2 per cent; drie 
fruits, 43.2 per cent, and grain, 39.7 per cent. 

The next meeting of the board will be held at the Palace 
Hotel, San Francisco, Cal., March 18 and 19. 
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Jeffers and Rubber Program 


Top priority ratings have been granted, under terms of a 
“special directive” prepared by_ Chairman Nelson of the War 
production Board, to materials required for the facilities 
needed to produce, annually, about 41 per cent of the total an- 
nual synthetic rubber output recommended in the Baruch com- 
mittee’s report (see Traffic World, Jan. 30), according to infor- 
mation obtained at the W. P. B. 

Chairman Nelson’s directive, it was stated, meant that Rub- 
ber Director Jeffers now had an immediate “go-ahead” signal 
for construction of synthetic rubber plants whose ultimate ca- 
pacity would amount to 452,000 tons a year, and that lower 
priority ratings would provide for the construction, as materials 
became available under those ratings, of the additional plants 
needed to produce the difference between 452,000 tons and the 
total of 1,100,000 tons of synthetic rubber recommended by the 
Baruch committee. 

Mr. Jeffers, according to informants at the W. P. B., had 
asked originally for a top priority rating for 65 to 70 per cent of 
the materials needed for the synthetic rubber program, but had 
later revised his request to a “rock bottom” figure of 49.5 per 
cent. Asked for comment on Mr. Nelson’s directive, he observed 
that “you don’t get everything you want in this world.” 

“T came down here to get the rubber program through,” he 
said, “and I am going to get the rubber program through, come 
hell or high water, and you can quote me on that.” 

The W. P. B. priorities order for synthetic rubber produc- 
tion cleared the way, it was stated at the W. P. B., for facilities 
for an ultimate annual output of 435,000 tons of “Buna S” rub- 
ber, 10,000 tons of Neoprene, and 7,000 tons of butyl. 

In testimony at a hearing held jointly by the House mili- 
tary affairs and naval affairs committees, Feb. 1, Rubber 
Director Jeffers showed that he was carrying on a fight to 
obtain rubber for trucks, busses, and certain other vehicles 
he considered essential to the domestic economy, in the face 
of contentions by Undersecretary Patterson of the War De- 
partment and Undersecretary Forrestal of the Navy Depart- 
ment that rubber allocations for such vehicles should be 
sharply curtailed, at least. 


With respect to the assignment of priorities by the War 
Production Board for materials and machinery for synthetic 
rubber plants, Mr. Jeffers said there was a need for “two- 
fisted direction” and for the issuance of clear-cut priority 
orders that would ‘stick.’ He said he was not sure that he 
understood fully the meaning of the W. P. B. directive under 
which top priorities had been granted to equipment sufficient 
for between 41 and 44 per cent of the synthetic rubber plant 
capacity that had been contemplated by his office, pursuant 
to the Baruch committee’s recommendations, but that he un- 
derstood that Chairman Nelson planned to act to clarify the 
directive. 


Mr. Jeffers, when asked if it was not true that Chairman 
Nelson of the W. P. B. now had the responsibility for assign- 
ing priorities, said he was not so sure that Mr. Nelson did the 
deciding. 

‘a - pretty much of a board of directors, I’d say,” he 
added. 

He said he had no quarrel with Mr. Nelson and that Mr. 
Nelson had done ‘“‘the best he could.” 

“My notion is,” he continued, “that Mr. Nelson is some- 
what reluctant to make a decision that he knows does not meet 
the views of the army and the navy.” 

Mr. Jeffers read an excerpt from a letter signed by Under- 
secretary Patterson, of the War Department, to the effect that 
rationing regulations should be revised so as to prohibit the 
use of passenger cars except for necessary hauls and that 
long-distance hauling of passengers and freight by commer- 
cial vehicles should be stopped. He also read an excerpt from 
a letter signed by Undersecretary Forrestal of the Navy De- 
partment, containing a suggestion that all crude rubber issues 
for other than direct military uses be stopped, and an asser- 
tion that there was enough rubber on the trucks and busses 
now in operation to last for the remainder of the war. 


Eastman’s Comment 


Mr. Jeffers said he had asked Director Eastman, of the 
Office 6f Defense Transportation, for comment on those pro- 
Dosals, and that Mr. Eastman, replying to that request on 
Dec. 19, 1942, had stated that it was his “considered opinion” 
that adequate issues of rubber for commercial vehicles must 
€ made, even if it necessitated some reduction in military 
needs. Mr. Eastman contended, said Mr. Jeffers, that a short- 
age of tires for commercial vehicles would hinder military 
Production. 

‘Tl'm not a ‘business-as-usual’ man,” Mr. Jeffers said. “I 
know the army and navy must have weapons to fight a war. 
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I know, also, that this country cannot be taken off rubber 
without suffering domestic collapse. There must be rubber 
to take care of essential driving. ... I don’t contend we can 
fight the enemy with rubber, but I do contend we cannot win 
the war without rubber. ... It seems to me the job of the 
army and the navy is to fight, and not to run business and the 
domestic economy.” 

In emphasizing the importance of bus transportation, Mr. 
Jeffers said there were 85,000 school busses, 40,000 busses in 
urban service, and 21,000 busses in intercity service. To stop 
busses would be to stop schools, he added. He averred that 
maintenance of farmers’ transportation was necessary. He 
said he was entirely out of sympathy with the views ex- 
pressed by “the army, the navy and the O. P. A.” that cer- 
tain traveling men were not essential. Some traveling men 
were “absolutely necessary” to keep small business men in 
business, he declared. 

He said that “Mr. Madigan” (Michael J. Madigan, identi- 
fied in the Congressional Directory issued in January, 1943, 
as an expert consultant to the Undersecretary of War), was 
the army’s rubber expert, but that Mr. Madigan “continues 
to inject himself into the rubber program for which neither 
he nor the army is responsible.” (Mr. Madigan and Under- 
secretary Patterson sat about 10 feet back of Mr. Jeffers at 
the hearing.) 


“Expediters” and War Production 


In a discussion of the words “loafers” and “expediters” 
as he had used them in an extemporaneous statement in Balti- 
more (see Traffic World, Jan. 30, p. 275), Mr. Jeffers said he 
referred to employes in unnecessary jobs as “loafers” and that 
his criticism of army and navy expediters was directed at the 
exercise by such officers of the duties of plant superintendents 
and foremen. He said he had received a letter from a defense 
worker congratulating him on his statement that “loafers” 
were hindering production and expressing the hope that Mr. 
Jeffers had “started things moving in the right direction.” The 
navy now had between 10,000 and 15,000 expediters in war 
plants and were still looking for more expediters, he said. 
He read a notice published in the Boston Post of Jan. 22 stat- 
ing that the navy needed 40 men as expediters in production 
of products under navy contracts, “to break individual bottle- 
necks.” He said his idea of an expediter was a man who saw 
to it that materials needed for an operation reached the point 
of production at the right time, and that he recognized a 
necessity for such men. He knew inspectors also were neces- 
sary, he said. : 

“But I’m talking about expediters and inspectors who feel 
it is their job to take over production and tell the superin- 
tendents of the plants how to run their plants,” he declared. 

Mr. Jeffers outlined the competition for priorities for 
materials and machinery for his synthetic rubber program, 
for the high octane gasoline program for the armed services, 
and for the construction of escort vessels for the navy. Since 
Nov. 30, he said, there had been a “continuous and non- 
resilient” discussion between rubber program spokesmen and 
the armed services about the question of priorities. 

“T insist,” he said, “that it is possible to increase produc- 
tion to the point where all of these programs can be met... . 
The whole situation demands direction. It must be done; it 
can be done.” 

Mr. Jeffers said that any criticism he had made of the 
progress of the synthetic rubber program had been “mild” as 
compared with the criticisms made by the Baruch committee. 
The synthetic rubber program had made little progress, he 
said, because of “clashes of personalities, too much divided 
authority, and too little two-fisted direction.” 

He said more had been accomplished in the last month 
than in the last year. 

“Up to this day,” he added, “not a pound of synthetic 
rubber has been made in a government-owned plant. We have 
not fully tapped the production facilities of this country. 
There is still plenty of production capacity. . . . Industry needs 
somebody to tell it what to do... .” 


Present Status of Program 


Mr. Jeffers asked his deputy, Bradley Dewey, to answer 
auestions about the present status of the government’s syn- 
thetic rubber program. Mr. Dewey stated that the question of 
how far the new allocation of priorities for that program would 
go toward meeting demands for rubber was akin to the proposi- 
tion that “if we had some ham, we would have some ham and 
eggs, if we had some eggs.” He said that 100.000 tons of rubber 
represented the “absolute” minimum or “deadline” of “what 
we have to have,” and that if the plants could be built as fast 
as contemplated, “with the priorities we think we have,” and 
if they would go into production as rapidly as planned, there 
would be a supply of 109,000 tons of crude and synthetic rubber 
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at the end of 1943. From that point on, the production curve 
would be upward, he said. The new priorities allocation was 
intended solely to provide enough plants to stop depletion of 
the nation’s rubber inventory, he averred. He said about 65 
synthetic rubber plants were embraced in the government’s 
program, in addition to plants for production of the component 
materials. The percentage of government plants using alcohol 
from grain for rubber production would be about 35 per cent 
of the total of “Buna S” plants, he said. 

Mr. Jeffers said four private synthetic rubber plants were 
now operating, that their total annual output was about 10,000 
tons, that no additional privately-owned plants for such produc- 
tion were being built, and that he was not prepared to say 
whether alcohol or petroleum would be cheaper as a rubber 
production material after the war, but that he was “inclined 
to believe” that alcohol would be. He said the synthetic rubber 
production goal was over 1,000,000 tons a year by the end of 
1944. 

“One thing I want to say,” Mr. Jeffers observed, “is that 
never again should this country depend on rubber from sources 
as far away as Malaya.” 

Asked whether his program had been delayed because of 
fears of such officials as Vice-President Wallace that friendly 
relations of the United States with other nations would be im- 
periled if this country became self-sustaining as to rubber re- 
quirements, Mr. Jeffers said such theories had not impeded his 
program “in the slightest.” He said he doubted the need for 
legislation to remedy the situation, adding that he thought the 
problem had had “a sufficient airing, so that we will get de- 
cisions.” 

Mr. Jeffers refused to identify any specific plants having 
“expediter trouble” or any specific “loafers,” contending that 
the situation with respect to expediters and “loafers” was a 
matter of common knowledge and that the committee could de- 
velop this information if it desired to do so. 

Asked whether he had submitted his statement to Elmer 
Davis, head of the Office of War Information, before appear- 
ing before the committee, Mr. Jeffers said that the statement 
was his own and that he had “submitted it to nobody.” Repre- 
sentative Maas, of Minnesota, who had made that inquiry, said 
that Mr. Jeffers was “one of the few who has given us the 
impression he was talking without strings attached.” 


Patterson Suggestions 


Undersecretary Patterson, of the War Department, in tes- 
timony before the joint committee, read the full text of the 
letter to Mr. Jeffers, concerning rubber conservation, to which 
Mr. Jeffers had referred. Mr. Patterson’s letter contained 
seven suggestions: 


(1) Limitation of passenger automobiles, through gasoline ration- 
ing restrictions, to eliminate all but essential driving; (2) elimination 
of unnecessary uses of commercial vehicles, including transportation 
of beverages; (3) elimination of long-distance hauling of passengers 
and freight by busses and trucks; (4) purchase or requisitioning of 
surplus bus and truck tires by the federal government; (5) purchase 
or requisitioning of spare tires of passenger cars; (6) reduction of 
the amount of crude rubber in bus and truck tires, and (7) purchase 
or requisitioning of all passenger automobiles in excess of 20 million. 
Mr. Patterson cited estimates that about 3,000,000 families owned two 
or nore automobiles each, and that there were 7,000,000 ‘‘excess’’ cars 
in that category. 


He said it was his firm conviction that all those meas- 
ures were required. He said the requirements for synthetic 
rubber production should be balanced with the requirements 
for producing high octane gasoline for the army air forces 
and escort vessels for the navy. 

“In figuring what is essential,” he said. “we must take 
into account what a desperate war we’re in.” 

Granting top priorities to 100 per cent of the synthetic 
rubber program as outlined in the Baruch committee report 
would be fatal to the army and navy requirements for high 
octane gasoline and escort vessels, respectively, he averred. 
He said Mr. Jeffers, early in January, had striven to obtain 
top priorities for 90 per cent of his “Buna S” synthetic rubber 
program, which called for production of 845,000 tons. 


Mr. Patterson said that, so far as the army was con- 
cerned, there was no basis whatever for the charge that “ex- 
pediters” were impeding the war production program. 

Undersecretary Patterson defined “expediting” as “trouble- 
shooting,” and observed that Lieutenant General Knudsen was 
the War Department’s “No. 1 trouble-shooter.” Mr. Jeffers 
himself had expediters in his organization, he said. He stated 
that he had received no complaints from industry about “loaf- 
ers.” He expressed the belief that Mr. Jeffers had made his 
charges about “loafers” and “expediters” because of irritation 
over the demands of the army and the navy for priorities that 
meant curtailment of the synthetic rubber program as orig- 
inally planned. There would be a shortage of high octane 
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gasoline in 1943 because of the priorities competition with syn. 
thetic rubber, he declared. 

Undersecretary Forrestal stated in his testimony that 
Chairman Nelson of the W. P. B. had submitted the three. 
sided controversy over equipment priorities to Stabilization 
Director Byrnes for a decision, and that the allocation of priori- 
ties to the rubber program, to the extent shown in Mr. Jeffers’ 


testimony, was the result of Director Byrnes’ decision. Mr. 
Forrestal said that that action would interfere with the navy’s 
escort vessel program, but that with careful scheduling these 
vessels might be constructed within a reasonable time. To a 
suggestion that Mr. Jeffers might be commissioned in the navy, 
as Mr. Knudsen in the army, Mr. Forrestal said that “in al] 
sincerity” he would like to see Mr. Jeffers in any job in the 
Navy Department. 

Referring to Mr. Jeffers’ criticism of Mr. Madigan’s ac- 
tivities, Mr. Patterson said that Bernard M. Baruch had told 
him that Mr. Madigan’s work in the field of synthetic rubber 
was of the highest order and that Mr. Madigan “ought to have 
a distinguished service medal.” Mr. Forrestal said he agreed 
thoroughly with Mr. Patterson’s statement about Mr. Madigan. 

In a letter to Representative Thomason, Undersecretary 
Patterson said, with respect to Mr. Jeffers’ statement that not 
one vound of synthetic rubber had been produced in govern- 
ment-owned plants, that records of the Rubber Reserve Cor- 
poration showed that 8,000,000 pounds had been produced and 
that Mr. Jeffers’ statement therefore was incorrect. 


Nelson Statement 


Chairman Nelson, of the War Production Board, issued a 
statement “to clarify the position” taken by the board “on the 
acute problem of rubber supply.” In it he said rubber produc- 
tion was one of five “must” production problems and that com- 
parable in urgency were the programs for high octane gasoline, 
airplanes, merchant ships and escort vessels. 

“We cannot permit any of these programs to lag behind 
essential requirements; and we are not permitting that to hap- 
pen,” said he. “Naturally, and quite properly, the adminis- 
trator of each of these crucial programs regards his particular 
needs as being the most important, and wants a concentration 
of materials and manpower to aid production in his field. That 
is good. I would not have it otherwise. On the other hand, it 
must be recognized, and is recognized by most of the experi- 
enced men concerned, that to favor any one major production 
program at the expense of the others, might be to place the 
entire war effort in jeopardy. . . What we have done with re- 
snect to rubber and the other major programs represents this 
board’s considered judgment as to the means by which the 
needs of this nation at war can best be served—not any one 
economic section of the nation, but the nation as a whole. . 
It is not for me to rest our production programs on easy and 
sweeping generalizations.” 

Mr. Nelson said that steps had been taken to assure com- 
pletion, by mid July, of the initial phase of the total projected 
synthetic rubber program. By that time plants capable of 
rroviding 435,000 tons of Buna S rubber should be in operation. 
He said the 435,000 tons would be approximately 55 per cent 
of the Buna S rubber called for by the Baruch report. He said 
the supply of natural rubber was diminishing each day toward 
the vanishing point and could only be replaced by new syn- 
thetic rubber. Mere conservation of the present rubber supply 
would not solve the problem, said he. Hense, he said, direc- 
tives were issued to make sure that at least 55 per cent of 
the Buna S program would be in production before the point 
of danger was reached. Clearly, he said, this had to be done 
even if the critical materials called for were in demand for 
other programs. : 

Mr. Nelson. said the W. P. B., thus corrected an impres- 
sion that, in giving directives for 55 per cent of the Buna S pro- 
pram. he had, in effect, cut the entire rubber schedule to 55 per 
cent. Quite to the contrary, it said, the action simply meant 
that 55 ver cent of the plan capacity would be assured to com- 
pletion and operation in the next several months. adding that 
now that this part of “our capacity” was provided with — 
tainty the remainder of the synthetic rubber program woul 
go forward in proper balance with the other acute needs. 

“This schedule is consistent with the overall requirements 
of the war effort.” said Mr. Nelson. “It is the function of this 
board, through the rubber director, to procure and produce 
rubber like all other supplies and materials, and thus to make 
for the most efficient conduct of the war as a whole.” 


Tire Conservation 


Rubber Director Jeffers, in a letter to commercial motor 
vehicle fleet operators, has requested the truck owners and 
their operating forces to “back up a renewed drive for truck- 
Mr. Jeffers said the need of conserving 
He advocated, among 


tire conservation.” . 
rubber was more pressing than ever. 
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other things, observance of the 35-mile speed limit, prevention 
of overloading and of over-inflation in accordance with sched- 
ules and ratings of the Tire and Rim Association, and frequent 
inspection of tires. 

“Every pound of rubber needlessly lost is very literally a 
pound re rubber taken away from our armed forces,” Mr. Jef- 
fers sald. 


Petroleum Transportation 


In announcing that deliveries of petroleum and its products 
by tank car to the east coast in the week ended Jan. 23 averaged 
798,552 barrels a day, about 2% per cent less than the daily 
average of the preceding week, Petroleum Administrator Ickes 
said that developments in the east coast oil supply situation had 
been “neither better nor worse than we anticipated.” 

“The second week of box car shipments of kerosene to New 
England,” he said, “showed 182 cars shipped, an average of 
4,937 barrels per day—an increase of 97 cars or 3,265 barrels per 
day. The War Production Board has just made 300,000 addi- 
tional drums available for this service to New England. The 
various oil companies are completing plans and rearranging 
handling facilities to get the maximum possible volume of kero- 
sene delivered by this method during the remainder of the 
heating season. 

“A full pipeline stream of gasoline started flowing from the 
newly completed Ohio Emergency Link pipeline into the Susque- 
hanna pipeline at Randolph, O., from which point it will be de- 
livered to the east coast. This will not increase total gasoline 

deliveries to the east coast, but it will release tank cars which 
have been used previously in a shuttle service across Ohio to the 
west end of the Susquehanna line. These tank cars can now 
be used for fuel and heating oil service. . . . Domestic heating 
oil is moving in increasing volume from Texas and Louisiana 
to Helena, Ark., via pipeline, thence via barge to Cincinnati, O., 
from which point it moves into the east by tank car.” 

Secretary Jones, of the Commerce Department, has an- 
nounced completion of an 82-mile pipeline, of 8-inch diameter, 
costing about $1,400,000, for transportation of gasoline from a 
point near Fostoria, O., to a point near Akron, O. He said that 
the project was sponsored by the Petroleum Administration for 
War and was financed and owned by the Defense Plant Corpo- 
ration. The announcement showed that this was the “Ohio 
Emergency link” pipeline referred to by Mr. Ickes. It said the 
line would be operated by the Ohio Emergency Pipeline Co., 
owned by the Standard Oil Co. of Ohio, Sun Oil Co. and Shell 
Oil Co. 

Senator Walsh, of Massachusetts, has inserted in the Con- 
gressional Record a letter addressed to him by R. L. Minckler, 
director of petroleum supply in the P. A. W., and a memoran- 
dum from the navy, concerning concrete pipe oil lines. Mr. 
Minckler said in his letter that his office had no reason to be- 
lieve that present petroleum storage facilities in New England 
would be inadequate for handling “any stocks which we can rea- 
sonably expect to accumulate this summer.” The navy 
memorandum, signed by Captain James A. Saunders, con- 
tained the information that the use of concrete for large fuel-oil 
pipelines was not practicable, for the reason that concrete pipe- 
lines required double the number of pumping stations and dou- 
ble the amount of pumping equipment that steel pipelines re- 
quired, pressures of 900 to 1,100 pounds a square inch being 
employed with steel piping, as against 200 pounds a square inch 
with concrete pipe. : 

Applications for more than 320 of 892 new tank semi-trail- 
ers, production of which was recently authorized by the War 
Production Board to help “beat” the nation’s petroleum trans- 
port crisis, have been approved by the Office of Defense Trans- 
portation, Director Eastman has announced. . 

Mr. Eastman indicated that within two months, possibly 
sooner, most of the new units would be in the hands of op- 
erators and releasing rail tank cars for longer hauls. Already, 
he said, diversion of short-haul movements had made .some 
14,000 tank cars available for the long shipments for which they 
were most effective. 


At the same time, the O. D. T. director announced the War 
Department had agreed that purchasers of the new semi-trail- 
ers would be eligible for certificates of necessity allowing them 
to amortize their investments in the units over either a five- 
year period or the period elapsing between the purchase and 
the end of the war emergency. The O. D. T. said: 


The plan is designed to protect operators on their investment in 
equipment which is essential to the war program and which the opera- 
tors would not buy under normal circumstances. Under its provisions. 
operators will not have to extend amortization over a five-year period 
if the war emergency ends sooner, but will be allowed to depreciate 
their investments in the war-essential units against the earnings which 


accrue during the period between their purchases and the end of the 
emergency. 
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The new units are being allocated by the O. D. T. and the War 
Production Board under W. P. B. General Conservation Order M-100, 
which provides for the rationing of new commercial motor vehicles. 
Operators desiring new semi-trailers or tractors submit their applica- 
tions to O. D. T. local allocation officers, located in 80 cities throughout 
the nation. 


The Office of Defense Transportation has reported suspen- 
sion by the state of Mississippi of its law forbidding tank cars 
of petroleum products to be unloaded within 24 hours after 
delivery. 

Informed by the O. D. T. that the law interfered with the 
O. D. T.’s efforts to accelerate the movement of petroleum, it 
was stated, Governor Paul B. Johnson and Motor Vehicle Com- 
missioner Frank Mize moved swiftly to suspend the regula- 
tion for the furtherance of the war effort. Governor Johnson's 
executive order, the O. D. T. said, granted official “permission 
for immediate unloading, upon arrival, of gasoline and oil, or 
either, transported by any person engaged in the business of 
transporting petroleum products, whether a common carrier or 
otherwise, and whether by rail, water, or pipeline, to points 
within the state of Mississippi for the duration of the war or 
until such time as the governor and the motor vehicle com- 
missioner of Mississippi shall rescind this order.” 

Petroleum Administrator Ickes announced at his press 
conference, Feb. 4, that deliveries of petroleum and its products 
by tank car to the east coast the week ended Jan. 30 averaged 
796,485 barrels a day. A total of 71,547 tank cars were now 
in service to the east coast area, it was said. 

Jesse Jones, Secretary of Commerce, has announced that 
the Defense Plant Corporation, subsidiary of the Reconstruction 
Finance Corporation, has authorized contracts approximating 
$185,000 for the conversion of 100 railroad box cars for the 
transportation of fuel oil and petroleum products to the eastern 
seaboard states. Said he: 


Fifty of these box cars are to be equipped with ‘‘flexi-tanks’’ by 
the Flexi-tank Corporation of Chicago and the remaining fifty box cars 
will be equipped by the U. S. Rubber Company with the ‘‘mareng-cell,’’ 
which is a patent process owned by the Glenn L. Martin Company of 
Baltimore, Md. The first of these cars will be received in about two 
or three weeks. 

The method of conversion is similar. Four canvas ‘‘tanks’’ or 
“‘cells’’ treated with a synthetic elastic material to make them im- 
pervious to leakage are fitted to racks installed in each box car. The 
“‘tanks’’ or ‘‘cells’’ are fitted with valves and pipes for rapid loading 
and discharge. An average box car with a load capacity of 40 tons 
can thus transport 10,000 gallons of fuel oil or other vital petroleum 
products. 


The Office of Defense Transportation is sponsoring these projects. 


W. P. B. Rolling Stock Control 


Orders for 15,000 of the 20,000 freight cars authorized by 
the War Production Board for the first half of 1943 have been 
placed with car builders, as of February 3, it is stated at the 
office of Andrew Stevenson, director of the board’s transporta- 
tion equipment division. 

The allocation of materials for 20,000 cars was announced 
November 19, 1942, by Mr. Stevenson (see Traffic World, Nov. 
21, 1942, p. 1251, and Nov. 28, p. 1302). 


Though the allocation announcement was made November 
19, it was pointed out by railroad spokesmen, the placing of 
orders did not begin immediately thereafter because the car 
builders had to obtain from the W. P. B. the number of cars 
each builder might construct. Orders for new cars must be 
cleared through the W. P. B. Railroads, it was stated, were 
not holding back with respect to ordering the cars authorized 
but were ready to place orders as soon as that could be done 
under W. P. B. procedure. 


On an annual basis, it is pointed out, if the W. P. B. fol- 
lows through for the last half of this year on the same basis 
as the first half, materials will be allocated for 40,000 cars. 
The railroads asked for approval of a program calling for 80,000 
new freight cars for 1943. The O. D. T., in its recommendations 


to the W. P. B., is understood to have recommended around 
74,000 cars. 


RAIL PASSENGER STATISTICS 


Passenger revenues of Class I steam railways, including 
switching and terminal companies, totaled $59,500,112, in 
coaches, and $44,330,128, in parlor and sleeping cars, for Octo- 
ber, 1942, as compared with $21,431,617 and $17,272,926, re- 
spectively, for October, 1941, according to a compilation by 
the Commission’s Bureau of Transport Economics and Sta- 
tistics of passenger traffic statistics, other than commutation, 
statement M-250. 

For the ten months ended with October, 1942, passenger 
revenues totaled $416,236,366 in coaches, and $342,901,151, in 
















































































































































































































































































































































































322 





parlor and sleeping cars, as against $213,864,820 and $172,- 
208,056, respectively, for the corresponding period of 1941. 

Revenue passengers carried for October, 1942, totaled 
34,044,314 in coaches, and 4,562,103 in parlor and sleeping 
cars, aS compared with 18,756,234 and 2,030,543, respectively, 
for October, 1941. For the ten months ended with October, 
1942, revenue passengers carried totaled 280,384,965 in coaches, 
and 36,722,609 in parlor and sleeping cars, as compared with 
189,261,329 and 20,002,247, respectively, for the corresponding 
period of 1941. 


Revenue Trafiie Statisties 


Revenue tons carried one mile by Class I steam railways, 
exclusive of switching and terminal companies, totaled 62,- 
160,196,000 for October, 1942, as compared with 47,734,400,000 
for October, 1941, and 526,054,446,000 for the ten months 
ended with October, 1942, as against 391,117,905,000 for the 
corresponding period of 1941, according to a compilation by 
the Commission’s Bureau of Transport Economics and Sta- 
tistics of revenue traffic statistics of those roads, statement 
M-220. 

Revenue tons carried amounted to 272,416,979, for Octo- 
ber, 1942, as compared with 227,701,706 for October, 1941, and 
the freight revenues for the respective periods were $587,- 
859,406 and $440,287,952. For the ten months ended with 
October, 1942, revenue tons carried were 2,342,192,382, and 
freight revenues were $4,880,423,950, as compared with 
1,895,665,094 and $3,670,179,042, respectively, for the corre- 
sponding period of 1941. 


Revenue passengers carried for October totaled 62,261,959, 
and the passenger revenue was $108,260,652, compared with 
40,702,242 revenue passengers carried, and revenues of $42,- 
214,594, for October, 1941. For the ten months ended with 
October, 1942, the number of revenue passengers carried was 
540,676,237, and the passenger revenues were $801,026,120, as 
against 401,864,538 passengers, and $420,250,290 in revenue 
for the corresponding period of 1941. 


Freight traffic averages for October, 1942, as compared 
with October, 1941, were set forth in the compilation, respec- 
tively, as follows: 

Miles of revenue ton a road, 228.2 and 209.6; revenue by 
the ton-mile, 0.946 cents and 0.922 cents; and revenue a ton 
by the road, $2.16 and $1.93. 

For the ten months ended with October, 1942, as com- 
pared with the like period of 1941, respectively, freight traffic 
averages were: 

Miles a revenue ton a road, 224.6 and 206.3; revenue by 
the ton-mile, 0.928 cents and 0.938 cents; and revenue a ton 
by the road, $2.08 and 1.94. 





Motor Carrier Statistics 


Class I motor carriers of property, 1,286 in number, re- 
ported total net income before income taxes of $17,511,210, 
and total net income after income taxes of $12,309,310, for 
the three months ended with September, 1942, as compared 
with $11,030,089 and $8,661,154, respectively, for the corre- 
sponding period of 1941, according to a compilation by the 
Commission’s Bureau of Transport Economics and Statistics 
of revenues, expenses, other income, and statistics of such car- 
riers, statement Q-800. 

Operating revenues totaled $183,401,208, for the three 
months ended with September, 1942, and expenses totaled 
$166,409,681, as against $165,277,138 and $154,323,352, respec- 
tively, for the same 1941 period. 

The compilation showed that 1,024 intercity carriers 
which reported comparable items for 1942 and 1941, had net 
income before income taxes of $13,814,623 and net income 
after income taxes of $9,606,828, for the three months ended 
September, 1942, as compared with $8,658,833 and $6,700,225, 
respectively, for the like 1941 period. 

Operating revenues of the intercity carriers totaled $155,- 
426,893, and expenses totaled $141,201,389, for the three 
months ended September, 1942, as against $138,259,062 and 
$129,246,570, respectively, for the corresponding period of 
1941. 

Intercity and local or suburban Class I motor carriers 
of passengers, according to another compilation by the bureau, 
statement Q-750, had a net income of $38,583,904 before in- 
come taxes, and a net income of $13,498,502, after income 
taxes, for the third quarter of 1942, as against $14,371,284, 
and $8,959,114, respectively, for the like quarter of 1941. 

Operating revenue of the aforementioned carriers totaled 
$98,445,179, and expenses totaled $59,641,145, for the third 
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quarter of 1942, as compared with $58,379,303 and $43,758,545, 
respectively, for the like period of 1941. 


Truck Loadings 


The volume of freight transported by motor carriers in De- 
cember showed a slight increase, 0.8 per cent, over November 
and an increase of 22.9 per cent over December, 1941, according 
to reports compiled and released by the American Trucking 
Association, which says: 


Comparable reports were received by A. T. A. from 137 motor car- 
riers in thirty-five states, says the A. T. A. The reporting carriers 
transported an aggregate of 1,142,738 tons in December, as against 
1,133,234 tons in November, and 929,731 tons in December, 1941. 

The A. T. A. index figure, computed on the basis of the average 
monthly tonnage of the reporting carriers for the three-year period of 
1938-1940 as representing 100, was 184.84. 

Almost 80 per cent of all tonnage transported in the month was re- 
ported by carriers of general freight. The volume in this category in- 
creased 1.7 per cent over November and 20.7 per cent over December 
of last year. 


Transporters of petroleum products, accounting for slightly less 
than 14% per cent of the total tonnage reported, showed a decrease 


of 7.2 per cent under November, but held 44.9 per cent over December, 
1941. 


Haulers of iron and steel products reported approximately 114 per 
cent of the total tonnage. The volume of these commodities increased 


6.2 per cent over November, but dropped 14.7 per cent under Decem- 
ber, 1941. 


A little more than 5 per cent of the total tonnage reported was 
miscellaneous commodities, including tobacco, milk, textile products, 
coke, bricks, building materials, cement and household goods. Tonnage 
in this class showed an increase of 10.8 per cent over November, and 
20.8 per cent over December of last year. 


MOTOR PASSENGER STATISTICS 


Class I motor carriers of passengers, excluding charter or 
special, reported passenger revenues of $25,655,504 for Octo- 
ber, 1942, as compared with $13,788,826 for October, 1941, an 
increase of 86.1 per cent, and 36,123,525 passengers carried for 
October, 1942, as against 19,096,775 passengers carried for Oc- 
tober, 1941, an increase of 89.2 per cent, according to a com- 
pilation by the Commission’s Bureau of Transport Economics 
and Statistics of revenues and passengers of such carriers, 
statement M-700. 


RAIL OPERATING INCOME 


One hundred and thirty-six Class I steam railways had a 
net railway operating income of $1,480,940,760 in 1942—an in- 
crease of 48.3 per cent over 1941—according to a compilation 
from carrier reports made by the Bureau of Transport Eco- 
nomics and Statistics of the Commission. For December, the 
net railway operating income was $170,850,986—an increase of 
115.4 per cent over December, 1941. 


TRANSPORTATION REQUIREMENTS COMMITTEE 

The Office of the Program Vice Chairman, War Production 
Board, has announced the formation of a transportation re- 
auirements committee, with William W. Judson as chairman. 
to consider transportation requirements and priorities. A 


representative of each of the following agencies will serve on 
the committee: 


Office of Defense Transportation, War Department, Navy Depart- 
ment, Maritime Commission, Office of Civilian Supply, Petroleum Ad- 
ministration for War, transportation equipment division, W. P. B., di- 
vision of stockpiling and transportation, W. P. B., public services di- 
vision (program bureau) W. P. B. and automotive division W. P. B. 


The Program Vice Chairman may appoint additional mem- 
bers. 

Mr. Judson, chairman, is also director of the public serv- 
ices division of the program bureau. He is on leave from the 
Northern Pacific Railway, where he is general manager, and is 
serving W. P. B. on a $1-a-year basis, it was stated. 

Wr. William Y. Elliott, director of the stockpiling and 
transportation division, is vice chairman of the committee. 


LOCOMOTIVE FUEL AND POWER 


The cost of fuel and power charged to vard and train serv- 
ice of Class I steam railways. including switching and terminal 
companies. was $37,712.035 for November, 1942. as compared 
with $29,430.420 for November, 1941, and $373,877,839 for the 
eleven months ended with November, 1942, as against $294,- 
932.310 for the eleven months ended with November. 1941, ac- 
cording to a compilation by the Commission’s Bureau of 
Transport Economics and Statistics, statement M-230. 
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February 6, 1943 


W. P. B. Transport Control Order 


The War Production Board has issued its general trans- 
portation order T-1, placing under its control the use of steel 
tank cars and steel tank trucks by shippers of commodities 
moving in such cars or trucks, other than petroleum and 
petroleum products. The W. P. B. called this the first of “a 
new series of orders covering transportation” and added that 
the order set up the framework by which any type of ship- 
ment could be regulated as the need arose. It said the order 
was designed to eliminate excessive hauling and transporta- 
tion of “less essential materials,’ because of “the critical 
shortage of tank cars in the nation.” 

The W. P. B. in its announcement said its general trans- 
portation order T-1 applied only to shippers and not to car- 
riers. Issuance of the order was within the jurisdiction of 
the W. P. B., it said, because the W. P. B. had authority over 
distribution of materials, ‘rather than the Office of Defense 
Transportation, which regulates the use of the railway and 
highway systems.” 

“Where O. D. T. permits are required, they will be ap- 
pended to permits required under the order, as a matter of 
convenience to the shipper,” the W. P. B. said. 

It observed that the W. P. B. chemicals division was the 
one mainly concerned in general transportation order T-1, 
because the materials under W. P. B. control which moved 
in tank cars came mainly within the jurisdiction of that divi- 
sion, but that Food Administrator Wickard was expected to 
add other materials to the order. It said the order applied 
only to shipments originating in the United States and that 
it did not control imports, since imports were covered by the 
board’s general imports order M-63. The W. P. B. announce- 
ment continued as follows: 






Three types of controls are set up by lists I, II, and III attached 
to the order. 

List I materials are zoned. Shipments may not be made beyond 
the prescribed areas without special authorization of the director gen- 
eral for operations (W. P. B.) Applications for authorization are to be 
made on form PD-782, or by telegram in an emergency. The only ma- 
terials on list I at present are molasses and caustic soda. 

Shipments of molasses of 200 miles or more, except for the manu- 
facture of yeast and citric acid, are prohibited after March 1. Purpose 
of this control over molasses is not to reduce shipments primarily, but 
to bring about a more orderly movement of tank cars carrying it. Sep- 
arate applications will have to be made for each shipment of more than 
200 miles, however. 

Controls over shipments of caustic soda become effective on April 1. 

List II materials are those that must be reported by the 20th day 
of the month prior to the month in which they will be shipped, or 10 
days before shipment, if not previously reported. Reported shipments 
may be made without authorization, but special directions may be is- 
sued by the director general for operations, limiting such shipments. 
If shipments have been made before special directions can be issued 
to stop or divert them, blanket directions will be issued for such fu- 
ture shipments. These controls take effect March 1. 

As more detailed information is obtained through the reports on 
list II materials, it will be possible to zone more of these materials 
so that special reports and applications for shipments within the per- 
mitted zones will not be required. This will be brought about grad- 
ually, as correct zones cannot be established until a balance between 
supply and demand within the zones is determined. 

List III materials are exempt from control unless they also appear 
in list I or list II, in which case they are subject to the restrictions 
governing these lists. For example, while alcohols are a list III ma- 
terial and are exempt from control, shipments of ethyl alcohol, a list 
II material, are therefore not exempt, except that owned or shipped by 
the Defense Supplies Corporation. 

Any material which does not appear on list I, II, or III, may not 
be shipped by tank car after March 1 without special authorization, 
unless consigned to the army or navy or for lend-lease. Proof of au- 
thorization must be shown by the shipper before cars will be assigned 
by the Office of Defense Transportation. The purpose of this provision 

is to prevent shipment of materials in tank cars where other means 
of transportation are available, or where the shipment is not essential 
to the war program. Shipment by tank truck of materials not list 
in the order is not affected. 


DRUGS AND COSMETICS r 


Subcommittee reports on possible ways to economize on 
transportation facilities within the industry were presented at 
a Washington meeting of the W. P. B. Drugs and Cosmetics 
Transportation Industry Advisory Committee. 


The subcommittees were urged by C. A. Willard, govern- 
Ment presiding officer, to complete their work as soon as pos- 
sible so that definite recommendations to accomplish such sav- 
Ings could be made at the next meeting, to be held March 4, 
Said the W. P. B., adding: 


The committee studying turn around of transportation equipment, 
that is, facilitating unloading so as not to tie up equipment, recom- 
mended to the industry that care be exercised in placing orders for 
Supplies. It was urged that all manufacturers instruct their purchas- 
ang departments to make sure that supplies are not ordered in such 
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a manner that the company’s unloading facilities are jammed. If, for 
example, a company needs one carload of supplies a day and is 
able to unioad no faster than that, it should attempt to make sure 
that it does not order several carloads to be delivered on any one day. 

Another committee recommended that materials and supplies be 
bought from the closest suppliers consistent with purchase policies 
and the ability to obtain materials and supplies of the quality and 
kind necessary to meet specific requirements. It is felt there are 
definite transportation wastes due to the practice of buying materials 
and supplies from favorite sources without regard to transportation. 
This committee will continue its study of this problem, developing case 
histories to be referred to tne industry. 

A third committee is studying coordination of rail and motor truck 
service in the movement of all merchandise. Numerous duplications 
of services exist which result in wasteful transportation, and there 
are certain limitations of transportation not as yet clearly defined. 
The committee will attempt to define these limitations, but invites the 
industry to consider this as well as other problems and to write the 
drugs and cosmetics section, chemicals division, giving any suggestions 
on ways and means of conserving transportation. 


Traffic Routing Order 


The Commission, by division 3, Feb. 3, issued service order 
No. 99, effective immediately, governing the routing of trans- 
continental traffic. 


The Commission said it acted on representations from the 
Office of Defense Transportation, and due to the fact that cer- 
tain railroads had recently been unable to transport promptly 
transcontinental carload traffic offered to them so as properly 
to serve the public, and that an emergency existed requiring 
immediate action to prevent shortage of railroad equipment 
and congestion of traffic and to promote the service in the in- 
terest of the public and the commerce of the people. The 
material part of the order follows: 


§ 97.6—Routing of transcontinental traffic—Appointment of Agent. 
(a) W. F. Kirk, 208 South La Salle Street, Chicago, Ill., is hereby 
designated and appointed an agent of the Interstate Commerce Com- 
mission and vested with authority to divert or reroute transcontinental 
ecarload traffic from the line of any railroad or railroads, which in his 
opinion cannot currently accept and move such traffic, over the line 
or lines or any other railroad or railroads less congested, and in a 
better position to hardle the traffic. Such rerouting or diversion shall 
be made regardless of the routing shown on the bill of lading desig- 
nated by either shipper 91 carrier. Such diversion or rerouting shall 
be made by said agent either af point of origin or as soon as possible 
after the shipment has left the point of origin. 


(b) As agent he is authorized and directed to set up, subject to 
ihe approval of the Commission, an advisory committee on which 
snall be at least one representative of the Office of Defense Transpor- 
tation, and one representative of the Association of American Railroads. 

(c) As agent he is hereby directed to avail himself of the facilities 
of the Association of American Railroads, its various departments, 
field forces, records, and reports. 


(d) Inasmuch as the diversicn or rerouting of traffic by said 
agent is deemed to be due to carrier’s disability, the rates applicable 
to traffic diverted or rerouted by said agent shall be the rates which 
were applicable at the time of shipment on the shipments as originally 
routed. 


(e) in executing the directions of the Commission and of such 
agent provided for in this order, the common carriers involved shall 
proceed without reference to contracts, agreements, or arrangements 
now existing between them with reference to the divisions of the 
rates of transportaticn applicable to said traffic; such divisions shall 
be, during the time this order remains in force, voluntarily agreed 
upon by and between said carriers; and, upon failure of the carriers 
to so agree, said divisions shall be hereafter fixed by the Commis- 
sion in accordance with pertinent authority conferred upon it by@the 
interstate commerce act. (40 Stat. 101, sec. 402, 41 Stat. 476, se 
54 Stat. as U. S. C. 1(10)-(17)). 













. T. L. and Plant Switching 


Commissioner Johnson has written W. H. Day, chairma 
of the committee of forty, and of the emergency committee, * 
of the Natior.al Industrial Traffic League, expressing his pleas- 
ure with the progress made by the emergency committee in 
preparing and submitting the plan for curtailing the use of rail- 
road freight cars for intraplant and interplant switching and 
for keeping records of such movements, worked out by the 
League following its recent conference at Chicago (see Traffic 
World, Jan. 16, p. 141). 

Following is the recommended plan as submitted to Com- 
missioner Johnson, under the title “Use of Railroad Owned 
Cars in Intra- and Inter-Plant Service:” 


The following recommendation was approved by the over-all com- 
mittee appointed at a special meeting of interested members of the 
League held at the Palmer House Chicago, January 13, 1943. 

“That, regardless of: how a particular operation may be per- 
formed, i. €., industry power, trunk line power, or by a terminal 


switching line, there shall be kept and made available, for inspection 
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by tepresentatives of the Interstate Commerce Commission, records 
which will show as to railroad-owned cars in plant service: 
‘“‘(a) Number of cars used. 

‘‘(b) Number of loaded moves made, 

‘*(c) Days consumed in plant service. 

“‘(d) Average time per move.”’ 


Commissioner Johnson suggested that the record should 
also show cost of service, that is, money paid for the use of 
the cars for each item involving cost, and type of car used. 
His letter continued: 


During our conversation . .. in my office, Mr. C. W. Trust of 
the United States Steel Corporation said that the steel corporation 
had already discovered, in establishing records, misuse both of cor- 
poration and of railroad-owned cars. I am sure that others, in estab- 
lishing records, will make like discoveries. 


I suggested that the 
committee request all industries establishing records to make 10Why 


to the committee, and the committee to all industries, such discov 
as are and when made, for the sooner these extravagances are dis- 
covered and corrected, the better off we will be. 


Commissioner Johnson also indicated that Mr. Trust had 
expressed himself as willing to furnish the steel corporation’s 
record form that it might be distributed for consideration by 
each industry. This, said Commissioner Johnson, might lead 
to a certain amount of uniformity and simplification, and sug- 
gested that the committee also “give consideration to a uni- 
torm record, if practical in their opinion.” 

“I approve of the plan the committee has evolved,” said 
Commissioner Johnson at the conclusion of his letter. “I 
am highly appreciative of the work done by the committee an 
hope they ill expedite the matter to the utmost.” 


uf AX? hy 
exican Rail Shipments Restric 


The Commission, division 3, Jan. 30, issued two Service 
orders governing the movement of freight cars into Mexico, 
No. 106, effective Feb. 15, and No. 107, effective Jan. 30. 


- No. 106 ordered all common carriers by railroad subject 
to the interstate commerce act not to accept or move com- 
modities, in carloads, originating in the United States and 
destined to points in Mexico, unless such shipments were 
covered by straight bills of lading as defined in U. S. Code, 
Title 49, Chapter 4—Bills of Lading. The order stated that 
carload shipments by railroad from the United States in points 
in Mexico covered by order bills of lading had been, and were 
being, unduly delayed; that certain representations had been 
made through the Secretary of State to the Mexican Govern- 
ment; that the Mexican Government had replied thereto; and 
that an emergency existed requiring immediate action to pre- 
vent shortage of railroad equipment and congestion of traffic. 

No. 107 directed the Association of American Railroads, 
car service division, Washington, D. C., as agent for all United 








States railroads subscribing to the car service and per diem , 


agreement, to take “immediate steps, by the placement o 
necessary embargoes, to restrict the number of freight ca 
owned or leased by railroads of the United States moving i 
Mexico during any semi-monthly period, so that the n 


freight cars moving from Mexico to the United States dufing 
‘the previous semi-monthly period.” The order said the nu 
of each type of freight cars owned or leased by railroads 
the United States permitted to be in Mexico at any time might 
be changed by instructions issued by the director of the Com- 
mission’s Bureau of Service by varying the ratio between cars 
permitted to be moved into and those moved out of Mexico. 
The Commission said in its opinion an emergency existed 
requiring immediate action to prevent shortage of railroad 
equipment and congestion of traffic, stating that the order was 
issued on representations from the Office of Defense Trans- 
portation, and due to the movement into Mexico of freight cars 
owned or leased by railroads of the United States and the delay 
incident to their return. 


MANN ON RAILWAY MATERIALS 


A. C. Mann, vice-president in charge of purchases and 
stores, Illinois Central, spoke on “Oats for the Iron Horse” at 
a purchases and stores night dinner meeting of the Western 
Railway Club at Chicago February 1. Discussing efforts of 
the railways to obtain maintenance materials, he said that un- 
der the present priorities system there was great uncertainty 
concerning the possibility that priority ratings would result 
in allocations of critical maintenance materials to the rail- 
roads. He said the railroads might obtain more satisfaction, 
particularly as to knowledge concerning the date they would 
obtain allocated material, after July 1, 1943, when the W. P. 
B.’s controlled material plan would become operative. Under 
that plan, he pointed out, allocations of such materials as steel, 


| 


railroad equipment within the United States. 
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copper, and aluminum would “be given to each railroad re- 
quiring positive delivery in the month specified, with extension 
of 15 days before and 30 days after the current month.” The 
practice of assigning low priority ratings when demand for 
a material exceeded its supply would be discontinued, he said, 
He said he did not know whether or not the effect of the plan 
would be good or bad, but “in theory it should be good,” he 
said, adding that the railroads would cooperate fully to make 
the plan a success. 


Mexican Freight Cars in U. 8. 


The Treasury Department, Feb. 4, issued regulations 
barring all legal and other proceedings which might interfere 
with the free and unrestricted use and operation of Mexican 


This action was 
, taken at the request of the government of Mexico, the State 
Department, the Board of Economic Warfare, and other inter- 
ested government agencies, said the Treasury adding: 


The new regulations are intended to remove an important bottle- 
neck in the transportation of materials from Mexico to the United 
States. At the present time there is a large volume of war materials 
which is brought to the Mexican border on Mexican freight cars and 
there unloaded and reloaded into United States freight cars. This 
procedure, officials stated, is both time-consuming and wasteful of 
the nation’s wartime freight car capacity. 

Treasury Officials said that this government has been negotiating 

the government of Mexico for several months regarding the 
sibility of materials moving from Mexico to the United States on 
exican railroad equipment. One of the major stumbling blocks to 
this important wartime measure, however, has been the fear that such 
equipment might be seized by creditors. Unless this factor is elim- 
inated, the war effort will be impaired and the entire program of 
direct shipment will be defeated. 

To meet this wartime necessity, the Foreign Funds Control of 
the Treasury Department, after full consultation with the State De- 
partment, the Board of Economic Warfare and the Mexican authorities, 
today issued General Ruling No. 15. Under this ruling, all Mexican 
railroad equipment within the United States is accorded immunity 
against claimants seeking to attach or otherwise seize such property. 
Moreover, under this ruling no legal, equitable or possessory interest 
can be obtained in such rolling stock and equipment by virtue of any 
judicial process unless a Treasury license is first obtained. 

Officials stated that a specific exemption from the immunity granted 
by this ruling is made in favor of service and repair charges and other 
claims arising out of the operation within the United States of Mex- 
ican railroad property on or after the date of this ruling. 

It was pointed out that since this property would not otherwise 
be brought into the United States, the general ruling works no hard- 
ship on American creditors. Also, it was stated by Treasury repre- 
sentatives that this ruling protects only Mexican railroad property, 
as defined therein, and does not apply to any other assets. 

It is anticipated that this general ruling will pave the way for 
immediate and effective cooperation in getting much needed materials 
to their ultimate destination with a minimum of delay and wasteful- 
ness. 


General ruling No. 15 was issued pursuant to section 5(b) of the 


ig” 0 i act, as ‘amended by the first wa vas Rawcs act, 
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321, of the Transportation Act of 1940, so as to define the 
character of military or naval traffic entitled to land grant 
deductions in rates (see Traffic World, January 30, p. 252). 
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Under provisions of H. R. 1546, introduced by Representa- 
tive Barry, of New York, two coast guard cutters for ice- 
breaking service on waters in and adjacent to Long Island 
Sound and the port of New York would be constructed. 

The channel of the intracoastal waterway from Jackson- 
ville to Key West, Fla., would be made 12 feet deep and 125 
feet wide and an appropriation for the improvement would be 
authorized by H. R. 1560, introduced by Representative Cannon, 
of Florida. A like measure, S. 590, has been introduced by 
Senator Pepper, of Florida. 

Senator Bone, of Washington, has introduced S. 579, 
authorizing construction of a military supply highway to 
Alaska, over a route between Prince George, British Columbia, 
Canada, and Whitehorse, Yukon Territory, Canada, and author- 
izing an appropriation of $25,000,000 for that purpose. 





PACIFIC CAR DEMURRAGE 


The report of the Pacific Car Demurrage Bureau for No- 
vember, 1942, shows 37,336 cars held overtime, a percentage of 
11.18, as compared with 19,926 in November, 1941, a percent- 
age of 6.66. 
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February 6, 1943 


N. R. P. B. Report Discussion 


Although there may have been some doubt as to whether 
or not the 600 attending the meeting of the Junior Traffic 
Club of Chicago February 5 to hear a two-sided discussion 
of the National Resources Board’s report on transportation 
and national policy acquired much additional knowledge about 
the report, there was no doubt that they were well enter- 
tained. When Leverett S. Lyon, chief executive officer, Chi- 
cago Association of Commerce, who acted as moderator, sug- 
gested, after nearly two hours, that the discussion be closed, 
there were cries of “more” from the floor, and the meeting 
went on for another half hour. The entertainment came from 
Mr. Lyon himself, whose spontaneous witticisms kept the 
crowd in a lighthearted mood, and whose attempts to pin down 
Ralph J. Watkins, assistant director, National Resources 
Planning Board, under whose direction the report was writ- 
ten, to specific answers to specific questions were as ingenious 
as they were futile. 

Donald D. Conn, executive vice-president, Transportation 
Association of America, upheld the cause of private enter- 
prise as opposed to what he said were “recommendations” in 
the report for government interference in railroad finance 
and management. He did not get the opportunity to do much 
talking, however, because of the continuous sparring between 
the moderator and Mr. Watkins. 

All three of the participants proceeded on the supposition 
that the report had at least the weight of recommendations 
from a responsible body. Although he did not say that the 
board had made or stood behind those recommendations, Mr. 
Watkins continually referred to them as such and argued his 
theses without at any time cautioning his audience to con- 
sider them as his views and not necessarily those of the board. 
He spoke with some feeling about what he termed were the 
“caricatures of the report drawn in the editorial columns of 
some trade papers in the transportation field,” and quoted as 
an example from the Railway Age the statement that the 
report was “cleverly camouflaged propaganda” for govern- 
ment ownership. He said there was no such intent in the 
recommendations of the report. It was intended to reflect the 
philosophy that transportation, after the war, would have a 
larger role in the “physical, esthetic and spiritual growth of 
American civilization” than merely the performing of a 
business function. 

Mr. Conn wanted to know what basis the report and Mr. 
Watkins had for the insistence that a larger and more effi- 
cient transportation plant would be necessary after the war 
when, even now, there was more than enough transportation 
to do the biggest job that plant had ever been called on to 
do. Mr. Watkins spoke about the necessity for works projects 
to keep away economic disaster after the war, about the part 
the railroads would have to play in the great plan for elim- 
inating unemployment, about the insistence of the public after 
the war on new interregional, express, and by-pass highways, 
and about the doubtfulness of those who used waterways being 
satisfied with what they had. Mr. Lyon said that was all 
illuminating but it didn’t answer the question: Why was ex- 
pansion necessary when the existing plant sufficed? To this 
Mr. Watkins replied that his 1933 automobile sufficed him at 
present but that, after the war, he was going to do all he 
could to get a modern car. The moderator finally decided 
= in the interests of the audience, he ought to change the 
subject. 

Discussions of other subjects followed a similar pattern. 
In answer to a question from Mr. Watkins, Mr. Conn said he 
had no hopes for a plan in which “government, the workers and 
private management would share in the financing, manage- 
ment and profits of the railroads.” History showed, he said, 
that, wherever government mingled in the management of a 
business project, there were no profits to be divided. Mr. Wat- 
kins said some such arrangement would be necessary to place 
the railroads on a competitive equality with the highways, air- 
lines, and waterways, in which government now shared the 
financing and, to a certain extent, the management. The own- 
ers of those types of transportation certainly were not advocat- 
ing the withdrawal of governmental financial support, he sdid. 
Moreover, he added, he could not consider transportation apart 

from the “greatly changed America” of the future, in which 
transportation, along with other things, would reach their 
golden age.” 

When the question of consolidations was broached, it ap- 
peared for a moment as though the two disputants were to 
reach agreement. However, when Mr. Conn said it was his 
view that the consolidations ought to take place by the build- 
Ing of a limited number of systems each having the right to 
use all types of transportation facilities, while preserving com- 
petition among the systems, Mr. Watkins insisted that, for the 
full development of transportation, competition ought to be 
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preserved among the types. He said he had been falsely ac- 
cused of advocating government ownership. If he were in favor 
ot that, and if he were, in addition, a “sly creature,” he said, 
he would work openly and strenuously for the Transportation 
Association of America’s integration plan. He said he could 
not imagine all of the transportation systems of the country 
in the hands of “fourteen or seventeen or whatever-it-is num- 
ber of companies” very long without the springing up of an 
irres.stible public demand that the government take them over. 

_ ‘the meeting was held under the auspices of the club’s edu- 
cational committee, Victor L. Emery, chairman. 


TAXES AND TRANSPORTATION 

The Bureau of Internal Revenue has issued its regulations 
relating to the tax with respect to the transportation of prop- 
erty imposed by the revenue act. The regulations were pub- 
lished in the Federal Register of Feb. 3. Copies of that issue 
may be obtained for 10 cents each from the Superintendent of 
Documents, Government Printing Office, Washington, D. C. A 
preliminary statement on the property tax was issued by the 
bureau Dec. 7, 1942 (see Traffic World, Dec. 12, p. 1423). 


Barge Rate Tax Exemption 


Shippers via the Federal Barge Lines are being notified by 
representatives of those lines to submit paid freight bills dated 
after December 1, 1942, for retund of the three per cent trans- 
portation tax paid on freight charges collected under the 1942 
tax bill which became effective on that day. No taxes are be- 
ing collected on freight bills now being rendered by the Federal 
Barge Lines. 

‘she retund of taxes paid and exemption from future taxes 
is based on paragraph (b) of the transportation section of the 
act which says that “the tax imposed under this section shall 
not apply to amounts paid by or to the United States or any 
agency or instrumentality of the United States for the trans- 
portation of property.” 

According to N. C. Horn, acting general agent for the Fed- 
eral Barge Lines at Chicago, the tax was originally imposed 
and collected on barge charges under a ruling of the board of 
the Inland Waterways Corporation. A recent ruling of the 
‘sreasury Department, he said, caused the reversal in procedure 
and the refund. ; 

Instructions of Guy T. Helvering, commissioner of internal 
revenue, Treasury Department, to collectors of internal rev- 
enue and others concerned, issued about the time the tax be- 
came effective (see Traffic World, December 12, 1942, p. 1422), 
under the heading “the tax does not apply to the amount paid 
tor the transportation of property,” item (f), said “when paid 
directly to the United States or any agency or instrumentality 
thereof.” A circular sent to chief accounting officers of rail- 
roads by the finance, accounting, taxation and valuation de- 
partment of the Association of American Railroads a month 
earlier (see Traffic World, November 14, 1942, p. 1173), pointed 
out that “payments by or to the United States or any agency 
or instrumentality of the United States or by any state or 
territory or political subdivision thereof for the transportation 
of property are not taxable.” 

One of the anomalies aricing from the literal interpreta- 
tion on the exemption on which the Treasury Department 
based its opinion, is the exemption from the tax of the whole 
of the charges, when they are paid to the Federal Barge Line, 
even when part of the transportation is via rail under joint 
rail-barge rates. 


A. A. R. Directors’ Meeting 


Anticipated heavier demands for military transportation, 
prospective increases in rail movements of petroleum and 
petroleum products and of materials for ship construction, and 
a likelihood of a heavier grain movement with the clearing of 
grain storage facilities were among the reasons that supported 
his estimate of an 11 per cent increase in ton-miles of rail 
traffic in 1943 over 1942, Director Eastman, of the O. D. T., 
said in his discussion of rail freight traffic prospects for this 
year, at the January meeting of the board of directors of the 
Association of American Railroads (see Traffic World, Jan. 30). 

Other factors on which the traffic increase prediction was 
based, said Mr. Eastman, included the possibility of an increase 
in coal production and the possibility that truck transport of 
freight might be curtailed because of the rubber shortage and 
because of a manpower shortage in the motor carrier field that 
was more acute than in other fields of transportation. 

It was stated at the meeting that the rail grain movement 
now was 22 per cent ahead of last year’s pace of such ship- 
ments, as a result of the clearing of some storage space. 

The A. A. R. Bureau of Railway Economics and the O. D. 















































































































































































































































































































































































































































326 






T. Jointly had made the estimate of 11 per cent as the gain 
in ton-miles of freight to be expected this year, it was said. ‘The 
Bureau of Railway Economics had revised an earlier estimate 
of the 1943 passenger-mile increase from 15 per cent to 20 per 
cent, an A. A. R. official said. 

Reports submitted to the A. A. R. directors showed that 
the livestock movement now was running 14 per cent above the 
volume reported at this time last year; that iron ore shipments 
moved by rail in 1942 exceeded those of 1941 by 15 per cent; 
that the stocks of iron ore at the foot of the Great Lakes were 
18 per cent larger in December, 1942, than in December, 1941; 
that the all-rail coal movement to New England in 1942 was 
62 per cent above that of 1941, and that the coal shipped by 
rail through north Atlantic ports in 1942 reached a volume 
amounting to 660 per cent of the 1941 movement to those ports. 
The heavy increase in the movement to those ports was ex- 
plained by the fact that rail shipments of coal were delivered 
in 1942 at several ports in the Long Island Sound and Connect- 
icut area for transshipment by water over the “protected” 
water routes to destinations farther north, following the virtual 
cessation of collier operations from Hampton Roads to New 
England. The 1941 movement of coal to the north Atlantic 
ports aggregated less than half a million tons, and in 1942 the 
movement increased to more than 3,000,000 tons, it was stated. 

Other reports, dealing with the passenger transport situa- 
tion, showed that in the first 10 months of 1942 rail passenger 
miles, other than commutation, exceeded the total for the cor- 
responding period of 1941 by 51.5 per cent, while commutation 
passenger miles increased by 16.1 per cent in the 1942 period. 
The October, 1942, non-commuted movement by rail was 85.7 
per cent above that of October, 1941, while the commuted move- 
ment in October of last year was 18.8 per cent above that of the 
corresponding month of 1941, it was reported. However, the 
statement was made that scattered and incomplete reports 
for December indicated that the rate of increase shown by the 
October figures had declined in December. * 

In the course of their meeting, the A. A. R. directors 
discussed troop movements, the fuel oil supply situation, and 
the forthcoming further hearing in Ex Parte 148, Increased 
Railway Rates, Fares and Charges, 1942, it was said. The 
wage demands of the operating and non-operating brotherhoods 
also were discussed, it was indicated after the meeting. 

Henry F. McCarthy, O. D. T. director of traffic movement, 
and V. V. Boatner, O. D. T. director of railway transport, 
attended the meeting, in addition to Mr. Eastman. 


Railroads on Radio 


The railroads should be allowed what they need in the way 
of new equipment and materials to keep the plant running, 
Henry F. McCarthy, director of the traffic movement division 
of the Office of Defense Transportation, said in a round-table 
radio discussion in Washington Feb. 2. 

The reason for this, said he, was that “carrying capacity 
must keep pace with productive capacity or production will 
suffer.” 

“The value of war equipment, munitions and supplies,” he 
continued, “depends on our ability to place them in the hands 
of our men on the fighting fronts. By far the greater part of 
the mass transportation necessary to do this must be provided 
by the railroads.” 

Mr. McCarthy expressed the opinion that “the railroads 
are going to have to do an even bigger and better job during 
ine coming months than they did last year.” - 

“Production for civilian use will probably be less in 1943,” 
he said, ‘“‘but this will be more than offset by increased war 
production. Then, too, the size of our military forces will be 
greater, and more and more traffic will take to the rails be- 
cause of gasoline and rubber restrictions. Synthetic rubber 
production for military use will grow rapidly in 1943, and the 
oil movement to the east will be increased, if possible. 

R. V. Fletcher, vice-president of the Association of Ameri- 
can Railroads, declared that the railroads had planned for the 
job ahead, “especially since Hitler invaded Poland in Septem- 
ber, 1939.” 

“As the war has progressed,” he went on, “the railroads 
have tried to size up the demands that would be made upon 
them, and then have undertaken to put their plant in shape 
to handle the prospective traffic. That is one of the reasons 
why the railroads so far have been able to carry the load so 
successfully.” 

To help handle the expected rise in traffic; Mr. Fletcher 
said, the railroads were trying to get more equipment. They 
had asked the government for authorization to obtain 80,000 
new freight cars and 900 new locomotives before next October, 
but the allocations had been at a rate somewhat lower than 
the railroads proposed. 
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“However,” Mr. Fletcher added, “the War Production 
Board has indicated that it will give the railroads’ equipment 
and maintenance program further consideration very soon. It 
is to be hoped that this government agency will find it possible 
to let the railroads have the materials they absolutely need,” 

Describing the tremendous job that the railroads were 
doing, Holcombe Parkes, assistant to the president of the 
Southern Railway System, stated that in a single ordinary day 
recently, the railroads moved more than five million tons of 
treight an average of 400 miles a ton, and carried about two 
million passengers for an average distance of more than 100 
miles a passenger. 

“During that day,” he said, “the railroads handled in or. 
ganized movements, not including the men traveling on fur- 
1ough, more than 50,000 troops and their equipment. They de- 
livered to the ports more than 2,500 carloads of export freight, 
and considerably more than twice that much to the govern- 
ment’s military construction projects all around the country, 
They delivered about a thousand carloads of food to the repre- 
sentatives of our allies under the Lend-Lease Act. They hauled 
a million and a half tons of coal, and brought to the east ap- 
proximately 34 million gallons of oil.” 

Mr. Parkes pointed out that “this particular day certainly 
was not unusual.” 

“As a matter of fact,” he concluded, “in the volume of 
transportation service performed by the railroads on that day, 
we just about hit the daily average for 1942. Multiply these 
figures by 365 and you can get a good idea of the tremendous 
transportation job that the railroads did last year.’ 


Rail Highway Traffic 


A compilation of freight traffic handled on the highways 
by Class I steam railways for the third quarter, 1942, has been 
issued by the Commission concurrently with an order relieving 
such carriers from the requirement of filing quarterly reports 
of revenue highway traffic for periods subsequent to Dec. 31, 
1942. It was stated at the Commisison that wherever the Com- 
mission could relieve carriers of the filing of statistics it would 
do so, and that as to the highway traffic annual reports would 
suffice. The Commission’s order requiring the filing of the 
quarterly reports has been vacated, effective Jan. 1, 1943. 

The compilation for the third quarter, statement Q-225, 
prepared by the Commission’s Bureau of Transport Economics 
and Statistics, showed that freight traffic handled on the high- 
ways by the roads totaled 884,092 revenue tons ,of which 61,571 
tons were in vehilcles of the railroads and 822,521 tons were in 
vehicles of others. 

The compilation includes only highway traffic moved by or 
for the roads in cases where railway operating revenues have 
been credited with amounts received from such traffic or 
charged with amounts paid to others for performing the serv- 
ice. The regular traffic handled by separately incorporated 
highway carriers in which the railways have investments is not 
included. 

The total revenue tons carried for the third quarter repre- 
sented 10.14 per cent of all less-carload tonnage as‘ reported in 
quarterly reports of freight commodity statistics of Class I 
steam railways. 

The number of revenue ton-miles operated for the third 
quarter was 32,659,000, of which 3,040,000 were in vehicles of 
the railroads and 29,619,000 in vehicles of others. Miles a ton 
by railway as to all highway traffic was 36.9. 

Revenue passengers carried for the third quarter totaled 
1,396,115, of which 400,545 were carried in vehicles ‘of the rail- 
roads and 995,570 in vehicles of others. The per cent of highway 
passengers to total coach passengers reported by the railroads 
was 1.32. Revenue passenger miles totaled 27,874,571, of which 
4,078,729 were in vehicles of the railroads and 23,795,842 were 
in vehicles of others. The per cent of highway passenger-miles 
to total coach passenger-miles reported by the railroads was 


.30. Miles a passenger a railway as to all highway traffic was 
20 per cent. 


TRANSPORT OF LEATHER AND SHOES 


Figures submitted at a meeting of the War Production 
Board’s transportation industry advisory committee for leather 
and shoes with officials of the transportation unit of the W. P. B. 
textile, clothing and leather division indicated that the shoe and 
leather industries were loading freight cars considerably above 
the capacity loadings required under O. D. T. regulations, ac- 
cording to a W. P. B. announcement. 

The W. P. B. said the following examples showed typical 
increases in single carloadings for “the latter part’ of 1942, 
compared with the corresponding period of 1941: Packer hides, 
up 56 per cent; hide fleshings, up 44 per cent; scrap leather, 
up 42 per cent, and finished leather, up 109 per cent. 

In some instances, said the W. P. B., it was reported that 
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single companies were saving more than 40 cars a month 
through conservation measures in their use of rail transport. It 


added that as many as 30 per cent of the cars carrying heavier 
loads consisted of stop-off and multiple-load cars operated under 
rovisions of general order O. D. T. No. 18. 

“Task groups of the committee,” it continued, “were asked 
to make further study of problems relating to carloading, pack- 
aging, heavy loading, and rail-truck coordination as part of the 
general program to effect conservation of transportation facili- 
ties used by the industry.” 


CAR SURPLUS REPORT 


U. S. railroads reported an average daily surplus of 67,420 
freight cars for the week ended Jan. 30, according to the car 
service division of the Association of American Railroads. It 
was made up as follows: Plain box, 32,180; auto box, 2,476; 
flat, 1,219; gondola, 6,445; hopper, 13,388; and miscellaneous, 
11,712. 


CONTROL OF EXPORTS AND IMPORTS 


In its current export bulletin No. 70, the Office of Exports 
of the Board of Economic Warfare announces the establishment 
by the B. E. W. of machinery for the handling of allotments of 
controlled materials under the controlled materials plan (CMP) 
announced several weeks ago by the War Production Board. 
The bulletin also prescribes procedures for exports with respect 
to CMP allotments, defines “class A products” in the controlled 
materials plan, and names the controlled materials on the CMP 
materials list. 

The Office of Exports has issued current export bulletin 
No. 71, covering inquiries concerning inventory of licenses, ex- 
portation of loose diamonds, tools incorporating industrial dia- 
monds, and jewelry containing diamonds; and other items. 


METAL STRAPPING RESTRICTION 


Restrictions imposed by conservation order M-261 on the 
commercial use of metal strapping and wire on specified types 
of bundles were removed under the terms of the order as 
amended Feb. 4 by the W. P. B. Director General for Opera- 
tions. No change is made in the restrictions on metal strap- 
ping on containers (see Traffic World, Jan. 30, p. 278). 

Prior to amendment, the order prohibited the use of metal 
strapping and wire on light weight bundles. No one was al- 
lowed to use commercially any such material for bundles 
unless: 


1. The btmdle weighed more than 90 pounds. 
2. Net weight of the contents exceeded .058 pounds per cubic inch 
(100 pounds per cubic foot). 


Letters and appeals from those affected indicated that 
these restrictions were too drastic. The amendment is intended 
to correct this situation. 

The amendment permits the packing of such products as 
newspapers, metal pipes, shingles, wood box parts, and knocked- 
down wooden boxes and similar commodities in light bundles 
fastened by metal strapping and wire. 


USE OF STEEL DRUMS 


Under terms of limitation order L-197, as amended, issued 
by the Director General for Operations, War Production Board, 
effective March 1, steel drums may not be used to pack sand, 
water, bird seed, and the following chemicals: Ammonia alum; 
dry ammonium nitrate; dry boiler compounds; magnesium 
chloride, potash alum; soda alum; sodium aluminate; sodium 
bisulfate; sodium nitrite; and sodium tetraphosphate. 

At the same time, the amended order grants permission 
for the packing in steel drums of certain other chemicals. for 


which substitute containers have been found impractical. These 
are: 


Copper sulphate; monohydrated; amyl acetate; amyl alcohol, from 
all sources; amyl phthalate; butanol; butyl acetate; butyl oxalate; 
butyl phthalate; ethyl acetate; ethyl carbonate (all grades); ethyl oxa- 
late; ethyl phthalate; sodium chlorate; and potassium chlorate. 


Other changes made by the amended order are: 


1. Certain oils and greases are transferred from List A to List B. 
List A contains items which may not be packed in steel drums. Items 
on List B can be packed in new or used steel drums in the hands of 
the packer prior to September 14, 1942, or in used drums manufactured 
before that date and purchased and delivered to a packer prior to No- 
vember 7, 1942. 

2. Exempted from the terms of the order are steel drums having a 

Capacity of more than 30 gallons and a steel gauge lighter than 23. 
_ 8. Drums containing materials to be incorporated in certain military 
items are exempted from the restrictions. The order as previously 
amended exempted only drums containing materials to be delivered 
directly to the Army, Navy, and other listed agencies. 

4. Drums containing materials to be used for repair, maintenance, 
Hone ating supplied aboard ship are also exempted from the restric- 
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Air Transport Regulation 
The Traffic World Washington Bureau 


Consideration of proposed legislation amending the civil 
aeronautics act of 1938, as amended, was begun this week by 
the House committee on interstate and foreign commerce as 
an effort was being made to take from that committee its 
jurisdiction over air commerce. Observers saw in the hearings 
on H. R. 1012, the air regulatory bill introduced by Chairman 
Lea, of the committee, notice from the committee it was “on 
the job” with respect to aviation. 

In opening the hearings on the bill (see Traffic World, Jan. 
16, p. 132), Chairman Lea pointed out that four years had 
elapsed since the original act of 1938 was passed. The present 
bill was the result of suggestions and information developed 
in the last four years, said he. It was based in part, he added, 
on recommendations of the Civil Aeronautics Board. It had 
been compiled by him, said he, but neither he nor the com- 
mittee was committed to the provisions. In no sense had the 
measure been offered exclusive of other suggestions—sugges- 
tions were welcome from any responsible sources. 

After the hearing, said he, the task of drafting a bill 
would be assigned to the standing aviation subcommittee of 
the committee. 

The witnesses heard in the hearings held Feb. 2, 3 and 4 
were L. Welch Pogue, chairman of the Civil Aeronautics Board, 
and Col. Edgar S. Gorrell, president, Air Transport Associa- 
tion of America. The hearings were to be resumed Feb. 9. 

Chairman Pogue read a prepared statement the purpose 
of which, he stated, was to outline in a general way the 
functions that were established by the civil aeronautics act, 
and who exercised them. The statement proved to be a com- 
prehensive review of the act and developments thereunder with 
respect to administration. Members of the committee com- 
mended the chairman for the background given in the state- 
ment. . 
The civil aeronautics act, Chairman Pogue explained, had 
established a new and comprehensive plan for the unified and 
systematic regulation of civil aeronautics for the declared pur- 
pose of promoting the development of an air transportation 
system properly adapted to the present and future needs of 
the foreign and domestic commerce of the United States, of 
the postal service, and of the natiqnal defense, and of foster- 
ing sound economic conditions therein. 


“By the provisions of the act,’ he continued, “American 
air carriers and the public for the first time were safeguarded 
against uneconomic, destructive competition and _ wasteful 
duplication of services; for the first time the government com- 
pensation to airlines for carrying the mails was determined 
by judicial procedure on the basis of sound economic consid- 
erations instead of competitive contract bidding, and for the 
first time the airlines and the travelling public were protected 
against unreasonable and discriminatory passenger and express 
rates and unfair trade practices. The provisions of the civil 
aeronautics act may be divided into two categories: Functions 
relating to the development and economic stability of airlines 
and functions relating to the safety of civil aircraft operations 
generally in the whole field of civil aviation.” 


Airline Expansion 


On Aug. 22, 1938, the effective date of the act, said Chair 
man Pogue, the domestic air transportation system was com 
posed of 38,564 route miles serving 237 separate cities in the 
United States. By the issuance of certificates for new services 
the route miles in that system had been increased to approx- 
imately 46,000 and around 350 individual places were now 
named as certificated points. Also, said the chairman, 67 new 
services had been added to 48 cities that already had air 
service at the time of passage of the act. In the field of 
international air transportation, said he, the systems operated 
by American fiag carriers had increased from 30,781 route 
miles on Aug. 22, 1938, to 84,928 route miles, an increase of 
54,147. The chairman said it was under the provisions of the 
act that transatlantic air services were established between 
the United States and Europe, and transpacific services between 
Hawaii and New Zealand. 


Lines Making Money 


Until six months ago, said Chairman Pogue, the board’s 
mail rate fixing problems were confined entirely to carriers who 
were experiencing substantial operating deficits before mail 
pay. Due to recent emergency conditions, however, a sub- 
stantially higher proportion of available space on commercial 
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planes was now being occupied than normally was true. In 
July, 1942, said the chairman, the lines eliminated certain 
passenger discounts with a resulting increase in the level of 
passenger revenues. ; 

“The increased profitableness of operations to which these 
factors have contributed has presented for the first time cases 
in which carriers did not need mail payments to meet operating 
deficits,” said he. “These circumstances may make it necessary 
to invoke provisions of the act authorizing the fixing of 
passenger and property rates.” 


Administration of Act 


Chairman Pogue explained that the C. A. B. exercised all 
the functions relating to the regulation and promotion of air 
carriers from an economic standpoint. The board also pre- 
scribes all safety rules, standards, and regulations, and exer- 
cises the power of suspension and revocation with respect to 
safety certificates. The board also investigates accidents. 

The Administrator of Civil Aeronautics, he pointed out, was 
responsible for the establishment, operation and maintenance of 
all air navigation facilities—airports, emergency fields, radio 
ranges and communication systems. He also has charge of de- 
velopment work and service testing authorized by the act and 
enforces and administers the safety regulations promulgated by 
the board. 

The board and the administrator are within the Department 
of Commerce. The administrator is subject to the supervision 
and direction of the Secretary of Commerce and the board exer- 
cises its functions of safety regulation, economic regulation, and 
accident investigation, independently of the Secretary of Com- 
merce, according to the chairman. ; 


Effect of War 


Due to war conditions and acquisition of planes by the gov- 
ernment, said Chairman Pogue, the carriers were now operating 
about 72 per cent of their former mileage with only 51 per cent 
of the former number of aircraft. 


Aviation Progress 


Chairman Pogue said in the year ended June 30, 1938, the 
airlines carried 1,000,000 revenue passengers in domestic serv- 
ices and in the year ended June 30, 1942, 3,900,000 revenue pas- 
sengers. Express traffic increased from 4,100,000,000 pound 
miles to 16,000,000,000 pound miles. Total non-rail revenue in- 
creased from $25,400,000 to $83,400,000, while operating profits 
increased from a deficit of $1,500,000 to a profit of $14,800,000 
in the same periods. 

“This continued growth and experience now accumulated 
in operations under the civil areonautics act furnish an appro- 
priate background against which the need for revisions in the 
act can be considered with profit,’’ said Chairman Pogue. 

The effect of the war, said he, would accelerate the peace- 
time growth of civil aviation. 

“As a peacetime instrument,” said he, ‘‘the airplane is re- 
charting the world, geographically; and opening new areas, 
commercially.” 

Chairman Pogue said the board was preparing detailed com- 
ments on the various provisions of the Lea bill. He referred to 
recommendations the board made in its recent annual report. 

Because of the national character of air transportation, said 
he, the air transport industry had from the beginning urged 
exclusive federal control, that the civil aeronautics act had gone 
far to effect that purpose and that the law should continue to 
be molded in that direction. 


Gorrell’s Testimony 


Col. Gorrell began his testimony at the session of Feb. 4 
but did not conclude it. The air transportation industry had 
welcomed the “legislative respite since the Congress adopted 
a new charter for air transportation in 1938,” said he. The fact 
of the matter was that even a short while ago, had it been 
asked whether the time was ripe for considering further legisla- 
tion, ‘‘we would have replied in the negative,” he continued. De- 
velopments since then, however, including the announcement 
by Chairman Lea that the committee “ae consider new legis- 
lation, had changed the situation and the industry was glad to 
give its best advice. 


Col. Gorrell said the act of 1938 was, without question, a 
farsighted piece of legislation. It was “frankly experimental.” 
Congress had never theretofore adopted such elaborate regula- 
tion for an industry so young. The importance of aviation in 
defense had been realized by the committee and its members. 
Col. Gorrell named Representative Reece, of Tennessee, partic- 
ularly in that connection. In the hearings in 1937, said he, Rep- 
resentative Reece had raised the question of the importance of 
aviation to the United States in the Arctic region. 

The act had stood the test of experience and had proved 
its suitability under circumstances which never could have been 
anticipated when it was drafted, said he. 
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“Despite our preoccupation with our duties for the armed 
services, we agree that the time has come when serious thought 
should be given to additional legislation H. R. 1012 sets forth,” 
said he, adding that it contained many constructive proposals. 

It would be observed, said he, that the bill proposed no 
great changes in the matters dealt with by the present act. 
What it mainly did, said he, was to extend the act to persons 
and into areas not now covered, and to add to the legislation 
affecting the industry certain new provisions dealing with mat- 
ters which demanded attention. He did not believe that any- 
thing should be done to divert substantially the concentration of 
every ounce of our energies on the winning of the war, but he 
believed it was a happy omen “that this country should be con- 
sidering proposals for the further development of civil aero- 
nautics now while there is time.” In doing so, Congress was 
for@handed, just as it was, said he, in enacting the acts of 1996 
and 1938. He had made the point that the war could end sud- 
denly—though he emphasized he was not predicting its end this 


year—and that it was well to be prepared for peace when it 
came. 


Lee Appointed to C. A. B. 


By a vote of 46 to 31 the Senate, Feb. 1, confirmed the 
nomination of Josh Lee, formerly senator from Oklahoma, to 
be a member of the Civil Aeronautics Board. 

Senator Moore, of Oklahoma, who defeated Lee in the No- 
vember election, opposed confirmation. He said he opposed the 
nomination because the former senator was “totally lacking in 
qualifications for this position.” He also asserted that, on prin- 
ciple, he was opposed to appointment of a defeated member of 
Congress to an office or a board created in his term in Con- 
gress. He said Lee’s appointment was made “for his services as 
a messenger boy for the executive department.” In his remarks 
Senator Brown attacked the New Deal and charged that the 
appointment was “political and partisan and it is based on 
nothing else.” 

Senator Robertson, of Wyoming, also speaking against con- 
firmation, said he did not feel and that he did not think the 
people of the country felt that, because certain ex-senators 
might have rendered valuable service to a political party, their 
appointments should be ratified. 

“If we are to maintain our Republican form of government,” 
said he, “if we are to get away from the present bureaucratic 
form of government, we must heed the voice of the people and 
we must oppose the ratification of the appointment of ex-sena- 
tors, who, during their term in the United States Senate, con- 
tributed to the building up of a form of government which the 
people of this country have definitely decided to eliminate.” 

“These appointments have been referred to as ‘lame duck’ 
appointments,” he continued. “This duck is not lame; he is 
dead. It is a case of a politically dead duck being resurrected 
to become a cornerstone of a crumbling bureaucracy, and I 
object, and I am taking this opportunity to express my objection 
in the constitutional manner, so that it may be a matter of 
record.” 

Senator Tydings, of Maryland, explained he voted against 
confirmation because he did not believe Lee as “eminently 
qualified” for the place. 

There were no speeches made in support of the nomination. 


HOUSE AVIATION COMMITTEE PROPOSALS 

The House interstate and foreign commerce committee was 
“already overworked in many categories” and had “its hands 
completely full with surface transportation,” said Representa- 
tive Gale, of Minnesota, speaking in the House in support of 
proposals to establish a permanent House committee on com- 
mercial and civil aviation (see Traffic World, Jan. 30). He 
said that, after the war, the supervision of aeronautics would 
be a field completely separate by itself, “just as different from 
surface transportation as the dead past is from the future,” and 
that aviation should “very definitely” have a committee special- 
izing in this particular field. 


ARMY AIR SAFETY RECORD 

Robert A. Lovett, Assistant Secretary of War for Air, in 
a letter to Representative Brooks, of Louisiana, described as 
“vicious and reckless” and “completely untrue” a rumor, about 
which Mr. Brooks had inquired, to the effect that half of the 
personnel in army planes en route to foreign fronts were killed 
in transit. Mr. Brooks inserted the letter in the Congressional 
Record. 

“The truth of the matter,” said Mr. Lovett, “is that in such 
operations the percentage of fatal accidents to deliveries 1s 
two-tenths of one per cent for the six months’ period ending 
Dec. 31, 1942. Furthermore, for the full calendar year 1942. 
99.7 per cent of all aircraft accepted for domestic ferrying and 
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foreign flight delivery by our Air Transport Command were 
delivered to their destinations. . . . Remembering that flight 
delivery of our modern high performance aircraft is made to 
ten active overseas air fronts completely encircling the globe 
(from the subzero temperatures of the Arctic to the subtropical 
climates of Africa and the southwest Pacific) the accomplish- 
ment is a Superb one and an extraordinary tribute to the 
pilots, the machines, and the operating and supervisory per- 
sonnel... .” 


AIR-SHIP LINE CONTROL 


The Civil. Aeronautics Board has issued a supplemental or- 
der in No. 319, Application of American Export Airlines, Inc., 
affirming its order and opinion of July 30, 1942, disapproving 
control of American Export Airlines, Inc., by American Export 
Lines, Inc., a steamship company, and requiring the latter com- 
pany to divest itself of its control of American Export Airlines, 
Inc. However, it has extended to nine months from Jan. 25 the 
date on which the divestment plan must be submitted. Affirma- 
tion of the prior action taken by the board followed reopening 
of the proceeding for further argument on a joint petition of 
the companies (see Traffic World, Aug. 8, p. 330). 


NEW YORK AIR EXPRESS TRAFFIC FOR 1942 


Air express handled at La Guardia Field, N. Y., in 1942, 
totaled 3,900,000 pounds, 64 per cent over 1941, according to the 
air express division of the Railway Express Agency. The in- 
crease in revenue from this traffic was 40 per cent, but the 
increase in the number of shipments in and out of the airport 
was only 3.7 per cent. The increase was due entirely to air 
movement of war materials, including machinery, tools and air- 
craft parts. There were decreases in the movements of such 
air express as advertising material, textiles, bond prospectuses, 
wearing apparel and radio transcriptions, the agency said. 


NOVEMBER AIR EXPRESS FIGURES 


For the month of November, 1942, air express in pounds 
increased to a total of 2,173,593, which was 126 per cent over 
November, 1941. This was the highest percentage increase 
in the fifteen-year history of the service, according to the air 
express division of the Railway Express Agency. The month 
was the fifth consecutive in which the total was over 2,000,000 
pounds. ‘Total shipments in November, 1942, were 118,087, 
an increase of 6.8 per cent over November, 1941. Gross rev- 
enues were up 137.7 per cent. In the month, 23 per cent of 
all air express shipments originated or were destined to points 
not on airlines. Such rail-air shipments increased 32 per cent 
over November, 1941. 


Mail Transportation Costs 


_ The House committee on appropriations in the bill carry- 
ing appropriations for the Post Office Department, reported 
to the House, recommended $118,000,000 for railroad transpor- 
tation of the mail for the fiscal year beginning July 1. 

Explaining that this was a reduction of $8,000,000 below 
the appropriation of $126,000,000 for the fiscal year ending 
June 30, 1943, the committee said that the Bureau of the Budget 
reduced the department’s estimate because at the time the 
matter was under consideration (October and November, 1942), 
the volume of mail carried was below the anticipated figures. 
Since that time, however, there had been a marked increase in 
volume, and an expected reduction in parcel post business from 
mail order houses had not materialized. 

“If the present trends continue,” said the committee, “the 
amount carried in the bill will not be sufficient to pay the cost 
of transportation of the mails by railroad. With postal busi- 
ness as uncertain as it now appears, it is not possible to gauge 
accurately the requirements for such item.” 

_ The bill carries $4,500,000 for foreign air mail transporta- 
tion, $3,500,000 below the Budget estimate of $8,000,000, and 
a reduction of $11,555,979 below the appropriation, $16,055,979, 
for 1943. The reduction was made possible, said the committee, 
by the taking over by navy planes of service between the Pa- 
cific coast and Hawaii and Alaska at no cost to the department 
and a reduction in rate on route 1 from New York to Montreal. 

For domestic air mail the bill carries $22,000,000, $1,415,400 
below the Budget estimate, and $2,588,115 below the appro- 
briation for the fiscal year 1943. The committee said the re- 

uction was made possible by reductions in rates made by the 
- A. B. and that there probably would be other reductions. 


Subsidy and Rates 


“The action of the Civil Aeronautics Board in reducing 
certain rates is gratifying to the committee and is certainly a 
Step in the right direction,” said the committee. “The rapid 
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strides made by aviation during the war period should make 
it possible to materially reduce, if not entirely eliminate, the 
subsidy feature within the space of a few years. In one case 
on which decision has been rendered during the past year, the 
Civil Aeronautics Board originally entered a decision making 
the reduced rate retroactively effective and thereby requiring 
a refund to the government. On reconsideration of the matter, 
the board deversed its action making the order retroactively 
effective and the refund to the government was not required. 
There appears to be adequate authority in the board to make 
such orders effective as of such date as they may choose, 
whether retroactive or not. Since the air mail rate is on a 
subsidy basis, every precaution should be taken to prevent un- 
just enrichment of the operating companies at the government’s 
expense and this factor should be taken into account in de- 
termining the effective date of each rate determination.” 

For foreign mail $675,000 is recommended, a cut of $1,- 
735,000 below the appropriation for the fiscal year 1943. The 
committee said the marked decrease in the appropriation did 
not reflect a decrease in mail volume. It said it was accounted 
for by the fact that the army and navy and War Shipping 
Administration had largely taken over foreign mail operations 
on their own ships, without cost to the postal service. 


PLANE AND SHIP PRODUCTION 


Chairman Nelson of the War Production Board has re- 
ported that in December, as compared with November, 1942, 
aircrait production was up 20 per cent and merchant ship pro- 
duction was up 9 per cent. He said the number of airplanes 
delivered to the army, navy and our allies in December was 
2,48Y, an increase of 677 above the preceding month. In De- 
cember, 108 merchant ships of 1,167,000 deadweight tons were 
delivered by the Maritime Commission. In 1942, 542 U. S. 
1.berty cargo ships were built and placed in active service, ac- 
cording to the report. Altogether the Maritime Commission 
in 194z delivered 727 merchant vessels with a total deadweight 
tonnage of 8,027,000. In addition, the commission delivered 
iy special type military vessels and 14 tugboats, bringing the 
total deadweight tons delivered for the year to 8,090,000. Chair- 
man Nelson said newly developed practices reduced the aver- 
age number of days required for construction of these vessels 
from 241 for the ships delivered in January to 55 days for 
those delivered in December. « 


POSTAL REVENUES 


“Postal revenues for December, 1942, which saw the 
heaviest Christmas mailings on record, totaled $118,588,675.91,” 
says the Post Office Department. “This was $6,957,482.52 more 
than the revenues for the entire fiscal year 1901, and was the 
largest amount for any month in the history of the Post Office 
Department. The December revenues were larger by $12,- 
580,315.32 or 11.87 per cent, than those of December, 1941. 

“Un audited revenues for the first six months of the fiscal 
year 1943 totaled $480,029,927.56, an increase of $34,178,841.61, 
or 7.67 per cent, over the corresponding period of the preceding 
fiscal year. 

“kxpenditures of the postal service, not yet fully computed, 
also increased sharply, and the prospect is that this increase 
plus overtime payments and salary increases voted by Congress 
will result in a substantial excess of expenditures over revenues 
for the full fiscal year 1943. 

“In addition to the extraordinarily heavy holiday mailings, 
there were large increases in December, 1942, over December, 
1941, in numerous special services of the postal establishment. 
Domestic money orders issued showed an increase of more than 
21 per cent; special delivery articles, 15 per cent; paid regis- 
tered articles, 120 per cent; free registered articles, 22 per 
cent; insured articles, 42 per cent; c. o. d. articles, 9 per cent; 
sacks of parcel post, 8 per cent; and pieces of parcel post trans- 
ported outside of sacks, 10 per cent. Much of the extraordinary 
increase in registered mail has been ascribed to heavy mailings 
of war bonds, better employment conditions, and letters to and 
ae the armed forces and defense workers who are away from 

ome.” 


DETROIT’S TRUCK CONSERVATION PLAN 


The transportation bureau of the Detroit Board of Com- 
merce has published “Freight Receiving Hours—Detroit Indus- 
tries,” containing a schedule of hours at which Detroit firms 
will accept truck deliveries of freight. Prepared from informa- 
tion supplied by responsible officials of the industries listed, it 
is designed to save tires, equipment, manhours and telephone 
calls of common carriers, wholesalers, manufacturers and others 
who have deliveries to make, according to Allen Dean, manager 
of the bureau. There are approximately 1,700 industries listed. 
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ee 
Traffie Law and Procedure 
‘ Tenth of a Series of Fifty-Two Articles on This Subject by G. Lloyd Wilson— 


Common carrier railroads engaged in interstate commerce 
@ are now required to establish switch connections with 
branch lines and private sidings on reasonable terms and on prop- 
er application. There was no provision to this effect in the original 
act to regulate commerce of 1887 and carriers, in many in- 
stances, refused to make such connections unless required to do 
so by state laws. The Interstate Commerce Commission, in the 
absence of any federal legislation on the subject, had no author- 
ity to order the carriers to put in side-track connections nor 
to prescribe the terms and conditions to govern the construction 
and operation of sidings. The Interstate Commerce Commission 
had jurisdiction in the matter, under the terms of the original 
act to regulate commerce, only in cases where the establish- 
ment of siding facilities or the failure to establish them resulted 
in unjust and unreasonable discrimination or undue preference 
among shippers or consignees, in violation of the act.’ The 
duty of a railroad company to give shippers equality of switch 
track connections did not exist at common law. 

Congress did not attempt to enact legislation regulating 
switehing until 1906, when section 1, of the interstate commerce 
act, was amended by the Hepburn act to require carriers to 
make such connections subject to several specifically mentioned 
limitations that the connections were: (1) reasonably prac- 
ticable; (2) consistent with safety in operation, and (3) justified 
by furnishing sufficient traffic to provide for their construction 
and maintenance.” 

Applications were required to be made in writing by ship- 
pers to the carriers for the establishment of switch or side-track 
connections, and the Commission had jurisdiction, prior to 1910, 
only in cases where the carriers failed to establish the connec- 
tions after written application had been made.’ The Commission 
had no authority to decide complaints of the failure of the car- 
riers to make switch connection made to it by lateral branch 
railways, though it had authority to compel switch connections 
with lateral branch roads at the instance of shippers.* 


Mann-Elkins Act 


The Mann-Elkins act of 1910 further amended the inter- 
state commerce act pertaining to the establishment and mainte- 
nance of switch connections by stipulating that common carrier 
railroads subject to the interstate commerce act were required 
to construct, maintain and operate switch connections on rea- 
sonable terms with lateral or branch lines of railroad or with 
shippers tendering traffic for interstate transportation. 

Connections are required to be made by the carriers on 
application of the branch lines or shippers where the connec- 
tions are “reasonably practicable, can be put in with safety, and 
will furnish sufficient business to justify the construction and 
maintenance” of the connections. The line carriers are required 
also to furnish freight cars for the movement of traffic to or 
from the branch lines or private sidings to the best of their 
ability without discrimination in favor of or against any 
shipper.* 

The federal Commerce Court, in its decision in B. & O. 
S. W. R. Co. vs. U. S., in 1912, construed lateral branch lines 
for outlets for traffic originated on the branch or lateral lines. 
Lines that are in effect independent or competing railroads are 
not considered to be lateral lines. “Whether or not a road is a 
lateral branch of railroad under this paragraph depends on its 
relation to the line with which switch connection is asked, and 
not to the shipper or territory.’ The Commission, in Cameron 
Coal Co. et al. vs. U. M. and E. R. Co. et al, found, in 1921, 
that a carrier whose tracks were approximately two miles from 
the line of a trunk line with which a connection was sought to 
be made was not a lateral branch line within the meaning of 
section 1 (9) of the interstate commerce act.’ 

In I. C. C. vs. D. L. and W. R. Co., decided in 1910, the 
U. S. Supreme Court held that there was force in the contention 
that branch lines, having connections with the lines of two 

1 Red Rock Fuel Co. vs. B. and O. R. Co., (11 I. C. C. 438), 1905. 

? Rahway Valley R. Co. vs. D. L. and W. R. Co., (14 I. C. C. 191), 
1908, and Hocking Valley R. Co. vs. New York Coal Co., (217 Fed. 727), 
1914. 

3 Barden and Swarthout vs. Lehigh Valley R. Co., (12 I. C. C. 193), 
1907. 

‘1. Cc. c.-va,. D. L..& W. R. Co., (6 U. S.. 531), 1920. 

5 Interstate Commerce Act, Part I, Section 1 (9). 

6 (195 Fed. 962), 1912. 

465 5. C. C. 436), 821. 





Railroad Switch Connections 





carriers and having joint routes and through rates with both 
carriers, could be considered as lateral branch lines of other 
carriers. The court observed, however, that ‘it would be going 
far to lay down the universal proposition that a feeder line 
might not be a lateral branch road of one line at one end and 
of another at the other.* 


Conditions Precedent to Commission’s Jurisdiction 


Complaints may be made to the Commission in the usual 
form and manner by shippers or by the owners of lateral branch 
lines, if the common carriers fail to install and operate switch 
connections as required by the interstate commerce act, pro- 
vided proper applications for the connections have been made. 
The Commission is directed to hear and investigate the com- 
plaints and determine for itself the safety, practicability, and 
justification and the reasonable terms of compensation of the 
arrangements for the switch connections. 

Complainants before the Commission must either own the 
lateral branch lines or railroads or be shippers who have inter- 
state traffic that they wish to tender for transportation to the 
railroad carriers to which switch connection applications are 
made.* The Commission has held that, if the requisite condi- 
tions of safety, practicability, justification and reasonable com- 
pensation are met, the connections must be made whether the 
carriers desire to establish them or not.*® Reasonable require- 
ments to protect the carrier’s property may be attached to its 
undertaking to operate the spur tracks.” 

In Mercantile Trust Co. vs. C. S. and H. R. Co., a federal 
circuit court found that railroads could not be compelled, in the 
absence of express contracts to do so, to establish and operate 
switch connections or spur tracks from their own lines for the 
use of private parties in the shipment of their products at a 
loss, or when the operation could not be performed safely with- 
out a considerable expenditure.” The Supreme Court has held 
that carriers cannot be ordered to build switch connections until 
the shippers’ sidings are actually constructed.” 


Safety and Justification 


The Commission must ascertain, as a condition precedent 
to the exertion of its power to require the establishment of 
switch connections, that the lateral branch railroads or private 
sidings for which switch connections are requested are con- 
structed in such manner that physical connections with the 
railroad lines are both safe and practicable. The switches and 
connections must be located with regard to the safety of pas- 
senger and freight train operation on the main lines.” 

The justification of switch connections is measured by the 
traffic originating on the sidings or branch lines. The interstate 
commerce act assures reasonable switch connections with main 
lines to branch lines and the private sidings of shippers who will 
furnish sufficient business to justify the construction and main- 
tenance of the connections.” The cost of construction, mainte- 
nance, and operation must be determined and compared with 
probable revenues from traffic originated on the branches and 
sidings. 

Freight Car Supply 


The Commission has held that the act requires that the 
carriers, to the best of their ability and without discrimination 
in favor of or against any shipper, furnish cars for the move- 


ment of traffic originating on lateral branch lines or on private 
side-tracks.” 


__ The carriers cannot reserve for themselves or exercise the 
right to determine which commodities shall or shall not be 
moved over switch connections and dealt in by dealers located 


8 (216 U. S. 531), 1910. 

® J. K. Dering Coal Co vs. C. C. C. and St. L. R. Co., (96 I. C. C. 
143), 1925; and C. C. C. and St. L. R. Co. vs. U. S. et al., (275 U. 5. 
404), 1928. 

10 (96 I. C. C. 143), 1925. 


11 Imperial Wheel Co. vs. St. L. I. M. and S. R. Co., (20 I. C. C. 56), 
1910. 


12 (90 Fed. 148), 1898. 

13 (275 U. S. 404), 1928. 

14 Ralston Townsite Co. et al. vs. M. P. R. Co., (22 I. C. C. 354), 1912. 

45 Ibid., and Southern R. Co. vs. Sheely et al., (18 Fed. (2d) 784), 
1927. 

16 Huerfano Coal Co. et al. vs. C. and S. E. R. Co. et al. (28 1.C.C. 


502), 1913, and Rules Governing Ratings of Coal Mines (95 I. C. C. 309), 
1924, 
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on sidings connected with the carriers’ lines, except insofar as 
is necessary to protect life and property through regulations 
governing the handling or storage of dangerous commodities.” 

In Interstate Stockyards Co. vs. I. U. R. Co., et al., a fed- 
eral court in 1900 held that common carriers subject to the 
interstate commerce act could not lawfully deny switch con- 
nections or service to certain persons, places or kinds of traffic 
while affording them to others similarly located. The decision 
holds that ‘fone who has built a switch connection with the track 
of a railroad, with the consent of the company, has an implied 
right to service at such switch, and, unless such service is 
limited, either expressly or by implication, may lawfully insist 
that the carrier shall there receive and deliver all such freight 
as it customarily carries, for which the switch is suitable and 
convenient.””* 

In Hines et al vs. Henaghan et al, another federal court 
decision held that a stipulation in a side-track contract that the 
railroad might discontinue the use and remove track connec- 
tions if it was of the opinion that its continuance was not justi- 
fied because of the interference with the operation of the rail- 
road, did not justify the railroad in arbitrarily refusing to 
furnish cars for the use of a shipper located on the side-track 
without submitting to a determination of the reasonableness 
of the action by the courts.” 

The expression, ‘‘to the best of its ability,’ in the interstate 
commerce act pertaining to switch connections applies to and 
qualifies the duty of the carriers to maintain switch connections, 
and does not apply to the prohibition in the law against dis- 
crimination. The latter is absolute. This was held by a United 
States district court in Penna. R. Co. vs. United States, in deci- 
sions affirmed by the U. S. Supreme Court in 1916.” 


Orders of the Commission 


After the Commission has heard and investigated the ap- 
plications for switch connections and determined the safety, 
practicability and justification of the connections and the rea- 
sonableness of the terms of compensation, it may issue orders 
in the manner provided in the interstate commerce act directing 
the common carriers subject to the Commission’s jurisdiction 
to comply with the provisions of the act to the extent specified 
in the orders.” The act imposes on the Commission the complete 
duty of remedying violation of the switch connection provisions 
of the act by appropriate orders.” Actions at law can be main- 
tained for refusal by carriers to establish switch connections 
under state statutes, when connections are given to other ship- 
pers, if the actions do not involve interstate commerce, without 
first submitting the complaint to the Commission. State laws 
regulating switch connections, as well as other commerce, are 
void only insofar as they affect interstate commerce.” Neither 
the state legislatures nor the state courts can limit the power 
of the Commission to compel common carriers to make connec- 
tions with private side-tracks or lateral branch line railroads." 

The orders of the Commission are enforced by injunctions, 
mandamus, or other processes by courts of competent juris- 
diction.” 


Important Supreme Court Decisions on Switch Connections 


Two leading cases concerning the establishment and main- 
tenance of switch connections are: 


1. Interstate Commerce Commission vs. D. L. and W. Railroad 
(216 U. S. 531), 1910. 

2. C. C. C. and St. L. Railway vs. United States et al. (275 U. S. 
404), 1928. 


Commission vs. D. L. and W. R. Co. 


The Interstate Commerce Commission ordered the Dela- 
ware, Lackawanna and Western Railroad to establish a switch 
connection with the Rahway Valley Railroad at Summit, N. J.” 
A bill in equity was brought by the Delaware, Lackawanna and 
Western, to which the Commission demurred. The Attorney- 
General of the United States filed a certificate that the case 
was of general public importance. The case was brought before 
three United States circuit court judges. A preliminary injunc- 
tion was issued on the ground that the appellant, the Com- 
mission, had exceeded its power. The circuit court held that 
the act only contemplated a complaint by a shipper and that 
a complaint by a lateral-branch line railroad was insufficient 


"(12 1. C. ©. 3163),. 1007. 
8 (99 Fed. 472), 1900. 
” (265 Fed. 831), 1920. 
*© (227 Fed. 911), 1915; and (242 U. S. 208), 1916. 
2 Interstate Commerce Act, Part I, Section 1 (9). 
‘ie B. and B. McCormick vs. C. B. and Q. R. Co., (14 I. C. C. 611), 
- (217 Fed. 727). 1914. 
* (275 U. S. 404), 1928. 
nm Commerce Act, Part I, Section 1 (9), and Section 


*(14 1, ©. ©. 191), 1908. 
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to confer jurisdiction on the Commission.” An appeal was taken 
at once directly to the U. S. Supreme Court, as provided for 
by the act of 1906. 

The Rahway Valley Railroad was about ten miles long. It 
ran through northern New Jersey, connecting on one end with 
the Lehigh Valley Railroad and on the other with the Central 
Railroad of New Jersey. The Delaware, Lackawanna and 
Western had a branch that ran through Summit, New Jersey, 
but the railroad carried only passengers on this branch. The 
Rahway Valley petitioned for and obtained from the Commis- 
sion an order to make a switch connection at Summit, N. J., 
with the D. L. and W. to transfer freight traffic. The order 
interfered with the policy of the D. L. and W. It resisted the 
order and brought suit. The Commissioned based its order on 
the section of the interstate commerce act providing that any 
common carrier subject to the interstate commerce act, on 
application of any lateral, branch line of railroad, or of any 
shipper tendering interstate traffic, shall conduct, and maintain, 
and operate, at reasonable terms, a switch connection with any 
such lateral, branch line or private side track, that may be 
constructed to connect with the railroad, where such connection 
can be put in with safety, and will furnish sufficient business 
to justify the construction of the switch connection, and shall 
furnish cars for movement of such traffic to the best of its 
ability without discrimination in favor of or against any such 
shipper.” 

If any common carrier fails to install and operate a con- 
nection on application therefor in writing by any shipper, the 
shipper may then make complaint to the Commission, as pro- 
vided in section 13 of the act. The Commission is directed to 
hear and investigate the complaint and determine as to the 
safety and practicability of the connection and justification, 
and determine the reasonable compensation to be paid for the 
switch connection. The Commission, under section 15, of the 
act, may direct the common carrier to comply with the provi- 
sion of this section in accordance with such an order, and 
enforce the order. 

The question at issue was whether the Rahway was a lat- 
eral or branch line railroad within the meaning of the term, 
as used in the act. The Supreme Court interpreted the term to 
mean a railroad naturally tributary to the line of the common 
carrier and dependent on it for an outlet to markets. Accord- 
ing to the bill, the Rahway Valley was not such a railroad, 
since it had connections with two carriers. The Supreme Court 
did not go so far as to hold that a feeder line might not be a 
lateral or branch line on one end and not on the other. It held 
that this was a doubtful question. It agreed, however, with 
the circuit judges in the considerations on which they decided 
the case. 

The Supreme Court said it was the intent of the act not 
to give a roving commission to every railroad that might see 
fit to make a descent upon a main line and demand switch 
connections with the main line railroad, but to provide, pri- 
marily, for shippers seeking outlet to markets by either private 
rail facilities or branch lines. The remedy given by the section 
of the act was held to be available only on complaint by a 
shipper. The court was of the opinion that the remedy was 
exclusive and that the general powers given by other sections 
could not be taken to authorize a complaint to the Commission 
by a branch railroad company under section I. If applicable to 
a branch road, the remedies would have been equally applicable 
to shippers and there was no more reason to mention com- 
plaints by shippers than by others. The argument that shippers 
were mentioned to insure their right in case of a refusal to 
connect with a lateral line was held to be excluded by the form 
of statute, which obviously provided the only remedy that 
Congress had in mind. The court expressed the view that it 
might or might not be true that the distinction was not very 
effective, but it stood in the law and must be accepted as the 
limit of the Commission’s power. 

The judgment of the court below was affirmed.” 


Cc. C. C. and St. L. Railway Co. vs. United States et al. 


The J. K. Dering Coal Company operated a large mine on 
the Illinois Railroad. It desired a direct connection with the 
Big Four Railway, and it built a private track about 3% miles 
long to the right of way of the Big Four. It then applied to 
the Commission, under section 1 (9), for an order requiring the 
Big Four to build, maintain, and operate a switch connection 
with its line. The mine, track and proposed switch connection 
were all in one state—TIllinois. 

After hearing, the Commission found that the coal com- 
pany had complied with all the provisions in the act and that 
it was entitled to the switch connection. The Commission 


7D. L. and W. R. R. Co. vs. I. C. C. et al., (166 Fed. 498), 1908. 
*8 Interstate Commerce Act, Part I, Section 1 (9). 
2 (216 U. S. 531), 1910. 
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entered the order prayed for. The Big Four brought suit 
against the United States and the J. K. Dering Coal Company 
in the federal court of Dllinois, and asked that the order be 
set aside. The Commission defended. 

The district court did not make any findings of facts, 
render an opinion, or indicate by recital in the decree the 
grounds for its decision. No irregularity in the proceedings 
before the Commission was found. It was urged that some 
of the essential findings of the Commission were without sup- 
port, but the evidence was found to be ample. 

The Big Four urged that the Commission erred on the fol- 
lowing points: The power given the Commission under para- 
graph 9, which was abrogated by paragraph 22, of section 1, 
of the interstate commerce act, which provides that the author- 
ity of the Commission, conferred by paragraphs 18 to 21 
inclusive, “shall not extend to the construction or abandon- 
ment of spur, industrial team, switching, or side tracks located 
or to be located wholly in one state.” 

It urged that the Commission order was void because of 
requirements in paragraphs 18 to 21. The switch connection 
here in issue would enable the Big Four to reach into new 
territory and would be an extension of its lines as provided in 
paragraph 18. It further contended that the track crossing 
would be a public crossing, since it crossed a public highway. 
It also contended that the coal company was not a shipper as 
set forth in paragraph 9, of section 1, of the act, because its 
mine was connected also with the Illinois Central Railroad. It 
argued that Congress did not intend to give a shipper more 
than one direct connection with more than one railroad. It 
contended also that the coal company was not a shipper because 
it had not shipped by this route up to the time of application 
and argued that no one, unless he was already a shipper, might 
ask for a switch connection. It further contended that the coal 
company was not a shipper within the terms of paragraph 9, 
because a railroad could be compelled to build the connection 
only with a private side track that might be constructed to 
connect with its railroad. The argument was advanced also 
that, under the law of Illinois, only a public track might cross 
a public highway. . 

The U. S. Supreme Court, in its decision, held that all the 
contentions of the Big Four were clearly unfounded. It held 
that the District Court properly refused to grant a stay of the 
Commission orders pending an appeal. It said: 


It is difticult to believe that the appeal would have been persisted 
in if the court had delivered an opinion setting forth its reason for 
dismissing the bills. Where the trial court omits to state the ground 
of its decision, the appellate court is denied an important aid in the 
consideration of the case; and the defending party is often unable to 
determine whether the case presents a question worthy of consideration 
by the appellate court. Thus both the circuit court and this court are 
subjected to unnecessary labor. 

Affirmed.*® 





90 (275 U. S. 404), 1928. 


For What Are We Fighting? 


(Continued from page 294) 

overrun by Hitler. Our South American neighbors, 
though they have not been attacked, are playing safe 
by acting in accord with us—so far as they are doing 
so at all. The United States is the only one of the 
Allied nations that may be said to be in this war fight- 
ing for an ideal—an ideal conceived by Franklin D. 
Roosevelt before he took us into it and graciously 
agreed to by Mr. Churchill in order to keep us happily 
in it. 

Does anyone in his senses believe that the “uncon- 
ditional surrender” policy, put forth by Roosevelt and 
Churchill—without the participation of China and Rus- 
sia, who have been doing most of the fighting—would 
govern if serious peace overtures were made? Imagine, 
for instance, that Germany and Japan, seeing defeat, 
offer to withdraw from all the territory they have taken 
and pay suitable indemnities for the loss in property 
and lives they have caused. We are pretty certain China 
would accept. We are almost as certain about Russia. 
We believe Great Britain would. Would the United 
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States be able to hold any or all of them in line for 
unconditional surrender in order that the “four free. 
doms” might be established in the world? One might 
even ask whether they ought to stay in line under such 
conditions. 


No one, of course, knows how this war is going to 
end or under what conditions peace will be proposed, 
But those who believe that the war is to be unending 
until the starry-eyed proponents of the millenium have 
their way are due for a rude awakening—this quite 
apart from the question of whether they ought to have 
their way. The boys who are doing the fighting will 
want to come home; their families will want them to 
do so; the people will be weary of death, and high taxes, 
and privations. One does not need to know overmuch 
about the facts of life to know that the war will not be 
carried on for the sake of a beautiful ideal if it can be 
ended with honor and safety otherwise—especially since 
Russia, who, if the war were to end soon, would have 
been the principal means of ending it, is not interested 
in beautiful ideals and the quartet of freedoms. 


Uneonditional Surrender 


Editor The Traffic World: 

Unconditional surrender is a thing of the dark ages. It 
is a foolish stand that can result in a long and disastrous war 
for the entire civilized world. 

What difference does it make if our losses are only 5 to 
5 or 1 to 5 or only 1 to 10, for that matter? No need here 
to discuss the horrors and wide spread suffering and misery 
these losses will involve for both sides. 

We are quite certain of defeating the enemy. After that, 
they and, perhaps, we will have to start all over again from 
scratch with empty hands and empty bellies. 

We will bind up the wounds of our enemies, which will 
be a long time healing. We shall set them on their feet 
again and aid them once more to gain their rightful places 
in the society of nations. 

Therefore, we should take the initiative right now to 
forstall any unnecessary losses. Get around the conference 
table at once and determine if a fair and just basis for end- 
ing this struggle exists. Go over the heads of leaders if 
necessary. Go to anyone who can effect this desired result. 

No thinking person believes that 99 per cent of the people 
would choose to continue this slugging bee if a sound basis 
for ending hostilities could be reached. However, if there 
is absolutely no hope for a fair and just peace based on the 
laws of our Creator, then let us prosecute the war with all 
the vigor and resourcefulness at our command. But first try 
the sensible way. O. A. Kaminsky, Traffic Manager, 

The Cleveland Worsted Mills Co. 

Cleveland, O., Jan. 29, 1943. 


WAR BOND VALENTINES 


A striking addition to the long series of individualistic ad- 
vertisements of the St. Louis Southwestern Railway Lines ap- 
pears in the Traffic World this week. It consists of a plea for 
the use of war bonds as valentines this year and makes mention 
of the railroad only in small type at the bottom, in which the 
advertisement is called “a further contribution to Americas 
war program . .. made by the St. Louis Southwestern Rail- 
way Lines (Cotton Belt Route.)” 

The Cotton Belt advertisements are now continuously tied 
to the war effort. The suggestion contained in the valentine copy 
is being further disseminated by the railroad by the sending 
of copies of it to the President, members of Congress, and 
other federal officials; to radio commentators and radio sta- 
tions; to newspapers, chambers of commerce and schools, an 
to all general agents and station agents on the line of the Cot- 
ton Belt. Enclosed with these copies is a brief communication 
from Alexander C. McKibbin, director of the railroad’s public 
relations department, in which the cooperation of the recipient 
is solicited in making the war bonds for valentines suggestion 
a successful drive in the manner of the drive for the use of 
war stamps in corsages and buttonnieres. 
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Questions and Answers 


In this column will be answered questions of both legal and 
practical dealing with 4 


will answer questions 
not desire to take the place of the trafic man but to help him 
his work. 

The right is reserved to refuse to answer in this column any 
question, legal or trafic, that tt may appear to us unwise to answer 
or that involwes a situation too complex for the kind of investiga- 
tion herein contemplated. If a@ more comprehensive answer to a 
question is desired than is thought proper for this column, the 
department will answer it by letter for a reasonable charge. 

No attention will be paid to anonymous communications or 


Department, 
Trafic Service Corporation, Harle Building, Washiagton, D. O. 


Tariff Interpretation—General vs. Specific Classification Rating 


Utah.—Question: A shipper manufactures an ore loading 
machine used in underground mining operations, which is 
shipped securely boxed, set up. Carriers’ weighing and inspec- 
tion bureau, which polices classification and weight matters 
for the railroads, sometimes receiving rulings from the Classifi- 
cation Committee, stated several years ago when shipments 
began to move that they should be rated as machinery, N. O. I. 
B. N. They accordingly moved at first class rate for machinery, 
Ss. U., L. C. L., until the classification was changed to second 
class, after which they regularly moved at second class rates 
to all points of shipment, as no commodity rates were in effect. 

The volume of movement became so great that shipper 
felt justified in asking for the publication of a commodity rate. 
Realizing that an L. C. L. rate to the wide open territory to 
which such shipments were moving could not be published on 
machinery, N. O. I. B. N., obviously laying it open to all L. C. L. 
machinery for which a similar commodity rate would not be 
justified for promiscuous application, a suitable description 
peculiar to the commodity and taking it out of the classification 
was agreed upon. Commodity rate was published for shovels 
and shovel parts, power, underground, mining, L. C. L. This 
rate was published to Chicago only and on shipments destined 
beyond shipper billed them as power underground mining 
shovels to Chicago and ore loading machines (machinery, N. O. 
I. B. N.) beyond to identify the commodity rate and class rate 
respectively. 

Some time later carrier took the position that since the 
commodity was rated as power underground mining shovels to 
rate breaking point they should be rated as power shovels 
beyond under classification basis taking first class instead of 
second class for machinery. The article is not a power shovel 
within the ordinary meaning of the word as established through 
custom and use. 

Effective February 10, 1941, Supplement 3, Item 31020-A, 
Consolidated Freight Classification No. 14, power shovels were 
reduced to second class, so at present there is no cause for 
controversy. Would you please advise if prior to February 10, 
1941, commodity rate could be used to Chicago, plus second 
class rate beyond for machinery? Could you furnish reference 
to decisions of the Commission upholding this method of bill- 
ing and basis for freight charges? 


Answer: If, as you say, a commodity rate was established 
on the article shipped describing the article as “Shovels and 
Shovel Parts, Power, Underground, Mining,” we are of the opin- 
lon that in determining a classification rating to cover the 
movement from the rate-break point to destination, the identity 
of this article cannot be changed. However, the same article 
may be described differently in the two tariffs containing the 
factors of the combination rate. 


In our opinion, the second class rating of ‘Machinery, 
N. 0. I. B. N.,” is not applicable to this article. The term’ 
N. O. I. B. N.,” as defined in the Consolidated Freight Classifi- 
cation means “not otherwise indexed by name and not more 
Specifically provided for.” The description in Item 31020 of the 
Consolidated Freight Classification covering “Machinery and 
Machines, and Parts Thereof—Shovels, Power,” is more specific 
than the description “machinery, N. O. I. B. N.,” provided for 
In Item 31890 of the Classification. 

If Item 31020-A, of Supplement 3, providing a rating of 
second class, covers the article, Item 31020, providing a rating 
of first class also covers the article. The decision in Investiga- 
tion and Suspension Docket 76, 25 I. C. C. 442, states that the 
Commission has always applied the rule that a specific rating 
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applies rather than a general rating carried in the same classifi- 
cation, even though the general rating be lower; that the rule 
that the shipper shall be entitled to the benefit of the lower 
of two conflicting rates in the same tariff applies only in the 
absence of any rating which by settled rule of tariff construc- 
tion would apply to the exclusion of others. See, also, Jonesboro 
Freight Bureau vs. Missouri, K. & T. R. R. Co., 140 I. C. C. 480. 


Demurrage—Computing Time 


Indiana.—Question: We have had certain provisions of the 
current Demurrage Tariff interpreted to us as follows: 


While Rule No. 2, Section A, of Agent Jones, Tariff No. 4-W, ICC 
No. 3722, provides that 48 hours, two days’ free time will be allowed, 
it does not provide that the free time will be based on two calendar 
days. In this connection, when cars are placed so that free time 
commences at 7:00 a. m. on Friday, 48 hours would expire 7:00 a. m. 
Sunday, but as the calendar day Sunday runs from midnight Satur- 
day until midnight Sunday, the time midnight Saturday to midnight 
Sunday would be excluded, making free time expire at 7:00 a. m. 
Monday. 


Will you kindly give us your opinion of the above interpre- 
tation, citing any recent action by the Commission which may 
have a bearing on this subject? 

Answer: Rule 2 of the Demurrage Tariff provides that 48 
hours’ free time will be allowed to either load or unload. Rule 
3 provides a basis for computing free time. 

Rule 3 provides that the free time period will commence 
on the first 7:00 a. m. after actual or constructive placement, 
as the case may be. This rule provides that Sundays and legal 
holidays are to be excluded when figuring the free time. 

Since a calendar day, in the tariff, is not considered as 
running from midnight to midnight, we are of the opinion that 
for the purpose of excluding Sunday from the free time, it, 
too, should be figured as running from 7:00 a. m. Sunday until 

0 a. m. Monday. 

As to the cars referred to, free time began 7:00 a. m. 
Friday and expired 7:00 a. m. Sunday. 

We are unable to find any recent case covering this par- 
ticular subject, but it is our opinion that as the free time 
period had expired at 7:00 a. m. Sunday, demurrage should 
begin as of 7:00 a. m. Sunday. 


Tariff Interpretation—Rate Applicable Where Tariff Contains 
No Routing 


Missouri.—Question: We had shipped, on September 10, 
1942, for our account, a carload of drain tile (Class 16, per 
Item 9060, of Southwestern Lines Tariff No. 173-0, Agent 
Peel’s I. C. C. No. 3475), from Humboldt, Kansas, to Alama- 
gordo, New Mexico. The bill of lading was tendered to and 
accepted by the Atchison, Topeka & Santa Fe Ry. Co. with 
neither the route nor rate being inserted. Payment was made 
by shipper on a rate of 48 cents. However, Southwestern Lines 
Tariff No. 251-P, Agent Peel’s I. C. C. No. 3359, publishes a 
rate of 43 cents and we filed claim for overcharge for the differ- 
ence. Claim has consistently been declined by the Santa Fe 
with the following statement: 


In accordance with SWL Tariff 251-A, Item 2000, the rates au- 
thorized herein only apply via routes authorized in SWL Tariff 221-A, 
and, as there are no routes authorized from Humboldt, Kan., to Ala- 
mogordo, New Mexico, the basis claimed cannot be applied. 

We cannot agree with your views as the rates only apply via 
routes authorized and when no routes are authorized, no rate exists. 
It is true that certain groups are provided for all stations in Kansas 
and stations in New Mexico, however, there must also be routes estab- 
lished before a rate exists. 


We do not agree with the above, as page 8 of Southwestern 
Lines Tariff No. 221-B, Agent Peel’s I. C. C. No. 3481, states 
that Section 1 is an alphabetical list of stations between which 
routes are provided. This is a misstatement as there is no 
route provided between these stations, although both are in- 
cluded in Section 1. We contend, therefore, that routing in this 
instance is not covered by Southwestern Lines Tariff 221-B, 
Agent Peel’s I. C. C. No. 3481, and the rate as published in 
Southwestern Lines Tariff No. 251-A, Agent Peel’s I. C. C. No. 
3359 is applicable via all routes made by use of lines of carriers 
party to Southwestern Lines Tariff No. 251-A, Agent Peel’s 
I. C. C. No. 3359, provided, of course, that an exception is not 
published which would prohibit the route used, and we could 
find none in this case. 

Also, it seems to us that with such discrepancies in the 
interpretations of the routing in connection with this shipment 
that the tariff is in violation of Rule 4 (k), of the Interstate 
Commerce Commission Tariff Rules which states that routing 
over which the rates apply must be stated in such manner 
that such routes may be definitely ascertained. Also, ‘When it 
is desired to provide that certain rates published in a tariff 
will not apply via all the routes shown in a routing guide to 
which the rate tariff is made subject, the rate tariff must show 
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clearly what routes in the routing guide are not applicable, or 
are the only routes applicable, in connection with such rates.” 

Please advise, if, in your opinion, the rate of 43 cents is 
applicable on the subject shipment. 

Answer: The routing instructions provided for in South- 
western Lines Tariff No. 221-B, Agent Peel’s I. C. C. No. 3481, 
show four routes from Humboldt, Kan., to El Paso, Tex., but 
none of these routes can be used under authority of Item 10 
of Tariff 221-B, intermediate routing, as Alamogordo is not an 
intermediate point, although it is located near El Paso. 

Rule 4 (k) of Tariff Circular 20 definitely states that rout- 
ing over which rates apply must be stated in such a manner 
that such routes may be definitely ascertained. This is not true 
in this case as the routing instructions referred to by the rate 
tariff do not name routes between the points involved. If the 
rate tariff names a route it is stated in such a confusing man- 
ner that it cannot be definitely ascertained. This, in our opinion, 
is a violation of Rule 4 (k) and should be corrected by the 
carriers. 

It is our opinion that the 43-cent rate will apply to your 
shipment, as the Commission has held that where rates are 
published in a tariff to points located on lines which are not 
parties to the tariff carrying the rate, the failure to name such 
carriers as participating carriers in the tariff does not affect 
the legality of the rates. 

See Ridge Coal Mining Co. vs. M. P. R. R., 62 I. C. C. 259; 
Casey Hedges Co. vs. A. G. S. R. R., 50 I. C. C. 240; Louisville 
Board of Trade vs. I. C. & S. Traction Co., 34 I. C. C. 640; 
E. I. du Pont de Nemours Powder Co. vs. Wabash R. Co., 33 
L. Cc. Sau. 

The Commission has also held that the lack of routing 
alone does not invalidate a rate; that it is well settled that 
where no routing is provided in a tariff the rates therein will 
apply over all routes of the participating carriers. Finch Bros. 
vs. C. ot. Fw. & ©, 3 br. ©. Cc. od. 

Applying the principles of the above cases to the shipment 
in question, the fact that routing from and to the stations 
named in your letter is not provided in Southwestern Lines 
Tariff No. 221-B, Agent Peel’s I. C. C. No. 3359, should not 
render inapplicable the rates published in Southwestern Lines 
Tariff No. 251, as it is possible to forward shipments via a 
reasonably direct route composed of carriers on which the 
origin and destination are located. 


SHIP PROGRAM INQUIRY 


The House has adopted H. Res. 85, providing $50,000 for 
expenses of an investigation by the House merchant marine 
committee of the merchant ship program and related matters 
eoming under jurisdiction of that committee or administered 
by the Maritime Commission. The investigation was author- 
ized by H. Res. 281 of the Seventy-seventh Congress and by 
H. Res. 52 of the Seventy-eighth Congress. Each of those reso- 
lutions had been introduced by Chairman Bland of the House 
merchant marine committee. 





W. S. A. CONTROL OF FORWARDERS 

The War Shipping Administration has issued its directive 
No. 4, revised, relating to the forwarding and transportation of 
lend-lease cargo (see Traffic World, Nov. 7, 1942, p. 1113). 
The revised directive contains a provision that it does not con- 
template assumption by the war shipping administrator of 
responsibility for or control over stockpile, assembly. or transit 
storage depots, or the forwarding thereto, ‘‘provided, however, 
that if cargo consigned to the administrator for forwarding to 
a port of point in the United States for export transportation 
therefrom be diverted to a_ stockpile, assembly or transit 
storage depot, it shall remain under the control and direction 
of the administrator unless he is otherwise instructed by the 
Munitions Assignments Board through its committees or by 
the Lend-Lease Administrator in cases within their respective 
jurisdictions.” 


SEAMAN CASUALTY TOLL 


America’s 70,000 merchant sailors, suffering a casualty toll 
of nearly 4 per cent of their number in the first year of the 
war, have “delivered the goods,” and shown “patriotism. cour- 
age and devotion to duty,” according to Elmer Davis, director 
of the Office of War Information. 

Mr. Davis commented on a report made by Chairman 
Lard. of the Maritime Commission, War Shipping Adminis- 
trator, showing that merchant marine casualties (dead and 
missing only) had totaled more than 3,200, 3.8 per cent of their 
total number in one year as against casualties of the armed 
services in the same period of less than one per cent of the 
total number. 

“Patriotism, courage and devotion to duty are among the 
outstanding attributes of the seamen who man our merchant 
marine,” said Admiral Land. 

A greater percentage of survivals was expected this year 
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because of more escort vessels, better-armed ships, more and 
improved safety devices, and more experienced crews, said the 
Admiral. Willingness of sailors “to brave bombs and torpedoes 
was shown recently when 100,000 persons responded to W. §S. 
A.’s call for experienced seamen,” said the report. Only 16,000 
of these, however, proved to be experienced, but many of the 
others were eligible for training. 


HIGHWAY REPORT 

For the fiscal year ended June 30, 1942, the Public Roads 
Administration completed 10,178 miles of highway of all classes, 
according to the third annual report of the Federal Works 
Agency, 1942, submitted to Congress. 

The highways completed consisted of 6,955 miles on the 
federal and highway system, 2,116 miles of secondary, farm- 
to-market road, 230 miles of construction in connection with 
grade-crossing eliminations, 37 miles initiated in the emergency 
program to relieve unemployment, 26 miles of access road for 
war purposes, 95 miles of flood-damaged road, and 719 miles 
of road in national parks, national forests, and other federal 
areas. 

Two hundred and thirty-seven highway-railroad grade 
crossings were eliminated, 74 obsolete elimination structures 
were reconstructed, and 582 crossings were protected by sig- 
nals or other devices. 

The total cost of the work, the report said, was $278,377,000, 
of — $163,184,000, or 59 per cent, was paid with federal 
funds. 


NEW JERSEY TRUCK MEETING 


The annual meeting and dinner of the New Jersey Motor 
Truck Association will be held at the Hotel Robert Treat, 
Newark, February 10. Robert A. Nixon, director of the trans- 
portation and public utilities division, O. P. A., will speak on 
“O. P. A. Problems in the Motor Carrier Industry’; Charles 
F. Phillips, director, automotive supply rationing division, O. P. 
A., on “Civilian Truck Tires are Not Expendable,” and Sam F. 
Niness, chief, petroleum carriers’ section, division of motor 
transport, O. D. T., on “Petroleum Carriers’ Problems in the 
State of New Jersey.” There will be an open forum discussion 
on the effect of O. D. T. general orders on common, contract 
and private motor carriage, led by H. Richard Stickel, execu- 
tive assistant, division of motor transport, O. D. T. The speaker 
at the dinner has not been announced. 


W. S. A. AND SMALL BOAT RATES 

The War Shipping Administration has announced suspen- 
sion, until March 3, of its maximum rate ceilings as applied to 
small boat owners and operators if they will file their costs 
of operations. 

The suspension, which applies to vessels of less than 1,000 
gross tons, was made effective by General Order No. 29, in 
order that there might be accumulated from warrant applica- 
tions and the filing of voyage accounts, information respecting 
the trades. cargoes and costs of the co-called “mosquito fleet,” 
according to the W. S. A. 


ALLOTMENTS TO CLAIMANT AGENCIES 


The War Production Board has announced that its require- 
ments committee has allotted to the 14 claimant agencies, in- 
cluding the Office of Defense Transportation, the Maritime 
Commission, and the Office of Rubber Director, the amounts 
of steel, copper and aluminum to be delivered to manufacturers 
for America’s war production in the second quarter this year 
under the controlled materials plan. 

“Details of the distribution among the various claimant 
“~-necies are not available for reasons of military security.” 
eaid Ferdinand Eberstadt, program vice chairman of the W. P. 
B.. who also is chairman of the requirements committee. ‘The 
materials nie that was cut into fourteen pieces comprised some 
17.000 000 tons of steel products. of which some 15.000,000 tons 
was carbon steel and some 2.000.000 tons was alloy steel; some 
600 000 tons of copper and about 600,000,000 pounds of alumi- 
num.” ; 

Chairman Nelson said that full provision had been made in 
the allotments for the “must” programs, including synthetic 
rihher. high-octane gasoline, aviation. army material. merchant 
“nA noval shinning and escort vessels, as those programs Ccur- 
~ontly stood. He said less essential programs had been cut to 
the bone. 


INTERTERRITORIAL RATES 
The Board of Investigation and Research has announced 
that its report on interterritorial freieht rates. originally sched- 
uled to be filed in January, 1943, will be delayed. The board 
would complete this study and file its report on the subject not 
later than April 1, 1943, said Chairman Smith. 
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Digest of New Complaints 





No. 28937, Walker-Hovey Co., San Francisco, Calif., vs. Southern Pa- 
cific Co. 

Alleges excessive, unjust and unreasonable demurrage charges 
sought to be collected on cars of saw logs, loaded in December, 
1939, on spur track 20 miles from Canby, Calif., and on through 
shuttle assigned cars stored at Canby. Asks waiver of charges. 
(A. Larsson, 268 Market St., San Francisco, Calif.) 

No. 28939, Buchman Manufacturing Co., Inc., Manayunk, Philadelphia, 
Pa., vs. Pennsylvania. 

Unreasonable rates and charges, feathers, carloads, Greenwood, 
Del., to Carnegie, Pa. Asks a cease and desist order, reasonable 
rates, and reparation. (C. Peyton Collins, 207 Rauch Bldg., Craf- 
ton, Pa.) 

No. 28940, E. J. Stanton & Son, Los Angeles, Calif., vs. Ashley, Drew 
& Northern Railway Co. et al. 

Rates and charges, lumber, oak flooring, shipped between May 6 
and Sept. 22, 1942. Fordyce and Little Rock, Ark., and Monroe, 
La., to Layton and Ogden, Utah, in violation of sections 1 and 3. 
Asks a cease and desist order, rates, and reparation. (E. W. Cox, 
406 South Main Street, Los Angeles, Calif.) 

No. 28941, Twin Coach Co., Kent, O., vs. Union Pacific et al. 

Unreasonable charges, used motor assembly, shipped Nov. 7, 
1940, Boise, Ida., to Kent, O. Asks reparation. (F. B. and G. M. 
Stephen, No. 19 Sovth Wells St., Chicago, Ill.) 


Cc. M. F. A. CLAIM SECTION 


The claim prevention section of the Central Motor Freight 
Association held a luncheon meeting at Chicago February 1. 
Approximately 40 trucker representatives attending discussed 
methods of preventing and handling claims for loss and damage 
to shipments. G. A. Fitzgerald, claim department, Keeshin 
motor Freight System, estimated that approximately eight 
clams for damage were brought by shippers for every claim 
resulting from loss. George Rockwood, Fred Olson and Son, 
presided. 


“WAR TIME” PROBLEMS 


Dissatisfaction in Michigan and Ohio with ‘war time” has 
resulted in Chairman Nelson, of the War Production Board, in- 
iorming Senator Ferguson, of Michigan, and William H. Mc- 
Cullock, speaker of the Ohio House of Representatives, that 
any change in the present war-time statute would result in 
serious detriment to war production, but that he would not op- 
pose action by the Interstate Commerce Commission trans- 
.aring Michigan from the eastern zone to the central time 
zone, ‘provided that the Commission, after investigation, finds 
that Michigan is in fact logically a part of the central time zone 
and is therefore so specially situated that it is unduly dis- 
criminated against or suffers special disadvantages because of 
the action taken in 1936 moving Michigan from the central. to 
the eastern zone.” He indicated he took a similar position with 
respect to Ohio. 


Great Lakes Harbors Meeting 


Great Lakes shipping would suffer from a shortage of 
vessels after the war unless the St. Lawrence seaway project 
was completed to permit the entrance into the lakes of ships 
now under construction at deep-sea yards, said H. C. Brockel, 
director of the Milwaukee municipal port. The present St. 
Lawrence-Great Lakes channel, he said, was not deep enough 
for navigation of such vessels, he added, and many of the 
smaller ships sent from the lakes to the ocean for war use, 
would no longer be in existence after the war. 

Except for the record-breaking movement of iron ore, 
the Great Lakes were not participating in the general war 
traffic increase, he said. This was due to a number of factors, 
he added, including the assigning of lake vessels to the ore 
and limestone movement, the reduction of total tonnage on 
the lakes, the disappearance of such normal lake traffic as 
that in automobiles, and the necessity for speed which had 
shifted the movement in much merchandise traffic to the rails. 
The decline began to be felt seriously toward the end of 1942, 
he said, and would continue in 1943 with the prospect that, 
if the war lasted very long, important lake terminal facilities 
Would have to go out of business. In addition to the invest- 
ment, he said, such facilities had to be maintained and their 
forces could not be cut below a fixed minimum. Without 
Tevenues, he said, they would have to be abandoned. 

Mr. Brockel spoke at a meeting of the Great Lakes Har- 
bors Association at Chicago last week. D. W. Hoan, former 
mayor of Milwaukee, president of the association, said that 
the country needed the railroads, but that they were “wholly 
Inadequate” for its war needs. He advocated further de- 
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velopment of waterways, especially the St. Lawrence seaway, 
to supplement the railroads in the hauling of petroleum and 
other freight to the east and for overseas export, to add to the 
country’s supply of electrical power, and to furnish a needed 
highway for transporting supplies from the eastern seaboard 
to middle western war plants. 

_ Mr. Hoan and other speakers opposed any increase in the 
diversion of water from Lake Michigan to the Chicago River- 
Illinois-Mississippi waterway. The meeting took no formal 
action on any of these subjects. 


WAREHOUSEMEN’S CONVENTION PLANS 


The speaker at the annual dinner of the American Ware- 
housemen’s Association, to be held February 11 in connection 
with the association’s annual meeting and wartime industry 
conference at the Edgewater Beach Hotel, Chicago, will be 
David C. Prince, vice-president, General Electric Company, 
Schenectady, N. Y., one of the founders of the committee for 
economic development. He will speak on business preparations 
for post-w*~ readjustment. 

Anno, :cement has been made that representatives of a 
number of governmental agencies will attend the conference. 
These will include the Army Quartermaster Corps, the War 
Manpower Commission, the Office of Defense Transportation, 
the Food Distribution Administration, the Office of Price Ad- 
ministration, the National War Labor Board, the War Produc- 
tion Board, and the facility security branch of the Office of 
Civilian Defense. 

In addition to the membership of the nominating commit- 
tee already announced (see Traffic World, January 16, p. 154), 
Wilson V. Little, general secretary of the association, has an- 
nounced the membership of the committee on resolutions, as 
follows: 

Chairman, R. C. Stokell, National Cold Storage Company, New 
York; William C. Cassens, St. Louis Refrigerating and Cold Storage 
Company, St. Louis. Mo., H. J. Nissen, Terminal Refrigerating Com- 
pany, Los Angeles, Cal.; P. W. Frenzel, St. Paul Terminal Warehouse 
Company, St. Paul, Minn.; Elmer Erickson, Midland Warehouses, Inc., 
Chicago; D. L. Tilly, New York Dock Company, New York. 


This committee will act for the association. The first three 
men listed will form the resolutions committee for the re- 
frigerated warehouses division, and the last three for the mer- 
chandise division. " 

The convention and conference will begin February 10 and 
will end with a session the afternoon or evening of February 12. 


GOODRICH ADVERTISING BOOKLET 
The B. F. Goodrich Company, Akron, O., has reproduced 
in booklet form 26 of its advertisements used in 1942. The 
booklet is entitled ‘“‘Typical Examples of B. F. Goodrich De- 
vesopments in Rubber.” 


PENNSYLVANIA EQUIPMENT TRUST 


The Pennsylvania Railroad has invited bids for the pur- 
chase of $6,450,000 of equipment trust certificates, which are 
to be part of a proposed aggregate of a $12,240,000 issue of 
equipment trust series N certificates, to finance construction 
and acquisition of 5 electric passenger locomotives; 51 steam 
locomotives and tenders; 30 steam locomotive tenders; 6 diesel 
electric switching locomotives, and 1,000 gondola cars. The 
equipment, except for the diesel locomotives, will be built in 
the company’s shops, and the total cost of all the equipment 
will be approximately $15,300,000. The certificates will be 
dated March 1, 1943, and will mature in 15 annual installments, 
the last in 1958. 


BABY TURKEYS BY EXPRESS 


Turkeys are now a year-round article of American diet 
because of increased production partially made possible by in- 
creased handling of day-old turkeys by express, says a bulle- 
tin on the handling of baby turkeys issued to employes of the 
Railway Express Agency by its traffic department. The bulle- 
tin points out that safe transportation of day-old turkeys re- 
quires special packing and greater care than the handling of 
baby chicks. Special boxes of specified size are required, and 
particular care must be paid to ventilation, the bulletin says. 


TOWMOTOR LIFT TRUCK HOPPERS 


The Towmotor Company, Cleveland, announces that it has 
developed a hopper attachment, for use on standard lift trucks, 
that will make possible a standard method for handling small 
parts and bulk materials in a wide variety of production op- 
erations. The attachment, which is available in various sizes, 
is designed for use with standard fork equipment. It may be 
used economically in handling material chuted from storage 
bins or discharged from production machines, and may be spot- 
ted for loading while the lift truck is used elsewhere, the com- 
pany says. 





Traffic Club Doings 


Items for this column are solicited and when they are sent and not 
published it is because they are inappropriate or not timely. Copies 
of a ciub’s publication or the notices it sends to members are 
usually not sufficient, because often they are received too late to be 
of value. THE Trarric WorLD goes to press in Chicago Friday of 
each week. News of coming or past events, such as meetings, din- 
ners and election of officers, is desired. If publicity is looked for it 
should be made the duty of someone in the club to keep us ade 
quately and promptly informed.—Hditor THs Trarric Wor. 


The Traffic Club of New Haven, Conn., has elected the 
following officers: President, William F. Carr, Joseph. Parker 
and Son Company; first vice-president, Charles McMenamin, 
Office of Defense Transportation; second vice-president, Newton 
Morton, Pennsylvania Railroad; secretary-treasurer, Oscar Mon- 
rad, New Haven Chamber of Commerce; members, board of 
directors, representing carriers, Harry A. Collier, New Haven 
Towing Company; Philander Cooke, Cooke’s Express Company; 
William F. Cate, Acme Fast Freight; George E. Robb, Erie Rail- 
road; William Benjamin, New Haven Railroad; members of the 
board, representing shippers, Rene A. Benoit, Acme Wire Com- 
pany; John J. Biggs, Sargent and Company; George R. Brad- 
ford, R. Wallace and Sons; Thomas J. Casey, Western Electric 


Company; Joseph R. McGeough, Safety Car Heating and Light 
Company. 


The High Point, N. C., Traffic and Transportation Club, 
which was organized in 1942, held its first annual meeting, Jan- 
uary 29, at which the following officers and directors were 
elected: President, J. T. Bruton, High Point, Thomasville and 
Denton Railroad; vice-president, W. M. Hite, Associated Trans- 
port; secretary-treasurer, R. D. Davis, W. A. Davis Milling Com- 
pany; members, board of directors, R. E. Slaughter, L. H. Bot- 
toms Truck Lines, chairman; I. B. Dunn, Security Warehouse 
Company; D. W. Hunter, Hunter Ice and Coal Company; H. D. 
Minnis, Southern Railway; W. W. Raper, American Trucking 
Corporation; O. A. Kirkman, High Point, Thomasville and Den- 
ton Railroad; P. W. Casey, Southern Furniture Exposition 
Building; D. E. Headen, Myrtle Desk Company. The club has 
been elected to membership in the Associated Traffic Clubs of 
America. 


Henry S. Williams, new president of the Traffic Club of 
Jacksonville, Fla., was born in Jackson, 

Ga., and reared and educated in Colum- 

bus, Ga. His entire transportation ca- 

reer has been spent with the Seaboard 

Air Line Railway. He began as stenog- 

rapher-clerk at Greenville, S. C., in 

1924. Before the end of that year he 

was made traveling freight agent, and 

in 1930 was transferred to Miami, Fla., 

as chief clerk to the assistant general 

freight agent. In 1934 he was made 

traveling freight agent at Tallahassee, 

Fla. In 1936 he was transferred to 

Jacksonville as junior commercial agent 

and four years later was promoted to 

be senior commercial agent, the posi- 

tion he now holds. He has ‘been a 

member of the Jacksonville Club since 

1936 and served as chairman of its 

entertainment committee, member of its board of governors, and 

vice-president, before his recent election to the presidency. 


The Traffic Club of Syracuse, N. Y., has elected the follow- 
ing officers: President, C. Sherman Wiley; first vice-president, 
William S. Carter; second vice-president, Harold A. Carey; sec- 
retary-treasurer, Frederick M. Varah. 


The Traffic Club of St. Louis will hold its annual mid-winter 
dinner dance and card party, February 11, in celebration of Lin- 
coln’s birthday. 


Col. William H. Noble, commanding officer, eighth trans- 
portation zone headquarters, War Department, discussed the 
function of the army transportation corps at a luncheon meeting 
of the Transportation Club of Dallas, Tex., February 2. 


At its annual meeting, February 2, the Milwaukee Traffic 
Club elected the following officers: President, Carl Carlsen, 
city passenger agent, Chicago and North Western; first vice- 
president, M. M. Rose, general traffic manager, Milcor Steel 
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Company; second vice-president, Ernest C. Crow, general agent, 
freight department, Chicago and North Western; third vice. 
president, J. J. Firer, traffic manager, Globe Union, Inc.; secre. 
tary-treasurer, W. R. Burghardt, Courteen Seed Company; 
members of the board of directors, for three years, Warren 
Badtke, vice-president, Royal Transit, Inc., and T. W. Somers, 
city freight agent, Missouri Pacific. 


Wendell W. Moore, export manager, A. S. Aloe Company, 
spoke on “Export Traffic” at a meeting of the Junior Traffic 
Club of Metropolitan St. Louis February 3. William Lovely, 


national amateur casting champion, demonstrated fly and plug 
casting. 


Maj. George Hyde, R. A. O. C., British Ministry of War 
Transport, will speak on “War Time Transport Conditions in 
England” at a dinner meeting of the Pacific Traffic Association 
of San Francisco at the Engineers Club February 9. There wil] 
be a program of entertainment. 


John J. O’Connor, new president of 
the Transportation Club of St. Paul, is 
general agent, freight department, 
Northern Pacific Railway. Afier being 
graduated from St. Thomas College in 
St. Paul in 1907, he began work as a 
stenographer in the engineering depart- 
ment of the Great Northern Railway. 
In 1912, he went to the Northern Pa- 
cific as secretary to the vice-president. 
After service with the Pullman Com- 
pany and in the advertising department 
of the Northern Pacific, he became chief 
clerk to the general refrigerator agent 
of that railroad in 1917. He returned 
to that department after ai‘my service 
in the first World War. In 1922 he was 
made assistant general agent in the 

freight department and in 1925 was promoted to the position he 
now holds. He has been a member of the Transportation Club 
of St. Paul since 1922. 


O. C. Hansen, manager, Frazar and Hansen, San Francisco, 
spoke on “Foreign Trade in the Future” at a dinner meeting 
of the Oakland, Calif., Foreign Trade and Harbor Club Feb- 
ruary 4. P. D. Richardson, president of the Oakland Chamber 
of Commerce, was guest of honor. New officers were installed. 


_ Sam H. Jones, governor of Louisiana, spoke on “Transpor- 
tation and Our Gulf Ports” at a luncheon meeting of the Traffic 


Club of New Orleans February 1. George Stohlman was 
chairman. 


At a boy scout day luncheon meeting of the Traffic Club 
of Minneapolis, February 4, Boy Scout Troop 20, which is 
sponsored by the club, presented a program of entertainment. 
Howard A. Schultz is chairman of the boy scout committee. 
A “members only” smoker was held February 5. Admittance 
was obtained on presentation of books to be sent to men in the 
armed services. F. F. Flinchbaugh is chairman of the victory 
book campaign committee. Films of the war were shown and 
there was a buffet supper. The program was arranged by the 
entertainment committee, R. J. Stafford, chairman. 


John Thornberry, director, Boys’ Club of Kansas City, 
spoke on “Now Is Your Chance” at a luncheon meeting of the 
Traffic Club of Kansas City February 1. At a dinner meeting, 
February 18, R. C. Coleman, regional manager, motor trans- 
port division, O. D. T., will speak. 


Col. K. W. Thom, War Department, will speak on ‘“Indus- 
trial vs. War Transportation” at a monthly meeting of the 
women’s Traffic Club of Greater New York February 9. Din- 
ner will be served. 


Maj. G. Edwin Popkess, intelligence officer, U. S. Army 
Air Corps, Grand Rapids, Mich., will discuss ‘Transportation 
in Africa” at the annual railroad night meeting of the Traffic 
Club of Kalamazoo, Mich., February 17. The sound film, “Rail- 
roadin’,” will be shown. 


The Transportation Club of Buffalo, N. Y., held the first of 
a series of “get acquainted” luncheon meetings at the Hotel 
Buffalo January 20. Members played cards following the 
luncheon. William F. Schugard, chairman of the house com- 
mittee, was in charge of arrangements. 


The Transportation Club of Des Moines, Ia., will hold its 
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ONE UNIT OF SERVICE 
FOR ONE UNITED PURPOSE 


High-speed motive power, first class rolling 
stock, experienced personnel, well maintained 
road-beds, efficient safety devices, careful han- 
dling practices . . . these are but a few of 
the factors comprising the R. F. & P. unit of 
freight service .. . all for one united purpose, 
to win the war in the quickest possible time. 
The R. F. & P. has enlisted for the duration 
and every effort is concentrated on providing 
maximum transportation efficiency for freight 
moving between the great industrial and agri- 
cultural centers of the North and the South. 


John B. Mordecai, Traffic Manager, 
Richmond, Virginia 


RICHMOND, FREDERICKSBURG AND POTOMAC RAILROAD 
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annual ladies’ night dinner dance at the Golf and Country Club 
February 16. Jim Bann is chairman of the committee on 
arrangements. Ray D. Kelsey has resigned as secretary-treas- 
urer because of pressure of business duties. 


At a monthly dinner meeting of the Transportation Club 
of Springfield, Ill. February 11, Harry E. Pratt, secretary, 
Abraham Lincoln Association, will speak on “Abraham Lin- 
coln.” D. H. Irwin, traffic manager, Sangamo Electric Com- 
pany, is chairman of the speakers’ committee. 





The Clearing-Cicero Traffic Conference will hold a valen- 
tine party, February 13, at the Clearing Industrial Club Rooms, 
Chicago. J. A. Markey, Erie Railroad, is chairman of the pro- 
gram and pastimes committee. 





New chairmen of the standing committees of the Portland, 
Ore, Industrial Traffic Club include: Membership, A. V. Amos; 
legislative, Frank Clay; house, Frank Curtis; contact, Earl 
Holst; publicity, Jess Winn; truck, Joe Eckman; rail, T. B. 
Dynes; express and parcel post, Charles Kathrens; N. O. I. B. 


N., Stan Sorensen; National Industrial Traffic League activities, 
Jim Bills. 





Mrs. Arnold W. Gruenhagen, chairman, speakers’ bureau, 
St. Paul, Minn., chapter of the American Red Cross, spoke on 
activities of the Red Cross at a luncheon meeting of the Trans- 
portation Club of St. Paul February 2. The program was ar- 
ranged by Frank L. O’Neill. Beginning this month, luncheon 
meetings will be held semi-monthly, on the first and third 
Tuesdays. The meetings have been held weekly. 





Dr. Elmer S. Nelson, of the southern California office of 
the O. P. A., spoke on “Price Inflation and Government Con- 
trol” at a luncheon meeting of the Los Angeles Transportation 
Club February 1. F. H. Powers, traffic manager, Sears, Roe- 
buck and Company, was chairman. 





The film, “Know Your Enemy—Japan” was shown by ar- 
rangement with the Office of War Information at a monthly 
dinner meeting of the Traffic Club of Wilmington, Del., Feb- 
ruary 3. J. P. O’Neill is chairman of the program committee. 





G. Lloyd Wilson, director, division of rates, O. D. T., spoke 
on “The Rate Responsibilities of the O. D. T.” at a dinner 
meeting of the Traffic Club of the Lancaster, Pa., Manufac- 
turers Association January 25. Pvt. Monroe Ober, U. S. Ma- 
rines, spoke of his war experiences on Guadalcanal Island. 


Films of naval battles at Midway Island and in the Coral Sea 
were shown. 





The Women’s Traffic Club of Philadelphia will hold a cock- 


tail party February 7. A monthly dinner meeting will be held 
February 9. 





Ata forum meeting of the Motor City Traffic Club of De- 
troit, February 8, Capt. Squire D. Eurich, currier service, Civil 
Air Patrol, will speak on “Civil Air Patrol and Currier Service.” 





The following have been appointed members of the nomi- 
nating committee for the Junior Traffic Club of Chicago: E. M. 
Strook, chairman; R. J. Bayer; M. T. Brockman; C. C. Byrne; 
H. M. Foth; R. M. Luken; R. W. Traynor. 





New chairmen of standing committees of the Transporta- 
tion Club of Atlanta, Ga., include: Athletic, R. C. McLemore; 
attendance, J. A. Russell; auditing, A. R. Palmes; by-laws, C. F. 
Neff; education-speaker, M. L. Corbett; entertainment-program, 
H. D. Sweetin; fellowship, L. W. Shehee; ladies’ activities, W. 
H. Stadelman; membership, L. L. Horner; publicity, W. E. 
Thompson; reception, A. L. Bone. Joe Kuhns has been appointed 
editor of the monthly magazine, Transportation News. A 
luncheon meeting was held February 1. 


1. C. C. PRACTITIONER 


The following have been admitted to practice before the 
Commission: 

Roland E. Barron, Wadena, Minn.; Theodore Epstein, Den- 
ver, Colo.; Thomas A. Green, Chicago, Ill.; John S. Grimes, 
Indianapolis, Ind.; Tom Kidd, Murfreesboro, Ark.; Samuel 
Roberts, Newark, N. J.; Henry Salimena, Jersey City, N. J.; 
Clifford Schneller, Wahpeton, N. D.; Emanuel Maurice Solo- 
mon, Chicago, Ill.; Edward D. Sykes, Dallas, Tex.; Owen 


? West, Chicago, Ill.; and Ralph T. Wilson, Laurens, 
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Personal Notes 


Walter W. Belson has been appointed director of rubber 
supply and public relations for the American Trucking Agso- 
ciations, Inc., at Washington, D. C. He was, for six months, 
district manager for the Office of Defense Transportation at 
Chicago, in which position he will be succeeded by Frank T, 
Corcoran, formerly O. D. T. district manager at Minneapolis, 


Minn. Mr. Belson, before going with O. D. T., was managing 
director of the Wisconsin Motor Truck Association. 

Milton P. Bauman, of Fanwood, N. J., widely known 
traffic consultant, died in New York, January 28, at the age 
of 52. Mr. Bauman was former chairman of the Shippers 
Conference of Greater New York and of the New Jersey 
Traffic Advisory Committee, and since 1938 was secretary of 
the Association of Interstate Commerce Commission Practi- 
tioners. 

Frank J. Taylor was reelected president of the American 
Merchant Institute at its annual meeting at New York February 
2. Others elected included: R. J. Baker, secretary-treasurer; 
John J. Burns, general counsel; new members of the board of 
directors, John F. Gehan, W. F. Jones, A. V. Moore, and H. 
Harris Robson. 

E. A. Lalk, assistant general freight agent for the Mil- 
waukee Road at Milwaukee, and chairman of the Wisconsin 
subcommittee of the Western Trunk Line Committee, died 
February 2. He had served with the company since 1900. 
Alex V. Marxen, city passenger agent at Chicago, has been 
commissioned a lieutenant in the U. S. Army Air Corps. He 
will serve in the traffic and transportation division at Wash- 
ington, D. C. 

Stockholders of the Wilkes-Barre and Eastern, which is 
operated as part of the Erie Railroad, have elected the follow- 
ing officers and directors: President, Walter T. Margetts, Jr.; 
vice-president, Leo W. White; vice-president and secretary, 
Joseph P. Jennings; treasurer, E. F. Morgenroth; comptroller, 
T. J. Tobin; members of the board of directors, Mr. Margetts; 
Mr. White; Mr. Jennings; Karl H. Helfrich; Amos Prescott; 
E. D. Adair; Carl W. F. Neuffer; R. W. Radcliffe. 

H. H. Knight, general traffic manager for the Tennessee, 
Alabama and Georgia Railway, Chattanooga, Tenn., has died. 
He served with the company 14 years. H. F. Bohr, vice- 
president, has assumed jurisdiction over the traffic department. 
W. A. Olliff has been appointed general freight agent, with 
jurisdiction over solicitation and divisions. 

R. T. Scholes, assistant to chief engineer for the Burling- 
ton Route at Chicago, has retired after 36 years of service 
with the company. G. A. Haggander has been appointed 
assistant chief engineer, system; G. W. Gallier, assistant chief 
engineer, lines east; C. W. Breed, engineer of standards; E. J. 
Brown, engineer of track, system, all at Chicago. 

H. F. Biallas has been appointed general agent at New 
York for the Chicago Great Western. 

Arthur McD. Laird has been appointed commercial agent 
for the Southern Railway at Columbia, S. C. ; 

J. Lawrence Chapman has been appointed commercial 
agent for the Erie Railroad at Detroit, succeeding C. W. Brown, 
who has retired. 

R. J. S. Weatherston, general freight and passenger agent, 
Atlantic region, Canadian National, has retired after serving 
with the railroads 50 years. J. H. Norton has been appointed 
general freight agent, Moncton, New Brunswick; F. L. Dougan 
has been appointed general passenger agent, Moncton; G. C. 
Maynard has been appointed chief inspector of air brakes, and 
Eric Wynne, mechanical inspector, both at Montreal. 

The Rock Island has announced the following appoint- 
ments: _L..Shannon Cook, general freight agent, Denver, a new 
position; W. C. Sutton, general agent, Denver; Milton H. Booth, 
general agent, Colorado Springs, Colo.; Harry J. Koukal, dis- 
trist passenger agent, Colorado Springs; John F. Riddle, city 
passenger agent, Colorado Springs; Clarence L. Bakke, gen- 
eral superintendent, second district, Kansas City, Mo.; C. L. 
Franklin, general superintendent, third district, El Reno, 
Okla.; Harry G. McCullough, superintendent of motive power, 
second district, Kansas City, succeeding Bert H. Smith, who 
has retired after 31 years of service; Robert E. Detrick, master 
mechanic, Rock Island division, Silvis, Ill.; Fred J. Schleihs, 
master mechanic, Des Moines division, Des Moines; H. J 
Crowley, master mechanic, pan handle division, Dalhart, Tex.; 
Claude E. Farley, master mechanic, Missouri-Kansas division, 
Armourdale, Kan. : 

The Railway Express Agency has announced the following 
appointments: James P. Downey, superintendent, Boston div!- 
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sion, northeastern department, succeeding Homer A. Hanson, 
who has retired after 47 years of transportation service; George 
A. Colligan, superintendent, eastern New York division, Al- 
bany, N. Y.; W. J. O’Maley, superintendent of organization, 
eastern vice-president’s office, New York; Henry C. Groves, 
superintendent, north shore-Maine division. 

G. M. LaRiviere has been appointed executive general 
agent at Washington, D. C., for the Atlantic Coast Line Rail- 
road. 

W. D. Wiggins has been appointed vice-president, engineer- 
ing, for the Pennsylvania Railroad at Philadelphia. Other ap- 
pointments are: J. L. Gressitt, chief engineer; S. R. Hursh, 
assistant chief engineer, maintenance; C. F. Trowbr:dge, as- 
sistant chief engineer, system; W. R. Parvin, chief engineer, 
maintenance of way, eastern region, all at Philadelphia; E. D. 
Flad, engineer, maintenance of way, southwestern division, In- 
dianapolis, Ind.; P. X. Geary, engineer, maintenance of way, 
southern division, Wilmington, Del.; C. T. Hunt, superintendent 
of motive power, southwestern division, Indianapolis; C. W. 
Whistler, Jr., master mechanic, Philadelphia division; C. I. 
Clugs, master mechanic, Philadelphia terminal division. 

Charles H. Trayford has been appointed traffic manager 
for the East Coast Freight Lines, Richmond, Va. 

Charles A. Stevens, Jr., has been appointed advertising 
manager for American Airlines at New York. 

Pacific Consolidators, Inc., has announced the following 
appointments: Edward A. Mero, vice-president, in charge of 
public relations, solicitation and service, San Francisco; Harry 
Knolhoff, vice-president, eastern operations, New York; Miss 
Eileen Kelly, secretary and chief clerk, San Francisco; A. Mac- 
Corquodale, freight agent, San Francisco. 

D. W. Brosnan has been appointed superintendent of the 
Alabama Southern and the Woodstock and Blocton Railways, 
at Birmingham, Ala. C. K. Carter has been appointed super- 
intendent of the Georgia Southern and Florida, Macon, Ga. 
The companies are parts of the Southern Railway System. 

The Niagara Frontier Industrial Traffic League will hold 
a dinner meeting at Buffalo, N. Y., February 8, at which the 
following will speak: Charles O. Frey, district supervisor, 
Commission bureau of motor carriers, “Cooperation between 
Shippers and Motor Carriers”; C. J. Ratzel, on activities of 
the league in the past year; W. B. Faulkner, “New Legisla- 
tion’; E. A. Momberger. “Car Conservation and Ex Parte 148”; 
K. S. Wright, ‘“Rail-Truck Coordination”; W. E. Maloney, 
“Regional Advisory Board.” 

Harry L. Mahoney has been appointed advertising and 
sales promotion manager for the associated tire and accessory 
division of the B. F. Goodrich Company, Akron, O. He takes 
the place of F. J. Rees, recently appointed manager of special 
accounts for the division. 

At the annual election of the Motor Vehicle Association of 
Georgia at Atlanta, January 19, the following were elected: 
President L. R. Schwall, Great Southern Trucking Company; 
vice-president, D. L. Hood, AAA Highway Express; secretary, 
Jack Berman, Georgia Motor Express; treasurer, I. M. Sulz- 
bacher, ABC Truck Lines; members, board of directors, for 
three years, T. S. Johnson, Associated Transport; D. P. Settle, 
Atlanta-Macon Motor Express; H. M. Beck, Cedartown-Atlanta 
Freight Line; Mr. Berman; Mr. Schwall; members of the board 
for two years, Russell Borjes, Colonial Stores; James R. Smith, 
Smith Transfer; C. S. Akers, Akers Motor Lines. 

The Seaboard Air Line Railway has announced the follow- 
ing appointments: J. R. Laffey, commercial agent, Orlando, 
Fla., succeeding J. P. Roberts, who has received leave of 
absence to serve in the armed forces; P. R. Medland, Com- 
mercial agent, Tampa, Fla., succeeding M. E. McRae, who has 
received leave of absence to serve in the armed forces; J. H. 
Lindsay, commercial agent, Birmingham, Ala., succeeding G. 
C. Tate, who has been assigned to other duties at his own 
request. 

Ralph G. Carlson has been appointed general agent for 
the Green Bay and Western at New York. He was for many 
years general agent for the Delaware, Lackawanna and 
Western at Chicago. 

George A. Kiel has been appointed commercial agent for 
the Erie Railroad at Pittsburgh, Pa. 

W. W. Judson, general manager, Northern Pacific Railway, 
on leave of absence to serve as director of the public service 
division of the War Production Board, has been appointed 
chairman of a newly formed transportation requirements com- 
mittee to consider transportation requirements and priorities. 
Represented on the committee are the O. D. T., the War and 
Navy Departments, the Maritime Commission and a number 
of the offices of the W. P. B. 


SHIP CONSTRUCTION 


American shipyards, for the second consecutive month, 
added more than a million tons of shipping to the Victory 
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Fleet, with the delivery of 106 vessels totaling approximately 
1,008,400 deadweight tons in January, the Maritime Commis- 
sion announced Feb. 4. 

The temporary decline in January from December’s record 
high of 121 ships was attributed to previous shortages of stee] 
and delays in completion of the higher type propulsion equip- 
ment, as well as severe weather conditions which affected pro- 
duction particularly in the northern yards. 

Of the 106 ships delivered in January, 79 were Liberty ships, 
four C-type vessels, five large tankers, 14 special types, one 
ocean-going tug, and three harbor tugs. 

At the same time the commission announced that the 
average building time of Liberty ships was cut to 52.6 days 
in January as compared with 55 days in December. This marks 
the thirteenth straight month that American shipbuilders have 
cut the building time of these vessels from keel-laying to 
delivery. The three Liberty ships delivered a year ago, in 
January, 1942, averaged 241 days. ‘ 

West coast yards held the lead in ship production by 
delivering 54 vessels; East coast 36 and the Gulf coast, 16. 

The most productive yard in the nation was California Ship- 
building Corporation, Wilmington, California, which delivered 
14 Liberty ships into service. Bethlehem-Fairfield Shipyard, 
Inc., Baltimore, Maryland, took second place with five Liberty 
ships and eight special types, and Oregon Shipbuilding Corpora- 
tion, Portland, Oregon, was third with 12 Liberty ships. 


N. Y. FREIGHT FORWARDER INQUIRY 


Approximately eighty freight forwarders, members of the 
New York Freight Forwarders and Brokers Association, 
through their attorney, Harold L. Allen, have advised the Mari- 
time Commission that they are filing suit in the New York courts 
for a stay of the commission’s order in No. 621, Port of New 
York Freight Forwarder Investigation, calling for information 
relating to transactions carried out by the forwarders in speci- 
fied periods, in connection with its investigation into the opera- 
tions of the forwarders in the port of New York. They challenge 
the commission’s jurisdiction to require such information. 

Commission officials said these forwarders, parties to the 
suit, were among some 320 respondents to the proceeding cov- 
ered by the order. The remainder were not contesting the com- 
mission’s jurisdiction. The proceeding has been heard before 
Chief Regulation Examiner G. O. Basham at Brooklyn, N. Y., 
a to be further heard at a time and place hereafter to be 

xed. 


WAR RISK INSURANCE 
The War Shipping Administration has issued a revision of 
its regulations for the underwriting of cargo war risk insurance 
under Warshipopencargo Policy Form. The amendment substi- 
tutes a new clause for clause 13 of part II. 


BARGE CANAL REPEAL BILL 
Representative Dondero, of Michigan, has introduced H. R. 
1669, a bill to repeal the provisions of law authorizing the con- 
struction of a navigable barge canal across Florida. 


Docket of the Commission 


NOTE—Items in the docket marked with an asterisk (*) have been 
added since the last issue of THE Trarric WoagLp. New 

now on the Commission’s docket of dates later than herein shown 
will not bear asterisks when they do appear. Current cancellations 
and postponements announced too late to show the change in this 
docket will be noted elsewhere. 


February 8—Chicago, I!l.—Sherman Hotel—Examiner Peterson: 
MC 46599—Healzer Cartage Co., Hutchinson, Kan. 


February 8—Dover, Del.—U. S. Post Office—Examiner Cantrell: 
MC 73587—Elliott Brothers Trucking Co., Inc., Easton, Md., certifi- 
cate or permit. 
MC 73587 Sub. 3 and 6—Elliott Bros. Trucking Co., Inc., Easton, Md., 
certificate to extend operations. 


February 8—San Francisco, Calif.—Hotel St. Francis—Examiner Cox: 
MC F-2073—Pacific Motor Trucking Co., purchase, Valley Motor Lines, 
Ine. 


February 8—St. Louis, Mo.—Mark Twain Hotel—Examiner Bradford: 
MC 46200 Sub. 2—Sirkin & Needles Moving Co., St. Louis, Mo., cer 
tificate to extend operations. 


February 8—Washington, D. C.—Examiners Devoe and Eddy: 
* Finance 14088—D. & H. financial adjustment. 
February 9—San Francisco, Calif.—St. Francis Hotel—Examiner Linn: 


MC 79577 Sub. 5—Oilfields Trucking Co., Bakersfield, Calif., certificate 
to extend operations. 
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SYSTEM OF STEEL STRAPPING 









Strapped units of two 
truck bodies, also Signode 
bulkbound in carloads. 






@ Here are some of the ways 
Signode safeguards our fight- 
ing man’s supplies: 

REINFORCES Cartons, Boxes, 


etc. 

To allow lighter weight, safe 

containers. 

To reduce bulk for overseas 

and carload shipments. 
PREVENTS PILFERAGE by 

the Signode Seal which can- 

not be resealed without 

= evidence of tam- 


BRACING CARLOAD SHIP- 
MENTS. 


amg | loading and unload- 
. Saves weight and criti- 


















One Step Nearer 


FOR EVERY SHIPMENT 
THAT REACHES THE FRONT 
a "materials (lumber and 


yndomores 


Assures safe delivery of cars loaded to maximum capacity. 

Signode representatives daily add to a om ape experience 
pre is yours to draw on. Contact our nearby representative 
or te us. 


S$:GNODE STEEL STRAPPING CO. 
2613 ee eg a ty oi. 
Brooklyn, N.Y.:364 Furman St. San Francisco, Calif.: 451Bryant St. 


Ss Steel Strappi ts all 
SIGNODE== fara eames 




















WARTIME OPPORTUNITIES 


for 
TRAFFIC 
MEN 


Wartime presents many problems for traffic men— 
greatly increased work, priorities and shortages, 
younger men called to armed service, government 
regulations, etc. But these very problems create op- 
portunities for the man whois ready or will get ready 
for them quickly. He can serve better his country and 
his company while creating a bigger place for himself 
now and in the post-war adjustment. 

Our free 48-page booklet on Traffic Management 
tells how you can, in spare time and at moderate cost, 
train for these strategic opportunities as hundreds of 
today’s leaders in carrier and industrial fields have 
done before you. Ask for it—it may prove valuable. 


LaSalle 


EXTENSION UNIVERSITY 


A Correspondence Institution 
Dept. 295-T CHICAGO, ILL 









Thru the States of Missouri, Arkansas, 
Oklahoma, Texas, Kansas, Tennessee, 
Mississippi, Alabama, Florida. 










OYDADA SHERMAN 
FT. WORTH 


HOUSTON 
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TANGLEFOOT GUMMED KRAFT 
SEALING TAPE is scientifically designed 
for quicker, smoother, no-fuss application. 
And, consequently, will save valuable sec- 
onds or even minutes on every one of the 
thousands of package-sealing operations in 
your packing and shipping departments. 
Ask your paper merchant to supply you 
with a trial order and watch those seconds 
saved mount into hundreds of precious man- 
hours for the battle of production. And 
because it saves time, TANGLEFOOT 
GUMMED KRAFT SEALING TAPE is 
the most economical tape you can use. 


Highly important, too, is the fact that the 
‘TANGLEFOOT adhesion never crystallizes, 
becomes brittle or loosens in handling or 
storage. 


You can depend on the efficiency of 
TANGLEFOOT TAPE — once stuck, it’s 
stuck for good. 


THE TANGLEFOOT COMPANY 
Grand Rapids, Michigan 





ANGLEFOO 
GUMMED TAPE 
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SECONDS that COUNT 
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February 10—Indianapolis, ind.—U. S. Court—Examiner Smith: 
MC F-2041—N. S. Craig, control, Cox Motor Transport, Inc.; purchase, 
Glenn Naphew. 


MC F-2030—Interstate Motor Freight System, Inc., of Ind., purchase, 
Wesson Co. 


February 10—Salt Lake City, Utah—State Com.—Examiner Cox: 
MC-F 2019—Consolidated Freightways, Inc., purchase, J. Jones, Jr., 
et al. 
February 10—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 1651 Sub. 16—Railway Express Agency, Inc., of Calif., San Fran- 
cisco, Calif., certificate to extend operations. 
MC 66562 Sub. 463—Railway Express Agency, Inc., New York, N. Y., 
certificate to extend operations. 
February 10—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 135: 
MC 96505, Sub. 7—Steel Transportation Co., Inc., Kansas City, Mo., 
permit to extend operations. 
February 10—St. Louis, Mo.—Mark Twain Hotel—Jt. Bd. 179: 
MC 76266 Sub. 34—Merchants Motor Freight, Inc., St. Paul, Minn., 
certificate to extend operations. 


February 10—Washington, D. C.—Examiner Miller: 
MC F-2065—J. N. Marshall, purchase, Baltimore-New York Express, 
Inc. 
February 11—Greensboro, N. C.—U. S. Ct.—Examiner McCaslin: 
MC 39406 Sub. 2—Central Motor Lines, Inc. 
February 11—Lansing, Mich.—Hotel Porter—Jt. Bd. 76: 


MC 28478 Sub. 1—Doyle Freight Lines, Saginaw, Mich., certificate to 
extend operations. 


MC 66562 Sub. 380—Railway Express Agency, Inc., Lansing, Mich. 
February 11—San Francisco, Calif.—St. Francis Hotel—Jt. Bd. 75: 
MC 103980—Gehring Dray, Orland, Calif., certificate. 
February 12—Denver, Colo.—Shirley Savoy Hotel—Examiner Cox: 


MC F-2039—San Juan Basin Lines, Inc., lease, Rio Grande Motor 
Way, Inc. 


MC F-2062—Rio Grande Motor Way, Inc., purchase, E. B. Faus. 


February 12—St. Louis, Mo.—Mark Twain Hotel—Examiner Smith: 
MC F-2064—Burlinugton Transportation Co., purchase, M. C. Foster 





Pn a 


PASSENGERS 
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February 13—Chicago, IIl.—Sherman Hotel—Jt. Bd. 149: 
MC 101990—R. D. Motor, Chicago, Ill., certificate. 


February 13—Denver, Colo.—Shirley Savoy Hotel—Examiner Cox: 
MC F-2042—Rio Grande Southern R. R. Co., lease, E. Haines. 
February 15—Brooklyn, N. Y.—St. George Hotel—Examiner Weems: 
28920—Hoffman Beverage Co. vs. Pacific Electric et al. 

February 15—Chicago—Hotel Sherman—Jt. Bd. 54: 
MC 44849 Sub. 3—Van Horne Truck Line, Hampton, Ia. 


February 15—Fort Smith, Ark.—Hotel Goldman—Examiner Higgins: 
MC F-2086—Rock Island Motor Transit Co., purchase, L. L. Rhoades 
February 15—Philadelphia, Pa.—Philadelphian Hotel—Examiner Price: 
1. & S. M-2172—Commodities over Pennsylvania dispatch. 
February 15—Sacramento, Calif.—U. S. Court—Jt. Bd. 75: 
MC 1651 Sub. 12—Railway Express Agency, Inc., of Calif., San Fran- 
cisco, Calif., certificate to extend operations. 


CHANGES IN DOCKET 

Hearing MC 52304 Sub. 1, January 29, Brooklyn, N. Y., postponed 
to date to be fixed. 

Hearing MC 58990, January 29, Charleston, W. Va., postponed to 
date to be fixed. 

Hearing MC 24139 Sub. 1, February 1, Chicago, canceled. 

Hearing MC 88073 Sub. 2, February 3, Brooklyn, N. Y., postponed 
to date to be fixed. 

Hearing MC 104007, February 5, Washington, D. C., canceled. 

Hearing |. & S. M-2115, February 6, Philadelphia, canceled. 

Hearing MC 60396, Sub. 4, February 4, Washington, D. C., post- 
poned to March 9, Roosevelt Hotel, Pittsburgh, Pa., Jt. Bd. 236. 








HELP WANTED—A progressive trucking company in the middle 
west is seeking a combination traffic and sales manager. Age 35 to 
55, draft deferred. With previous heavy experience in the transpor- 
tation field. Will supervise 7 of their branches including 22 salesmen. 


Must be high type. Starting salary $5,000-$6,000 with assured advance- 
ment. 


Box 98, Traffic Wecrld. 


AIR EXPRESS 


Fast, Dependable, Daily Service to 


onthe mew Ga aner-¥ 


For shipping details phone Railway Express Agency, Air Express Division. For passenger 


information consult any Air Ticket Office or any office of Pan American Airways System. 


Stitt ey tee CO 


PAI 


PUAN AVWERICAN GRACE ATRHAYS 
CHRYSLER BUILDING NEW YORK 


* Connecting with Pan American Airways at Balboa, C. Z.; Cali, Colombia; Corumba, Brazil; and Bueno. Aires, Argentina 
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SERVING INDUSTRIAL MIDDLE WEST 
28 Years in Business 
MAIN OFFICE - 1516 N. 14th St., ST. LOUIS 


VIRGINIA 



























